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AN EDUCATIONAL PROGRAM 

The most important thing done by the Associated 
Traffic Clubs of America at their semi-annual convention 
at Milwaukee this week—perhaps the most important 
thing they have ever done—was the adoption of an edu- 
cational program by approving the report of the com- 
mittee appointed in accordance with action taken at the 
Dallas convention last April, directing the consideration 
of a program for educating the business man and, in- 
cidentally, the railroads to the importance of the traffic 
department and also instructing the men who choose traffic 
as their profession as to its importance and the necessity 
for equipping themselves properly for following it. 


In the first place, the traffic clubs, if they will in- 
terest themselves to the proper extent in this movement, 
are the right agency to make it successful. They have 
the machinery and their members are vitally interested 
in the promotion of their owh profession. The names of 
the members of the educational committee are them- 
selves a guaranty of the importance of their report. It 
represents the country geographically and professionally. 
The names of its members have previously been pub- 
lished in this magazine. The practical men on it are 
railroad and industrial leaders in traffic work and the 
professional educators represent both the universities 
and the correspondence schools. It is a large committee 
and practically all its members have been taking an ac- 
tive part in its deliberations and are participants in its 
report. 


This educational movement is not to be considered, 
except incidentally and secondarily, as one to educate 
men, in the academic sense, for the traffic profession. 
t is rather, primarily, directed toward educating the 
business man, who does not know, to the value that an 
adequate traffic department, in charge of a competent 
head, can be to him as a money saver, and inducing the 
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traffic man or the man who expects to become a traffic 
man to take the job seriously, understand its impor- 
tance and its possibilities, and fit himself accordingly. 
The committee proposes practical means of accomplish- 
ing these ends. 

As will be noted by reading its report, which is 
printed elsewhere, the association divides the field for 
labor into four sections, one of which it proposes to 
enter immediately and intensively, taking up the other 
sections not so intensively at first, but including them in 
its program as time goes on. It is a work that cannot be 
done or even begun ina day. The association has chosen 
wisely in taking for its immediate effort the part of the 
field offered by the business executive who, in surpris- 
ingly large numbers, neglects to provide himself as he 
should with an adequate traffic department and often is 
absolutely ignorant of the subject. There are many 
ways in which this work can be prosecuted and the as- 
sociation, by adopting its committee’s report, has pointed 
out some of them. Others will suggest themselves to 
any who are interested and think about the subject to 
any extent. 

It is difficult, of course, to consider this factor of the 
problem without simultaneously considering means of 
developing the right kind of men to fill the places that a 
proper appreciation on the part of business men of traffic 
department possibilities would create, for the business 
man who tries the experiment he is advised to try and 
employs a traffic man, will be sorry for the attempt if 
he finds the traffic man he has hired to be a man of little 
ability and that he has not accomplished much for his 
business by the venture. But this part of the work will, 
no doubt, develop naturally. The report of the commit- 
tee is only a guide and its chief value will prove to be 
in its suggestion rather than in any rule of thumb pre- 
scribed by it. 

The plan thus offered by the association to the mem- 
ber traffic clubs is valuable, not only because of the need 
for it among business executives and present and future 
traffic men, but because it will, we hope and expect, fur- 
nish an inducement for traffic clubs to be interested in 
their national association and participate actively in its 
work, of which this educational plan is an important part. 
There has been lukewarmness in some quarters toward 
the association, not so much because of opposition to 
it as because of lack of interest in anything that does not 
offer some concrete benefit. The men who constitute 
the traffic clubs ought to be- able to see that here is 
something that will be of benefit to them and to their 
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— G. M. & N. has justly 
earned the right to be called 
“The Road of Service.” Day 
after day—month after month— 
spring, summer, fall and winter 
—shippers depend on their con- 
signments moving over this road 
on fast schedule time. 


Powerful Decapod Locomo- 
tives, an excellent roadbed and a 
highly-trained personnel assure 
expeditious handling of  ship- 
ments over our line, and their 
arrival at destination on schedule 
time. 


Our regular schedule provides 
for third-day arrival at Mobile, 
Gulfport and New Orleans on 


TRAFFIC AGENCIES 


DETROIT, MICH. 

E. W. Goslee, 

District Freight Agt. 
JACKSON, MISS. 

R. L. Lichty, 

District Freight Agt. 
KANSAS CITY, MO. 

J. S. Chartrand, 

District Freight Agt. 
LOS ANGELES, CALIF. 

M. F. Smith, 

Pacific Coast Agt. 
MEMPHIS, TENN. 

. Lamon, 

District Freight Agt. 
MERIDIAN, MISS. 

L. L.. Lam, 

Division Freight Agt. 
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CONNECTING LINES 


Alabama & Great Southern R. R. 
Alabama & Vicksburg Ry. 

Bonhomie & Hattiesburg-Sou. R. R. 
Chicago, Burlington & Quincy Ry. 
Columbus & Greenville Ry. 

Gulf & Ship Island R. R. 

Illinois Central R. R. 

Louisville & Nashville R. R. 
Mississippi Export R. R. 

Mobile & Ohio R. R. 

Nashville, Chattanooga & St. L. R. R. 
New Orleans & Northeastern R. R. 
St. Louis & San Francisco R. R. 
Southern Railway 

Yazoo & Mississippi Valley R. R. 





N Employees Live Up To 


shipments from Chicago; and a 
second-day arrival at these points 
on shipments from East St. 
Louis. 

Through traffic arrangements 
with the C. B.& Q. R. R.—using 
Paducah as the gateway—con- 
nection with the main trunk lines 
of the Nation is secured, and 
shippers are assured of excep- 
tionally fast service to the Gulf 
ports and points in the South 
and Southwest, and vice versa. 

Special attention given to Ex- 
port, Import and Inter-Coastal 
Shipments. Free lighterage at 
Mobile. 

For further information wire 


or write our nearest Traffic 
Agency. 


J. A. JACKSON 
Freight Traffic Manager 
Mobile, Ala. 


W. H. ASKEW, A. F. T. M. 
Mobile, Ala. 


E. L. MOUNTFORT, A. F. T. M. 
Chicago, III. 
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NEW YORK, N. Y. 
W. R. Butler, 
Eastern Freight Agt. 
PADUCAH, KY. 
C. F. Groom, 
Commercial Agt. 
PITTSBURGH, PA. 
R. M. Chittick, 
District Freight Agt. 
ST. LOUIS, MO. 
W. O. Lewis, 
District Freight Agt. 


Gulf, Mobile & Northern Railroad 
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profession in which they can and ought to take an in- 
terest. It will appeal to them if only through its sug- 
cestions for club programs, which are the bane of every 
entertainment and speakers’ committee. There is no 
end to the variety of meetings that can be held with 
profit and interest if a club interests itself in this educa- 
tional program and tries to carry it out. It is to be 


| hoped that every club will do so and that the program 
: put out by the delegates to the convention will be ratified 
© «t once and put into force. 
q right on the plan and non-member clubs may avail them- 
© celves of it also. 


Indeed, there is no copy- 


We have thought from the inception of the national 
trafic club organization that the clubs of the country 


) ought to interest themselves in it and try to help it ac- 


complish something rather than hang back and find fault 


4 with something about which they knew little, as some 
© of them have done and as some members of clubs that 


have joined are doing. To such as these some concrete 
evidence of benefit must be offered. Well, here it is. 
We hope they will see their opportunity to help them- 
selves, their associates, and the business world generally. 


It is a fact that any business that has any respect- 
able amount of inbound or outbound tonnage can save 
many times the cost of an adequate traffic department if 
ithas one. But thousands of business executives do not 
know this. It can be demonstrated to them beyond doubt 
if they will listen. Likewise, there are many so-called 
traffic men not competent to fill such places if they were 
offered, and many business men who have been sold on 
the idea and have put in traffic departments are not get- 
ting what they pay for. That, also, is capable of dem- 
onstration. Both facts are known to everyone who has 
any close acquaintance with traffic matters. Here, then, 
is the field. Is there not room for improvement and is 
there not a way to bring it about? The Associated Traf- 
fic Clubs of America are showing the way and it is up 
to all with a proper sense of responsibility to help. It is 
a poor traffic club or a poor leader in a traffic club that is 
not willing to lend support at the slight expense that is 
entailed to a movement that promises so much and that 
has promised so much from its inception. Those who have 
labored to make the association a success cannot accom- 
plish that success without not only the membership but 
the actual cooperation of the individual clubs. It is a 
thing that is entitled to at least a fair trial—which means 
earnest cooperation by those whose help is needed. The 
hardest thing in the world is to construct. The easiest 
thing in the world is to tear down and destroy. Destruc- 
tion is sometimes to be advised, but it ought not-to be 
done with a sneer and without investigation. 


MENTAL VAGARIES 

One of the most difficult things to understand is the 
motives that actuate men when they announce their be- 
lief in this or that policy that is proposed, and how their 
minds work, regardless of possible motives. This is no- 
ticeably true of railroad men in positions of authority. 
We are thinking now of two things. One is the address 
made by President Sargent, of the Chicago and Northwest- 
ern Railway, at the education and industry conference this 
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week, in which he said he thought there was definite 
need for a direct ocean route from the region of Chicago 
by way of the Great Lakes and the St. Lawrence River 
and, possibly, by way of the Mississippi River to the 
Gulf. 
It is generally supposed that, whatever the merits 
of these two projects may be, they would, if they ma- 
terialize, operate to take business away from the rail- 
roads. It is, therefore, rather peculiar to hear a railroad 
executive favor them. One would suppose that he would 
at least keep silent and one is disposed to suspect that 
such an utterance is inspired, at least in part, by reasons 
of policy rather than by conviction. Of course, there is 
no reason (other than possible reaction from his direc- 
tors or stockholders) why a railroad executive as well as 
another should not figure out for himself that a project 
believed to be in competition with the railroads would, 
nevertheless, be a good thing for the country, and such 
a course would be wholly admirable, if genuine. But we 
should at least expect a railroad executive to require 
pretty conclusive evidence of what would be accom- 
plished before he committed himself to such an enter- 
prise. We say now, as we have said many times before, 
that such evidence has not yet been offered. There is 
little before the country to show in any conclusive way 
that there is a traffic demand that would justify either 
the St. Lawrence project or the Great Lakes to the Gulf 
project. We are printing this week a communication 
from an officer of the Great Lakes-St. Lawrence Tide- 
water Association in advocacy of the St. Lawrence proj- 
ect and even he, though he speaks of some railroad ex- 
ecutives being favorably disposed toward the plan, says 
that the final report of the committee in which Herbert 
Hoover is so active has not yet been promulgated. We 
believe it will be time enough to make up our minds 
when we have the facts. We are glad to note, however, 
that Mr. Sargent is disposed to discredit the general 
plan for inland waterway development as a whole. 


The other thing about which we are thinking is the 
testimony of Mark W. Potter at the New York hear- 
ing in the inquiry into the affairs of the Chicago, Mil- 
waukee and St. Paul Railroad. For some reason—over- 
sight of reporters, no doubt—this testimony did not ap- 
pear in the press at the time. It has now been dug up, 
however, and is being cited with glee by those of a turn 
of mind to be pleased. In effect, the testimony was that 
the Panama Canal and resulting development of inter- 
coastal steamship business was not a cause of the troubles 
of the C., M. & St. P., but that, on the other hand, it 
had been a benefit to the railroads by reason of resultant 
development of the Pacific Coast country. To be sure, 
Mr. Potter is not qualified to testify as an expert in such 
a matter, but he has been a railroad executive in the 
south, a member of the Interstate Commerce Commis- 
sion, and is now one of the receivers for the railroad in 
question. Therefore, he ought to know enough not to 
be guilty of such an utterance. Whatever one may think 
about the Panama Canal and the intercoastal steamship 
business, one may not, at least, dodge the facts, and we 
do not see how anyone can refuse to recognize the fact 
that the ships have taken large quantities of business 
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away from the transcontinental railroads to their seri- 
ous hurt. Mr. Sargent, in the speech referred to above, 
for instance, makes that point and Mr. Potter’s testi- 
mony is at variance with that of other railroad men. 
How does his mind work or what is his motive? It 
would be interesting to know. 

However, we may say to those who are citing Mr. 
Potter’s evidence as proof that their own position is 
sound and who seem to regard him, therefore, as an au- 
thority on any transportation question that he discusses, 
that we shall expect them soon to endorse his plan for 
pooling the proceeds of a freight rate advance in the 
west. Until now he had not seemed to have established him- 


self as an authority. We shall look for a change of 
opinion. 


SOME TRANSPORTATION VIEWS 


Speaking at the third annual “Education and Industry” pub- 
lic conference, under the auspices of the University of Chicago 
and the Institute of American Meat Packers, with the co-opera- 
tion of Chicago industrial and commercial organizations, Octo- 
ber 27, Fred W. Sargent, president of the Chicago and North- 
western Railway Company, said that the United States “is 
equipped with the most rapid, abundant and inexpensive trans- 
portation which has ever handled the commerce of any country,” 
and he urged the necessity of a national transportation policy 
that would “cause all traffic to move by motor vehicle, by 
water, by rail, or jointly by more than one of these means ac- 
cording to the way in which it can be handled at the least cost 
in proportion to the quality of the service.” 

Mr. Sargent said that each advance that has provided more 
efficient transportation has ushered in a while new series of 
activities. With reference to motor transportation he said its 
development had surpassed the expectations of most observers 
and that it might hold possibilities still unrecognizable, even to 
the careful student. 

He went on record as in favor of federal regulation of the 
growing motor transport industry, and stated that, in his opin- 
ion, though he was not fully decided on the matter, the present 
program for the development of inland waterways was not only 
not justified from a transportation point of view, but that such 
experience as the country has had seemed to indicate that the 
prospects of availing itself advantageously of canals and the 
smaller rivers was poor. He cited the history of the Erie Canal 
as a case in point, detailing the expense it had involved and the 
tonnage it had handled, maintaining that, from an economic 


point of view, it has been a great waste. In this connection he 
said: 


New waterway lines of transportation should not be established 
unless an analysis of the existing railway, highway, and waterway 
lines and the need for transportation shows that the proposed new 
line is required and that, if established, it will produce an annual 
saving in the cost of transportation greater than the interest on con- 
struction, plus maintenance and operating cost. 


He brought out that the railroad business is economically 
one of “increasing returns” and that, when traffic is diverted 
from the railroads to either the waterways or the highways, the 
cost of handling freight on the railroads may be increased, and 
that such matters must be considered in calculating the final 
cost to the public of any particular program of opening up new 
avenues for traffic. He said the opening of the Panama Canal 
had reduced the volume of traffic which the western lines were 
carrying and was contributory to their present low returns and 
need for the establishment of higher rates. “One of the com- 
monest and most serious errors made in comparing costs by 
motor, by water, and by rail,” he said, “is that of ignoring, first, 
the taxes paid by the general public to develop and maintain 
highways and waterways, and, second, the taxes collected by 
the public from the railroads.” Such things, he insisted, must 
be considered in any analysis of the problems involved and 
their economic effects. The probable effects of any proposed 
transportation on all means of transportation must be taken into 
consideration, he pointed out. 

That the function of the motor truck in the field of trans- 
portation is largely a terminal function in congested areas was 
his position, its haul not to exceed fifty miles. He believed 
there was a definite need for a direct ocean route from the 
Chicago region via the Great Lakes and St. Lawrence, and, pos- 
sibly, the Mississippi to the Gulf, and that the opening of such 
routes would “stimulate industrial and agricultural growth with 
resulting benefits to all classes of business, including that of 
railroad transportation in the region thus benefited.” The only 
possible success he could see in the canals and waterway pro- 
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jects now being fostered by the federal government was where 
such avenues for traffic should exist between great terminak 
so as to attract large volumes of traffic previously concentrata 
in the railroads. The time element and expense of delays ay § 
transfers to the water carriers, along with the enormous maj), 
tenance and equipment expense, he held, were prohibitive ey. 
cept under the above circumstances. Specialized commoditie 
require particular equipment which rail transportation, py j, 
nature, was in a position to meet, and barge service, by its 
nature, could not contend with successfully. ¥ 

Other men who spoke were unanimous in their declaratio,; 
that the immediate business future of the country was bright 
and several of them touched on transportation. Ernest R. Gp. 
ham, Chicago architect, speaking of community planning ay 
building, pointed out the relation such matters have to trays. 
portation problems and dwelt on the necessity for consideriys 
terminals, electrification of roads, the building of subways, anj 
such matters, declaring that, “with the development of trays. 
portation we find community development.” 

Edwin S. Jordan, president of the Jordan Motor Car Cop. 
pany, pictured the development of transportation and its inter. 
linking with the development of civilization, declaring that the 
history of the reduction of the cost per ton mile in transport. 
tion was closely associated with the advances made by civiliza. 
tion. He stated that, in his opinion, the way to solve the 
present economic dilemma of Europe was not by gathering B 
around a table and figuring out who owed who, and how much, — 
but to set two million Fords down there and establish two nil. B 
lion telephones, giving transportation and communication. 


DANGEROUS ARTICLES CONFERENCE 


The Trafic World Washington Bureau 

A conference was held at the Commission’s office October 
27 between members of the staff of the American Railway Asso- 
ciation’s Bureau of Explosives, the Commission’s Bureau of 
Service and representatives of tank car builders and users and 
the shippers of explosives and other dangerous articles with a 
view to reducing to a minimum the controversies to be placed 
before the Commission at the hearing held the next day by 
Director Bartel on a proposed further revision of the rules and 
regulations formulated in No. 3666, the formal docket case in 
which the Commission deals with such matters. 

The outstanding proposal on which the hearing was held 
was that the Commission should take over and make its own 
the specifications which theretofore had been formulated by 
the railway association, give them I. C. C. numbers and revise 
their language. 

No objection was made in the conference to the proposed 
taking over. The law directs the Commission to. make such 
regulations and the mere proposal by the Commission that it 
take over the specifications of the association and make them 
its own, the men in the conference seemed to think, foreclosed 
that question. 

The greatest debate was over whether, in repairing seams 
in tank cars to correct defects found in the course of manu- 
faciure or test following manufacture, the process used in the 
manufacture of the tank car should be used or whether the 
manufacturer might be permitted to use autogenous welding 
processes, such as the oxy-acetylene torch or electric arc. The 
specification says all seams must be lap-welded by the water 
gas process, hammered or rolled. 

The discussion showed no likelihood of bringing about an 
agreement on the subject. Representatives of the A. R. A. 
bureau were not prepared to give their views on the subject, s0 
the whole matter went over to the formal hearing. 

At the formal hearing before Director Bartel the day fol- 
lowing the conference, the testimony was devoted in large part 
to the question of the welding process to be used in remedying 
defects discovered in tank cars in the process of manufacture 
or test; to the construction of boxes for the transportation ol 
dynamite and the specifications for the construction of tank 
cars, which the Commission proposed to take over from the 
Bureau of Explosives. 

The American Petroleum Institute insisted that there should 
be no change in the language of the specifications, except 2 
instances where there was no objection to what had been pro 
posed by the Bureau of Service or the Bureau of Explosives 
unless and until the tank car committee of the American Rail- 
way Association had given its attention to the subject. Director 
Bartel said the Commission was disposed to depend, in large 
measure, upon the views the tank car committee might have 02 
the subject. The object of the petroleum institute was to pre 
vent any change in the specifications until after the tank cat 
committee had made its recommendations and to leave the 
specifications unchanged on controverted points. 
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You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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—— 

Brickbat and Bouquet Diversions.—It is not often that the 
Commission is diverted from its real work to settle quarrels 
between lawyers and witnesses that have reached the name-calling 
stage, as it was in the Wheeling and Lake Erie valuation case. 
In its rate work, the chances are more in favor of the loss of 
time on account of the tossing of bouquets than the heaving of 
prickbats. Just about the time the lawyers for the Bureau of 
Valuation were calling on the Commission to throw out of court 
the brief filed on behalf of the Wheeling and Lake Erie, Clyde 
M. Reed and Walter McFarland, on opposite sides of a case 
involving rates on coal from Colorado into Kansas, were shower- 
ing sincere compliments on each other. Reed observed that 
McFarland had worked under him while they were employes 
in the Post Office Department and that never a more sincere 
and loyal man lived nor one who worked harder. Commissioner 
Meyer broke in from the bench to say that the commissioners 
had an equally high opinion of McFarland. The latter blushed 
so handsomely that he was hardly able to retort that if the 
compliments continued he would be unable to make any argu- 
ment in behalf of the rate adjustment about which Reed had 
said the hardest words he could think of and remain within 
the realm of temperate speech and accurate statement. A few 
days later M. G. Roberts and Reed also indulged in compliment- 
tossing because they had worked together as newspaper report- 
ers in the days before they became limbs o’ the law. Personal 
animosities in rate cases are rare. The rule seems to be almost 
the other way about in valuation cases. Why, no one seems to 
know. It may be that tempers become frayed because, in valua- 
tion cases, there is more avowed “expert” testimony than there 
is in rate cases. In the latter there is seldom any effort on 
the part of counsel to break down the effect of opinion testimony 
by taking the “expert” for a ride to determine how much of 
an expert he may be. That may be because the expertness of 
a witness in a rate case may be tested without resort to such 
tactics. A witness who does not know his subject betrays that 
fact to practically everyone in the room at a rate hearing. In 
other words, what audience he has is fairly expert itself. Attor- 
neys are not needed to bring out the lack of knowledge on the 
part of the witness. The examiners and the commissioners 
themselves have a fair amount of general knowledge on the 
subject, so “grilling” cross-examination is not. helpful. In fact, 
cross-examination may prove hurtful because the examiner or 
commissioner may clearly indicate that he has the measure of 
the witness without need of the attorney’s tape measure. That, 
however, does not appear to be the rule in valuation cases, as 
might be inferred from the fact that it was asserted that one 
witness, a real estate man, was subjected to eleven days of cross- 
examination in the Wheeling and Lake Erie case. At times, it 
would seem that examiners and attorneys in such cases have 
never learned that when a real estate man is asked to appraise 
something he is expected to sell he has a hard time finding a 
figure low enough to express his contempt for the property, but 
that it is an entirely different tale when he has a prospective 
purchaser in tow. At times, questions put to witnesses in valu- 
ation cases or excess earning cases suggest that practice on 
that side of the Commission’s docket is in the sublimated police 


court stage and has a long way to go before there is the possi: 


bility of compliment-tossing such as was shown when Reed, 
McFarland, and Roberts met on opposite sides of the counsel 
table. It may be necessary, in valuation cases, for attorneys for 
the Commission to seem to assume that, generally, witnesses for 
the railroads are cheerful and willing perjurers and attorneys 
for railroads to assume that witnesses for the Commission are 
Communists in close communion with Leningrad and generally 
unfit to associate with decent men. . 





Is This “Ewangelical”?—In their brief on the grain part of 
the port differential case, No. 13548, Maritime Association, 
Boston Chamber of Commerce, vs. Ann Arbor et al. Henry Wolf 
Bikle, C. R. Webber and W. P. Kinter, whose names sound as 
if they were constituents of Oma Almona Davies and Elsie Sing- 
meister, find it necessary to use three languages in telling the 
Commission why it should not grant Boston the equality on 
rates for which she prays. That means, they suggest, further 
advantages for New York to the detriment of all the out-ports, 
including Boston. They claim that Boston, which uses only two 
languages—English and Bostonian, the last mentioned of which 
contains such words as “idear” and “lawr’—reminds them of 
the young lady of Niger who went for a ride on a tiger but 
came back, oh, so differently, with Boston playing the role of 
the young lady and New York that of the tiger. But did they 
Say that in English? No, sir. Latin was the vehicle, that 
being the best limerick in the classics. Another point they 
illustrated in the language of Gutenberg, the gentleman who 
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receives the credit of having found that a “dopple” way of 
conveying thought by painting each letter when the thing could 
be done more quickly, not to say better, by using movable type. 
The folk about whom Oma Almona Davies and Elsie Sing- 
meister frequently write have a frightful curse to hurl at un- 
ethical persons. They are not permitted to use the strong words 
of the language they mangle by persisting in the double sign 
of the past tense, as, for instance, “gejumped,”’ even if some 
of it is used in the evangelical writings. They put the curse 
on an offender by asking: “Is that ewangelical ” Boston 
might say about the brief of Bikle, Webber and Kinter: “The 
idear of such a thing! Is that ewangelical?” 





Public Interest Must Appear.—The Commission’s decision in 
the Norfolk and Western’s application to lease the Virginian for 
$99 years, in the eyes of practically everyone who took an 
interest in the case, seemed the only one that could be made. 
In the Nickel Plate case some thought the Commission paid 
more attention to the quarrel between the stockholders than 
was absolutely necessary to carry out the mandate of the law 
about public interest. However, in the Virginian case, the pri- 
vate interest to be served by the lease seemed to be the one 
thing that was in view to practically the whole public to be 
served by the proposed merged carriers, all the time. The case 
was so managed by the opposition that the effect on the com- 
munities of Virginia was never overshadowed by any benefit, 
real or asserted, that the public outside of those communities 
might derive. It was made to appear that, while it might be 
of great benefit to the owners and prospective owners of the 
property, it would not do Virginia any good. One of the thoughts 
created by the outcome is that the decision will snuff out what 
little there remains of the old business of building roads to 
threaten the interest of some road not a direct competitor. 
Nuisance value is a thing that is recognized in many human 
affairs. Assuming, for the sake of the discussion, that the Vir- 
ginian, when built, had an actual or potential nuisance value to 
some other carrier, seemingly the legislation of 1920 deprived 
the owners of the Virginian of some if not the whole of whatever 
value of that sort it had. That being so, what incentive, it 
might be asked, would any capitalists have in the future, to 
construct a road that would have any element of nuisance value? 


‘They could not sell it because the communities along its rails 


would probably be deprived of a competition that did not exist 
before its construction. It is a million to one bet that H. H. 
Rogers did not think of the possibility that the Virginian might 
not be salable at some time in the future bécause its sale to a 
particular person or carrier would deprive the communities along 
its rails of the competition that that road had created for them. 
Of course, technically, no sale was proposed, but if a 999-year 
lease is not a sale, then Rome was something less than an 
empire, perhaps only a provisional government, because it lasted 
only about half as long as the proposed lease. 





A Commissioner’s Tenure of Office.—It took the Supreme 
Court of the United States a long time to dispose of the Portland, 
Ore., postmaster case. Far less learned men, imbued, however, 
with the belief that the American scheme of government was 
the newest and strongest devised since the beginning of gov- 
ernments, had no trouble in reaching the conclusion that the 
justices had to decide the way they did or else overturn the 
American plan in favor of one that would destroy the theory of 
coordinate powers in favor of one making the legislative, or, at 
least one part of the legislative, the supreme power. They 
reached that, probably, because they knew so much less than 
the justices of the most powerful tribunal on earth, dealing with 
the question whether the President, in the executive department, 
was equally powerful or had to divide his power with the Senate. 
Under the declaration of the law, as made by the court, the 
President has the power to remove a postmaster, without the 
consent of the Senate, merely for the good of the service or any 
other reason or excuse that seems geod to him. Extremists are 
inclined to go to the point of asserting that, under the decision, 
the tenure of office of a commissioner is no more secure. That 
question has never arisen. Under the statute, the President 
can remove for malfeasance in office. It can be argued that, 
inasmuch as the Commission broadly executes the interstate 
commerce law, commissioners are executive officers and, there- 
fore, within the executive department. The State Department, 
in the matter of announcing holidays declared by the President, 
has been inclined to treat the Commission as an executive de- 
partment. That, however, signifies little, if anything. That 
body is inclined to subscribe to the monarchical idea that a 
treaty is superior to a statute under all conditions, notwith- 
standing decisions of the courts to the contrary. As a matter 
of fact, the Commission does not administer the law. Under 
the law on the subject as declared by the highest court in Penn- 
sylvania when Governor Pinchot undertook to dismiss Pennsyl- 
vania commissioners, such officials are agents of the legislature, 
selected by the governor acting as the agent of the legislature 
which put the power to confirm the governor’s selection into 
the hands of the Senate, and, therefore, not appointees of the 
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executive power at all and not subject to removal by the ex- 
ecutive power. The federal Commission, in a judicial manner, 
finds the facts about a rate and says they show it to be unrea- 
sonable for the future. The law then comes into operation. It 
becomes the duty of the President, if the carrier does not put 
into effect the rate found reasonable, to punish it for its refusal. 
He initiates a prosecution and the courts pass on the guilt or 
innocence of the accused. When the Commission finds a rate 
unreasonable in the past and awards reparation, the finding is 
mere proof up to a certain point. The court alone can give 
judgment which, if not satisfied, can be collected. Prescribing 
the rate for the future is a purely legislative function, not ex- 
ecutive or judicial in any aspect. Were a President to undertake 
to remove a commissioner for anything other than a malfeasance, 
the question of his power might be raised without a well-founded 
claim that the Portland postmaster case controlled the matter, 
because of the legislative agency functions of the Commission. 
It might be said that the commissioners exercised legislative 
powers in a judicial and executive manner, but that they were 
not executive or judicial functionaries at all. The declaration 
that the Commission was an amphibian endowed with the powers 
of aviation was a bon mot sounding well in the mouth of a loser 
before it, but not taken seriously in connection with the Portland 
postmaster case among those whose interest in the matter was 
renewed by the decision in the postmaster removal case. No 
president, so far as known, ever seriously considered the re- 
moval of a commissioner. No president, other than Woodrow 
Wilson, so far as known, ever openly said anything that might 
be deemed as an attempt to influence its decision. In the five 
per cent case, in 1914, he expressed the hope the Commission 
would find its way clear to grant the railroads some relief. The 
Commission, which denied any relief, on reconsideration, after 
the European war broke out, reversed its prior finding. It al- 


lowed the advance, which became effective at the beginning of 
1915.—A. E. H. 


RATE STRUCTURE CONFERENCE 


More than two hundred representatives of carriers, ship- 
pers, and state commissions attended the conference in Chicago, 
October 28, in answer to the call of the Commission to set up 
the necessary machinery for the preparation and presentation, 
with the least possible duplication and waste motion, of infor- 
mation desired by the Commission and the interested parties in 
No. 17000, Rate Structure Investigation, Part 2, Western Trunk 
Line class rates. xaminer Wagner presided. 


The conference was called by the Commission to create 
committees composed of representatives of the shippers, carriers, 
and the state commissions who might cooperate in the shaping 
and gathering of such data as is not controversial in its nature 
so that unnecessary duplication and dispute at the hearings 
might be done away with to as great an extent as possible, it 
being the wish of the Commission that all parties get together, 
so far as possible, on common ground, prior to the opening of 
the investigation. 

In the course of the conference there were a good many 
suggestions as to just what plan should be followed in setting 
up the desired machinery. It was finally agreed that there 
should be three main committees composed of representatives 
from all three classes of interested parties, and that those should 
be: (1) A committee on rates in Western Trunk Line territory, 
with five shipper representatives from territory on and east of* 
the Missouri River, five shipper representatives from territory 
west of the Missouri River, eight carrier representatives, and 
three representatives from the state commissions; (2) a com- 
mittee on rates between Official Classification territory and 
Western Trunk Line territory, similarly constructed, but the 
exact number of representatives not definitely determined; (3) 
a committee on rates between Southern Classification territory 
and Western Trunk Line territory, similarly constructed, but 
the number of representatives not definitely fixed. 


The members chosen for the committee on Western Trunk 
Line rates are as follows: Shipper representatives on and east 
of Missouri River—C. E. Childe, Omaha Chamber of Commerce; 
F. S. Keiser, Duluth Chamber of Commerce; E. S. DePass, 
Oconomowoc, Wis., Evaporated Milk Association; J. P. Haynes, 
Chicago Association of Commerce; and Leo Golden, Burlington 
Shippers’ Association. Shipper representatives west of the Mis- 
souri River—W. S. Whitten, Lincoln, Neb., Chamber of Com- 
merce; A. M. Corp, Wichita Chamber of Commerce; T. A. Du- 
rant, Grand Forks Commercial Club; P. R. Wigton, Watertown, 
S. D. Carrier representatives—R. G. Merrick, general freight 
agent, Topeka, A. T. & S. F.; L. C. Mahoney. general freight 
agent, Chicago, C. B. & Q.; A. F. Cleveland, assistant freight 
traffic manager, Chicago, C. & N. W.; B. F. Parsons, general 
freight agent, Chicago, C. G. W.; E. B. Finegan, assistant freight 
traffic manager, Chicago, C. M. & St. P.; E. Rigs. 2° ‘istant 
general freight agent, Chicago, C. R. I. & P.; D. 2. wincoln, 
assistant freight traffic manager, St. Louis, Mo. Pac.; J. G. 
Morrisson, general freight agent, St. Paul, Nor. Pac.; L. T. Wil- 
cox, assistant to freight traffic manager, Omaha, U."P. Rep- 
resentatives state railroad commissions—Ivan Bowen, Minnesota 
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commission; Frank Milhollan, North Dakota commission; ], g 
Taylor, Nebraska commission. , 
It was stated that there might be three more representg. 
tives added from the state commissions, from which Will, pg. 
haps, be selected a chairman for a rate committee and a chajy. 
man for a statistical committee. The above named state com. 
missioners will also be on a committee with three carrier rp. 
resentatives (not named) to investigate terminal costs. 

The personnel of the other two general committees was ny 
named. Robert N. Collyer, New York, representing the Rag. 
ern Trunk Lines, said various carrier committees were alreagy 
functioning in Official Classification territory and that appropri. 
ate arrangements would be made to get contact with the othe 
committees. Shippers from Official Classification territory mag, 
similar statements. 

Charles Barham, Atlanta, chairman of the Southern Freight 
Association, said the southern carriers would provide the neces. 
sary representation for the committee on rates between Southern 
territory and Western Trunk Line territory. He said, however, 
that the southern committee would be in an anomalous situatioy 
in that it would be unable to furnish any data with reference 
to rates in Southern Classification territory prior to the settle. 
ment of No. 13494, Southern Class Rate Adjustment. Southen 
shippers were not represented. 

Following the adjournment of the conference, the committee 
on Western Trunk Line territory rates held a short meeting, 
electing B. F. Parsons chairman, and setting November 5 for its 
first meeting, to be held in Chicago. 


OPERATING STATISTICS 
Operating statistics of Class I railroads, exclusive of switch. 
ing and terminal companies, for August and the eight months 


ended with August, 1926 and 1925, compiled by the Bureay 
of Statistics of the Commission, show the following: 


Loaded car-miles—1,567,620,000 for August and 1,499,623,000 for 


August, 1925; 11,521,115,000 for eight months and 10,815,074,000 for 
same period of 1925. 


sera | car-miles—895,265,000 for August and 838,195,000 for August, 
a ,218,000 for eight months and 5,958,176,000 for same period 
te) i 


Net ton-miles—43,729,000,000 for August and 41,709,000,000 for 


August, 1925; 312,529,000,000 for eight months and 292,098,000,000 for 
same period of 1925. 


Per cent unservicebale of total locomotives—15.8 for August and 
or August, 1925; 16.8 for eight months and 18.2 for same period 
o 4 


Per cent unserviceable of total cars on line—7 for August and 
aed August, 1925; 6.8 for eight months and 8 for same period of 


Car-miles per car-day—31.5 for August and 29.6 for August, 1925; 
29.6 for eight months and 27.4 for same period of 1925. 

Net tons per loaded cars—27.9 for August and 27.8 for August, 
1925; 27.1 for August and 27 for August, 1925. 


LUMBER SHIPMENTS 


Reports received by the National Lumber Manufacturers’ 
Association, Oct. 28, covering the activities of 376 of the princi- 
pal softwood, and 137 of the chief hardwood, lumber mills of 
the country, indicated a satisfactory current trend in the lun- 
ber industry. In comparison with reports for the week earlier, 
production and new business appeared to be about the same, 
allowing for difference in number of reporting mills, with 4 
slight increase in shipments. When compared with reports for 
the same period of 1925, there was little or no change. 

The hardwood operations show apparent increases in produc- 
tion, shipments and new business, but the number of mills re- 
porting this week is larger than last. 

The following table compares the softwood lumber move- 
ment, as reflected by the reporting mills of seven regional 
associations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
PE a riedccdctevineews 363 348 353 
PRGGGCUON .c6<ccccsees 241,602,086 233,724,342 242,609,606 
BRIPMESRB ccccceccece 235,142,177 232,575,623 226,976,979 
Ordérs (New Bus.).. 232,268,180 230,149,136 239,951,695 


The following revised figures compare the softwood lum- 
ber movement of the same seven regional associations for the 
first forty-two weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
BONE. aeteis ooreveeuses 10,054,250,370 10,264,476,317 10,255, 284,911 
| OE I ie 10,195,061,055 10,094,253,405 9,909,184,325 





CAR SURPLUS AND SHORTAGE 


Record-breaking freight loading for the period of the year 
is reflected in the car surplus and shortage figures for the 
period October 8-14, inclusive. In that period the average 
daily surplus declined to 86,932 cars. The average daily 
shortage was 812 cars. The surplus was made up as follows: 

Box, 41,461; ventilated box, 152; auto and furniture, 6,662; total 
box 48,295; flat, 4,828; gondola, 9,023; hopper, 7,430; total coal, 16,453; 
coke, 620; S. D. stock, 10,448; D. D. stock, 1,294; refrigerator, 4,117; 
tank, 329; miscellaneous, 548; total, 86,932. 

The shortage was made up of 240 box, 239 gondola, 208 
hopper, and 125 refrigerator cars. 

Canadian roads reported a surplus of 6,100 box, 200 fiat, 
900 S. D. stock and 300 refrigerator cars. 
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ecisions of Interstate Commerce Commission 


a a Se | 


ENTITLED TO LAKE CARGO RATES 


In its report on No. 17136, Clinchfield Coal Corporation vs. 
carolina, Clinchfield & Ohio (Louisville & Nashville and Atlantic 
Coast Line, lessees), mimeographed, the Commission, by division 
3 disposed of another case in which the question was as to 
whether the complainant, with mines on the Carolina, Clinch- 
field & Ohio, was entitled to the district rates, lake cargo, in 
this instance, applied from mines in the same district but on 
the rails of the Chesapeake & Ohio. The Commission found 
rates on coal, from Clinchfield, Dante and Clinchco, Va., to To- 
jedo and Toledo Dock, O., for transshipment by vessel unduly 
prejudicial to the extent they exceed or may exceed, from 
Clinchco, the rate contemporaneously maintained on lake cargo 
coal to the same destinations from mines “in defendant’s Big 
Sandy district, and from Dante and Clinchfield, the rate con- 
temporaneously maintained on lake-cargo coal, in carloads, to 
the same destinations from Clinchco by more than 15 cents per 
net ton.” New rates were ordered not later than December 30. 


The Chesapeake & Ohio was called the defendant. The 
Clinchfield, the Commission said, had expressed its willingness 
to establish the rates sought by the complainant but that de- 
fendant (C. & O.) had refused to participate in their publication. 


Specifically the complainant alleged that the rates on coal, 
of $2.39 from Clinchco and $2.64 from Clinchfield and Dante, to 
Toledo and Toledo Dock, for transshipment by vessel were un- 
duly prejudicial to the extent they exceeded $1.91 from Clinchco 
and $2.06 from Clinchfield and Dante. The Commission was 
asked to prescribe the lower rates for the future. They were 
the lake cargo rates in effect from other points in the district 
at the time the complaint was filed. The rates in effect from 
the mining points of the complainant were the rates on com- 
mercial coal intended for stoppage at Toledo. The Commission, 
after setting forth the facts about the rates said, “thus, com- 
plainant labors under a disadvantage of 48 and 58 cents in sell- 
ing its lake cargo coal in competition with mines in the sur- 
rounding districts.” In disposing of the case, the Commission 
said: 


Defendant asserts that its district coal rates have been extended 
to mines on its connections only in those cases where the latter 
are short lines with no outlet to markets except over its lines, and 
apparently even this is true only where the district rates have been 
prescribed by us. McKell Coal & Coke Co. vs. C. & O. Ry. Co., 78 
I. C. C. 227, and cases cited therein. Such cases, it urges, are dis- 
tinguishable from that here presented, where complainant’s mines 
are on @ carrier with outlets to all territories. For example, coal 
from these mines reaches tidewater at both Lambert’s Point, Va., 
and Charleston, S. C., and to some parts of Carolina and southeast- 
ern territory it moves at rates lower than those in effect from the 
Pocahontas and New River districts. As previously stated, com- 
plainant’s mines take the inner and outer Crescent rates to prac- 
tically all of central territory. But no matter how numerous the 
territories are to which complainant has access from its mines, it 
is entitled to ship its coal to any markeet at nonprejudicial rates. 
Wyoming Coal Co. vs. V. Ry. Co., 98 I. C. C. 488. 

Defendant explains that the rates on lake-cargo coal from its 
coal districts are made differentials of 25 and 40 cents over the 
rate from the Pittsburgh district, and states that the average dis- 
tance to Toledo from its Big Sandy district, the southern extremity 
of which lies 17 miles north of Clinchco, is 349.6 miles. It shows 
the average distance to Toledo from all of its inner Crescent dis- 
tricts to be 340 miles, and the average distance from its New River 
district, in the outer Crescent, as 387 miles, 9 miles less than from 
Clinchco. The distances stated by defendant are substantially less 
than the average hauls to Toledo used by us in Lake Cargo Coal 
Rates, 1925, supra, as follows: From Big Sandy district 405.7 miles, 
from defendant’s inner Crescent districts 360.7 miles, and from de- 
fendant’s New River district 41.8 miles. 

The rates for lake-cargo coal are in the nature of proportional 
— and, with some exceptions, they are the same to all Lake Erie 
ports. 

We find that the rates assailed to Toledo and Toledo Dock for 
transshipment by vessel are, and for the future will be, unduly 
Prejudicial to the extent that they exceed, or may exceed, from 
Clinchco the rate contemporaneously maintained on lake-cargo coal, 
in carloads, to the same destinations from mines in defendant’s 
Big Sandy district, and from Dante and Clinchfield the rate contem- 
boraneously maintained on lake-cargo coal, in carloads, to the same 
destinations from Clinchco by more than 15 cents per net ton. 


PEPPERS NOT MISROUTED 


The Commission by division 3, has dismissed No. 17276, 
E. H. Kingman Co. vs. Atlantic Coast Line et al. (mimeographed), 
finding that a carload of peppers, started from Fort Myers, Fla., 
toward Boston, Mass., but reconsigned, at Waycross, Ga., to 
Chicago, Ill., in November, 1924, was not misrouted. 

The complaint alleged that the complainant had sustained 
damage, due to deterioration, amounting to $1,271.75, by reason 
of the failure of the Atlantic Coast Line to observe routing 
eae in connection with the diversion of the carload in 
question. 


According to the Commission’s report, the only question for 


determination was whether the Atlantic Coast Line received and 
failed to follow the routing instructions as alleged. The recon- 
signment order was given by telephone to the Boston agent 
of the carrier. He located the car at Waycross and had it re- 
consigned. The car moved to Petersburg, Va., thence over the 
Norfolk & Western and Pennsylvania to destination. The com- 
plainant asserted that it gave instructions to reconsign from 
Waycross over the Central of Georgia, Nashville, Chattanooga 
& St. Louis and the Illinois Central. The confirmation letter 
reproduced by the Commission showed no routing instruction. 
The complainant said that failure to incorporate the routing in- 
structions in the letter was an oversight. The agent said the 
only condition in the telephone conversation pertained to the 
protection of the through rate, reconsignment being conditioned 
upon the protection of the rate. 


The complainant contended that if the Atlantic Coast Line 
had sent the car as instructed, that is, over what the complain- 
ant asserted was the shortest route, earlier delivery would have 
been accomplished and deterioration would probably have been 
obivated. 


Defendant denied not only the giving of routing instructions 
but also the contention that the route used was substantially 
longer, in either distance or time than the routes mentioned 
by the complainant. The Commission said no figures comparing 
the mileages over the various routes were presented. It said 
the Coast Line asserted no fixed schedules for the transportation 


-of freight over such routes were published, and that the ship- 


ment arrived within the usual time required for the transporta- 
tion of such traffic. Records of movement, the Commission said, 
indicated that the shipment was handled in an expeditious man- 
ner. 


In disposing of the case it said the evidence did not estab- 


lish that the complainant gave any routing instructions or that 


there was any misrouting. It said the claim for loss or damage 
growing out of alleged delay, not shown to have resulted from 
misrouting, was a matter over which it had no jurisdiction. 


POTATOES MISROUTED 


The Commission, by division 3, in No. 16219, Alma E. Hub- 
bard and W. M. Miller vs. Oregon Short Line et al., mimeo- 
graphed, has found shipments of potatoes, from Grace, Idaho, to 
Los Angeles, Calif., made between November 30 and December 
13, 1920, misrouted and awarded reparation. A combination of 
$1.135, minimum 30,000 pounds, was collected. A joint rate of 
65.5, minimum 40,000, was contemporaneously applicable via 
Salt Lake City. The combination was based on Ogden. 


A dissenting view, expressed by Commissioner Hall, directed 
attention to what he called the far-reaching effect of the decision. 

Prior to the movement the complainants asked the agent 
of the Oregon Short Line what the rate to Los Angeles was. 
He said 65.5 cents. Thereupon shipments were made. The 
agent presented bills of lading showing the routing and the 
teamster, who said he thought he was signing receipts to show 
that the potatoes had been delivered, signed the bills but said 
he did not know they purported to route the shipments. The 
report says the bills were not explained to him but that on prior 
shipments to which he had attached the complainants’ names, 
the bills had been explained to him. The report further says 
that the defendant’s agent who received and billed the shipments 


assumed that the rate over the route of movement was 65.5 
cents. 


— Commission, summing up and disposing of the case, 
said: 


Complainant argues on brief that as the shipments were routed 
by defendant’s agent under the belief that the 65.5-cent rate applied 
over either route, the shipments were entitled to the lower rate re- 
gardless of the routing shown in the bills of lading. Defendants con- 
tend that complainant’s employe had ostensible authority to sign bills 
of lading, upon which defendant’s agent was entitled to rely and 
that therefore it was not only the right but the duty of the initial 
line to follow the routing instructions shown in the bills of lading. 

Section 15 of the interstate commerce act gives to the shipper 
the right to designate in writing the route over which he wishes his 
shipments to travel and, generally speaking, it is the duty of the 
carrier to transport shipments over the route so designated. But 
it is admitted that the routing here shown was the result of an error 
on the part of the agent of the initial carrier and the evidence of 
record indicates that it was complainant’s desire and the agent’s in- 
tention to send the shipments over the route taking the 65.5-cent rate. 
The routing shown in the bills of lading, rather than the signing and 
acceptance thereof, was the proximate cause of the damage. 

We find that the shipments were misrouted by the Oregon Short 
Line Railroad Company; that complainant made the shipments as 
described and paid and re the charges thereon; that it was dam- 
aged thereby in the amount of the difference between the charges 
collected and those that would have accrued if the shipments had 
moved over the route taking the 65.5-cent rate and 40,000 pound 
minimum, and that it is entitled to reparation from the Oregon 
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Short Line R. R. Co. in the amount of $821.08, with interest. 


An 
appropriate order will be entered. 


Commissioner Hall, dissenting, said: 


The majority find that the shipments were misrouted although 
they moved in accordance with the instructions contained in the 
bills of lading. That is an anomaly which can not be explained even 
in this case where the equities appear to be with complainant. If 
unsound, as I believe it to be, it will have far-reaching consequences 
in other cases where the equities may be reversed. 

in a case like this the interstate commerce act gives the shipper 
the right to route his traffic over one of two or more routes available. 
He may make this selection in his own handwriting or he may allow 
the carrier’s agent to do the writing for him. He may make the 
selection himself or he may make it through an agent. In any event 
the bill of lading showing such selection, once accepted by the 
shipper or by his agent acting under the ostensible scope of his 
agency, becomes the contract of carriage and binds both parties, 
subject always to the provisions of the interstate commerce act. 
The only exceptions to this well-known rule of law are fraud and 
imposition. Neither is shown here. To misroute a shipment through 
ignoring a shipper’s instructions is, at common law, a breach of 
contract. Under our statute it may be termed a tort sounding in 
contract. But, call it what we may, the offense does not and can 
not exist where the contract of carriage, tendered to and accepted 
by the shipper or his duly authorized agent, is observed. 

Let us change the facts a little. Suppose that, acting under 
the theory of this decision, those responsible for the movement of 
these cars had divined that, irrespective of the bill of lading in- 
structions, they should be handled over the Los Angeles & Salt Lake 
instead of over the Southern Pacific. Suppose that the shipper, in 
the meantime, had decided to reconsign the cars to San Francisco. 
Suppose, further, that the lowest rate to San Francisco did not 
apply over the Los Angeles & Salt Lake. Under such circumstances 
could the majority find that there had been no disregard of the 
shippér’s instructions? The fact that the movement over the South- 
ern Pacific occurred because the carrier’s agent prepared the bills 
of lading does not change the law. His act was ratified by the 
acceptance of the bill of lading by the shipper’s agent. 

We have always insisted that if a carrier complies with the bill 
of lading instructions it can not be charged with misrouting. Any 
departure from that principle, however supported by the equities 
of a —— case, will operate unfairly as a general rule in that 
it will place upon the carrier in each instance the burden of inquir- 
ing into the motives of the shipper’s routing instructions if it desires 


to insure itself against a claim for damage. The complaint should 
be dismissed. 


LIME ORDERS CO-ORDINATED 


The Commission, in No. 13014, Lehigh Lime Co. vs. Akron, 
Canton & Youngstown et al., 85 I. C. C. 341; I. and S. No. 2096, 
Lime from Eastern Trunk Line Points to Pittsburgh, Pa., 
Youngstown, O., and Related Points, 93 I. C. C. 617; No. 16170, 
Eastern Lime Manufacturers’ Traffic Bureau et al. vs. Akron & 
Barberton Belt, 112 I. C. C. 7; and No. 16170 (sub. No. 1), 
Washington Building Lime Co. et al. vs. Akron & Barberton Belt 
et al.; 112 I. C. C. 7, has issued an order requiring the railroads to 
establish rates not later than January 20, in accordance with 
the formula therein set forth. 

The order is preceded by a brief review of the orders in the 
cases mentioned and the fact that this revised order is issued 
upon further consideration of the records in the cases mentioned, 
and upon the joint petition of the Lehigh Lime Company and 
the Central Freight Association lines. The substantive parts of 
the order, put out in mimeographed form, are as follows: 


It is ordered, That the fifth paragraph on page (III) of the said 
order of December 21, 1923, in No. 13014, and the fourth paragraph 
on pages (I) and (II) of the said order of December 13, 1924, in No. 
2096, be, and they are hereby, vacated and set aside and the follow- 
ing substituted therefor: 

It_ is further ordered, That defendants and respondents herein, 
according as they participate in the transportation, be, and they 
are hereby, notified and required to cease and desist from practicing 
the undue prejudice and undue preference and advantages found in 
said report to exist, and to establish, on January 20, 1927, upon no- 
tice to this Commission and to the general public by not less than 
30 days’ filing and posting in the manner prescribed in section ‘6 
of the interstate’ commerce act, and thereafter to maintain and 
apply to the interstate transportation of lime, in carloads, from 
Buckeystown, Frederick, Grove, and Lime Kiln, Md., Bakerton and 
Engle, W. Va., Stephens City and Strasburg, Va., and York, Pa., des- 
tinations in central territory in Pennsylvania, West Virginia, Ohio 
and Michigan rates which shall bear the following relationship to 
_ contemporaneous rates from Mitchell, Ind., to the same destina- 

ons: 

From Buckeystown, Frederick, Grove, Lime Kiln, Bakerston, 
Engle, Stephens City, Strasburg, and York, on the basis of the spe- 
cific rates prescribed as reasonable in Eastern Lime Mfrs. Traffic 
pureas va. A. & B. B. RK. R..Co., 118 k...C. C. 7. 

From Mitchell, on the basis of the distance scale of rates found 
reasonable from Ohio producing points to the same destinations in 


ren anes Mfrs. Traffic Bureau vs. A. & B. B. R. R. Co., 112 


TEXAS HAY RATES CONDEMNED 


The Commission, by division 2, in No. 16022, Arkansas 
Jobbers’ & Manufacturers’ Association vs. Atchison, Topeka & 
Santa Fe et al, mimeographed, written by Commissioner 
Campbell, has found rates on hay, from points in Texas dif- 
ferential territory and New Mexico, to points in southern Ar- 
kansas and northern Louisiana, unreasonable, unduly preju- 
dicial and unjustly discriminatory against interstate commerce. 

It has prescribed the scale in Oklahoma Corporation Com- 
mission vs. A. & S., 101 I. C. C. 116, set forth in section A of 
the appendix to the report in that case, extended beyond 800 
miles at the same rate of progression for the last 300 miles 
in that scale, for the entire distance, plus the differenials 
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on hay set forth in section B of the same appendix, for hay, 
in Texas differential territory and New Mexico for the removal] 
of the condemned interstate situation. Rates in accordang 
with that formula are to be established not later than Jan. 
uary 10. 

No finding was made as to what rates should be esta), 
lished from points in western Texas to Texarkana in orig 
that the undue prejudice and unjust discrimination against 
interstate commerce might be removed. The Commission sajg 
it left that question to the Texas commission to take gue) 
action as might be necessary to remove the prejudice anq 
discrimination. It added that if that were not done wWithiy 


a reasonable time the matter might again be brought to its 
attention. 


The complaining association alleged that the rates from 
El Paso and other points in Texas differential territory, ang 
from points in New Mexico on the Santa Fe, to destinations 
in southern Arkansas and northern Louisiana were unreasonable 
and unduly preferential of Texarkana, Tex., and Monroe, La, 
and unjustly discriminatory, in violation of the first three anq 
thirteenth sections of the interstate commerce act; also ip 
violation of the long and short haul part of the fourth section, 

The New Mexico commission intervened, the report said, 
but was not represented at the hearing. Texas was notified, 
but did not intervene. The other interventions, associations of 
hay shippers and chambers of commerce in Texas and Arkansas, 
the Commission said, intervened in behalf of the complaint. 

Commissioner Campbell, after reviewing a number of cases 


on the subject and the testimony and arguments in this cage, 
said: 


The nature or extent of the fourth-section violations alleged 
by complainant to have existed is not clear. They will be removed by 
the findings herein. The allegation of violation of section 2 is un- 
supported by evidence. 

We find that the rates assailed are, and for the future will be, 
unreasonable to the extent that they exceed or may exceed rates on 
basis of the scale of rates on hay set forth in section A of the 
appendix in Oklahoma Corporation Commission vs. A. & S. Ry. Co. 
supra, extended beyond 800 miles at the same rate of progression 
as for the last 300 miles in that scale, for the entire distance, plus 
the differentials on hay set forth in section B of the same appendix 
for the hauls in Texas differential territory and New Mexico. 

We further find that the rates assailed are, and for the future 
will be, unduly prejudicial to the extent that the differences between 
the assailed rates and the corresponding rates to Monroe, La., are 
and for the future will be more favorable to the last-named point 
than would result by application to all destinations of the scale of 
rates on hay set forth in section A of the appendix in Oklahoma 
Corporation Commission vs. A. & S. Ry. Co., supra, extended as 
aforesaid, for the entire distance, plus the differentials set forth on 
hay in section B of the same appendix for the hauls in Texas dif- 
ferential territory and New Mexico. 

We further find that the present relationship between the in- 
terstate rates assailed and the intrastate rates applying from Texas 
differential points to Texarkana, Tex., on the same commodity are, 
and for the future will-be, unduly prejudicial to complainant’s mem- 
bers, unduly preferential of shippers at Texarkana, and unjustly dis- 
criminatory against interstate commerce. We shall make no finding 
at this time as to what rates should be established from points in 
western Texas to Texarkana in order to remove this prejudice and 
discrimination but shall leave to the railroad commission of Texas 
such action as may be necessary to remove the prejudice and dis- 
crimination herein found to exist by reason of the present intra- 
state rates in Texas. If this is not done within a reasonable time 
the matter may again be brought to our attention. 

In checking in the rates herein prescribed the scales required 
to be used as a basis should be applied to the distances from and to 
the respective points of origin and destination computed over the 
shortest routes embracing the lines or parts of lines of no more 
than three line-haul carriers via existing connections for the inter- 
change of carload traffic, except that where through routes for the 
transportation of hay are now in use which embrace more than 
three carriers and over which the distances are less, distances via 
such latter routes are to be used. Lines under common control or 
ownership shall be considered as a single line, and where the same 
line is used more than once it may be ‘counted each time it is used. 


STATE RULE REASONABLE 


A thirteenth section proceeding initiated by a shipper, in 
No. 16729, Southwestern Milling Co. vs. Atchison, Topeka & 
Santa Fe et al., mimeographed, has resulted in the Commission 
approving a rule put into the tariffs on grain and grain products 
within Missouri, by carriers, in compliance with a statute of 
Missouri, as a reasonable one for them to incorporate in tariffs 
on interstate traffic. Instead of condemning the Missouri rule, 
the Commission, by division 1, in a report written by Commis- 
sioner Lewis, approved it and directed the carriers to incor- 
porate it in their tariffs not later than Dec. 10. The rule re 
quires the carriers to permit the stopping of carload shipments 
of grain and grain products, in transit, for partial unloading, 
at a charge of $5 per car, in addition to the through rate on the 
basis of the highest weight in the car before or after passing the 
stopping point. 

The complainant, a miller at Kansas City, Kan., alleged that 
the practice of the defendants in accordance to intrastate traffic 
in Missouri the privilege of stopping shipments of grain and 
grain products, in transit, for partial unloading, and the with- 
holding of such privilege from its shipments subjected it and 
interstate commerce to unjust and unreasonable rates and sub- 
jected complainant and interstate commerce to unjust discrimi- 
nation and gave undue and unreasonable advantage to competi: 





Octobe! 


tors, 40 
duly P! 
thirteel 

At 


jegislat 
trastat' 
March 

priviles 
tory bi 
the chi 
$11 to 

movell 
dispos} 


Det 
do not 
that. tl 
sonabl; 
state | 
remove 
trastal 

Th 


amen nawnm e008 So = Bw’ sd 





r, in 


sion 
ucts 
e of 
riffs 
rule, 
imis- 
1cor- 
> re- 
ents 
ling, 
. the 
r the 


that 
affic 
and 
vith- 
and 
sub- 
-imi- 
peti- 


october 30, 1926 


tors, and was unduly prejudicial to interstate commerce and un- 
duly preferential of intrastate commerce, in violation of the 


thirteenth section. — : . 

A tariff containing the substance of an act of the Missouri 
legislature requiring such stoppage, was made effective, on in- 
trastate traffic, on July 15, 1923, the act having been passed on 
March 21 of that year. The carriers have a stopping in transit 
privilege on interstate shipments in Western Trunk Line terri- 
tory but, according to the complainant’s exhibit on that point, 
the charges On a Car moving on the interstate rates are from 
$11 to $29 higher than the charges on a like car for a like 
movement under the tariffs applicable on Missouri traffic. In 
disposing of the case the Commission said: 


Defendants admit that discrimination and prejudice exist and 

do not deny that it is unjust and unreasonable. ‘heir position is 
that the stopping in transit for partial unloading results in unrea- 
sonably low rates and should not be extended to apply from inter- 
state points, but that the discrimination and prejudice should be 
removed a Og elimination of the transit service on Missouri in- 
rastate traliic. 
” The privilege of stopping in transit to partly unload or load 
is in effect in western trunk line territory on various commodities 
such as fruit, binder twine, dipping solutions, fresh and salted meats, 
packing house products, horses and mules, silos and agricultural im- 
plements, but not on grain and grain products. A grain and seed cir- 
cular published by the Chicago, Burlington & Quincy provides for 
stopping in_transit to finish unloading wheat, corn, rye and oats at 
points in Wisconsin and Minnesota, and also provides for stopping 
in transit for partial loading or unloading of grain and seeds at cer- 
tain so-called intermediate points in Missouri. The privilege of 
stopping for partial unloading is allowed on grain and grain products 
generally by all lines in Central Freight Association territory, in- 
cluding Illinois. The privilege in question is likewise applicable on 
grain and grain products intrastate in Oklahoma and Arkansas, and 
on grain and grain products interstate at stations on the Kansas, 
Oklahoma and Gulf in the states of Kansas, Oklahoma and Texas and 
on interstate traffic at stations on the Jonesboro, Lake City & East- 
ern in Arkansas. The charge for each stop in_ connection with the 
transit privilege in the territories other than Missouri is generally 
$6.30 per car, * * *, 

The use of the privilege of stopping in transit for partial un- 
loading is limited by the fact that it must be used in connection withi 
the distance scale of rates applicable on intrastate and interstate 
traffic in Missouri, which for distances of 110 miles and over is in 
most cases in excess of the proportional rates applying from the 
Missouri River cities. If the proportional rate to the transit point 
plus the less-than-carload rate or the rate under the minimum 
of 10,000 pounds is lower than the rate under the intrastate scale 
plus the transit charge, the privilege of stopping in transit for par- 
tial unloading is not used. 

Flour and feed must be stored in rooms equipped with screens 
or other devices for protection against rodents. The small merchant 
prefers to buy in smaller quantities than 40,000 pounds because of 
his limited storage space and because of the smaller investment. 

_ The Pillsbury Flour Mills Company at Atchison, Kans., has been 
in operation only two years, but has done considerable business in 
Missouri. Its witness testified that it has lost many sales at points 
in Missouri by reason of the fact that it could not use the privilege 
of stopping in transit for partial unloading. It has made shipments 
under the 40,000-pound minimum to points in Missouri and has un- 
loaded a part thereof and shipped the balance to a point beyond 
under the 10,000-pound minimum. The Schrieber Milling & Grain 
Company of St. Joseph made 12 shipments to points in Missouri; 22 
shipments to points in Illinois, and one shipment to a point in Ark- 
ansas during the year ended May 31, 1925, on which the privilege of 
stopping in transit for partial unloading was used. The other inter- 
vener at St. Joseph, the Excello Feed & Milling Company, made no 
shipments using this privilege to points in Missouri, but made numer- 
ous shipments using this privilege to points in Illinois, Indiana, and 
Ohio during the year ended May 31, 1925. 

During the period from July 1, 1924, to and including February 
28, 1925, a total of 18 cars of grain products were stopped in transit 
for partial unloading at points on the Chicago, Burlington & Quincy 
in Missouri. Each of these cars were set out on a team track at 
the transit point. The extent to which the privilege was used on 
other lines was not shown. 

We find that the tariff rule of defendants published in accord- 
ance with the legislative enactment of the state of Missouri whereby 
carload shipments of grain and grain products moving intrastate 
from Kansas City and St. Joseph, Mo., to other points in Missouri 
are permitted to be stopped in transit for partial unloadings is, and 
for the future will be, a reasonable rule for application to the inter- 
state transportation of said commodities, in carloads, from Kansas 
City, Kans., to points in Missouri, and that the failure of defendants 
to apply such tariff rule to such interstate shipments results and 
will result in the future in undue prejudice to complainant and other 
shippers of said commodities in interstate commerce from Kansas 
City, Kans., to points in Missouri and in undue preference and ad- 
vantage to shippers of the same commodities in intrastate commerce 
from Kansas City and St. Joseph, Mo., to points in Missouri, and 
that the said undue preference and prejudice should be removed by 
extending the like application of the said rule to interstate shipments 
pot yg said commodities from Kansas City, Kans., to points in Mis- 
: 1. 


The rule should also be extended to apply from Atchison, Kans., 
to points in Missouri. 


EMPTY CYLINDER RATE 


The Commission, by division 3, in No. 17379, Sherman & 
Reed vs. Chicago, Milwaukee & St. Paul et al. mimeographed, 
has found a rate of $1.52 on L. C. L. shipments of empty acety- 
lene gas cylinders, returned from Butte, Mont., to Seattle, Wash., 
between April 17, 1923 and July 25, 1924, unreasonable to the 
extent it exceeded 76 cents, the subsequently established rate of 
one-half of fourth class, applicable on empty cylinders, iron or 
steel, returned, which the Commission said the complainant cor- 
rectly interpreted to apply to acetylene cylinders. While the 
carriers were under federal control rates an empty returned con- 
tainers, generally, were canceled and they moved on the classi- 
fication basis. After the end of control, the carriers said, ship- 
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pers of carbonic acid gas cylinders asked for lower rates on 
such containers but that no application was received from ship- 
pers of acetylene gas cylinders. The Milwaukee defended the 
case. It said the reduction on the other sorts of cylinders was 
forced upon it by competitive conditions. It denied that the 
fourth class rate was unreasonable. 

Commissioner Cox, after citing several empty returned con- 
tainer cases, called attention to the fact that an acetylene cyl- 
inder, valved, nickeled or coppered and designed to hold gas 
under pressure, constituted a higher grade of traffic than used 
bottles, empty ore sacks, or returned paper winding cores, arti- 
cles to which reduced rates were accorded in the cases cited. 
He said the need of a reduced rate to promote a return move- 
ment and repeated use of such cylinders was not apparent from 
the record, hence, he said, he was not able to agree that one- 
half of the fourth class rate was the maximum which should 
have been applied. 





GREEN SALTED HIDE RATES 


The Commission, by division 3, in No. 17226, Northwestern 
Leather"Company Trust et al. vs. Mobile & Ohio et al., mimeo- 
graphed, has found rates on green salted hides, from Meridian, 
Miss., to Portville, N. Y., unreasonable, awarded reparation and 
ordered new rates not later than December 10. The report also 
deals with fourth section application No. 2138, filed by the Mo- 
bile & Ohio. In fourth section order No. 9391 relief was denied 
as of February 10. The Commission found the applicable sixth 
class joint rate of 97 cents applied on one carload, moved in 
February, 1922, and 87.5 cents applied on five carloads which 
moved in July and September, 1924, unreasonable to the 
extent the rate which applied on the car moved prior to July 1, 
1922, exceeded 75.5 cents and the rate charged subsequent to 
that date unreasonable to the extent it exceeded 68 cents. Rep- 
aration was sought to the basis of commodity rates of 56 and 
50.5 cents from New Orleans and Mobile to Buffalo, claimed to 
have been contemporaneously in effect. The Commission said 
the 56 cent rate was not in effect until after the first shipment. 
The fourth section departures caused by those rates, the Com- 
mission said, were protected by appropriate applications for 
relief. 


BRICK CASE DISMISSED 


The Commission, by division 3, has dismissed No. 17150, 
Kansas City Brick Company vs. Chicago, Rock Island & Pacific, 
mimeographed, finding a rate of 4.5 cents on brick and hollow 
building tile, from Vale, Mo., to Kansas City, Mo.-Kan., not un- 
reasonable or unduly prejudicial. Vale, according to the report, 
is 9 miles from Leeds, the nearest point in the Kansas City 
switching district. The complainant contended the rate was 
unreasonable and unduly prejudicial to the extent it exceeded 
2.5 cents, the switching rate in effect, on brick, within the dis- 
trict for distances greater than five miles. The Commission said 
the haul from Vale to destinations in the district was approxi- 
mately 21.5 miles. . 





A CORRECTED ORDER 


The Commission, by division 4, in No. 14685, Dallas Transfer 
Co. vs. Southern Pacific et al. (mimeographed), after further 
hearing, has issued a corrected order, requiring the carriers, 
not later than November 30, to publish a two-for-one rule. The 
corrected order contains a provision about the minimum which 
was intended to be, but was not, included in the order as issued 
March 20, 1924. The order also contains a direction to pay 
reparation. The part of the order pertaining to the minimum 
is as follows: 

It is further ordered, That the said defendants be, and they are 
hereby notified and required to establish on or before November 30, 
1926, upon notice to this Commission and to the general public by 
not less than five days’ filing and posting in the manner prescribed 
in section 6 of the interstate commerce act, and thereafter to main- 
tain and apply to the interstate transportation of freight, a_tariff 
rule governing the furnishing of two smaller cars in lieu of a larger 
car ordered by a shipper which shall provide for the assessment of 
freight charges ‘on the minimum weight provided for the larger car 
ordered, unless the actual weight exceeds such minimum, and subject 


to the proviso that the shipment could have been loaded in the car 
ordered. 


INCREASES NOT INTENDED 


The Commission, by division 3, in I. and S. No. 2740, class 
rates between Wyoming, Nebraska and South Dakota (mimeo- 
graphed), has found proposed increased class rates between 
points in Wyoming, on the one hand, and Nebraska and South 
Dakota, on the other, not justified, ordered the schedules can- 
celed and discontinued the proceeding. 

No protestant appeared. A witness for the carriers ex- 
plained that in a reissue of the tariffs a mistake was made. A 
rule, long standing, which alternated the Denver rates as max- 
ima against the Lincoln, Neb., rates so as to give the shipper 
the benefit of whichever made lower, was left with only the 
Lincoln part in it. He said no increase was intended and made 
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no effort to justify the increases resulting from the publication 
of the mutilated rule. 


MARINE ENGINE PARTS RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 15735, Moore Shipbuilding Co. vs. Cin- 
cinnati, Indianapolis & Western et al. (mimeographed). The 
Commission, by division 3, found the rate charged on marine 
engine parts, in carloads, from Hamilton, O., to Oakland, Calif., 
shipped between July 15 and October 15, 1921, was applicable 
but unreasonable to the extent it exceeded $2.96 per 100 pounds. 
The question was as to the application of rates stated in the 
tariffs, the complainant contending that a rate of $2.96 was 
applicable, or, that if it was not applicable, then that the ap- 
plied rate was unreasonable to the extent is exceeded $2.96. A 
rate of $3.035 was collected. 


ALFALFA MEAL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16157, Jackson (Miss.) Traffic Bureau et 
al. vs. Alabama & Vicksburg et al. (mimeographed), as to joint 
rates on alfalfa meal, carloads, from points in Colorado, Ne- 
braska and Kansas, to Jackson, Miss. The Commission, by 
division 3, found the joint rates unreasonable to the extent they 
exceeded or exceed the aggregates of intermediates to and from 
Memphis. In making that disposition of this case the Com- 
mission differentiated it from Mississippi Railroad Commission 
vs. A. & V., 93 I. C. C. 435, made public subsequent to the hear- 
ing in this case. It said that in this case a number of instances 
were disclosed in which the joint rates from Jackson exceeded 
the aggregate of intermediates based on Memphis, which situa- 
tion was not disclosed in the railroad commission case. 

Defendants claimed no reparation could be awarded to com- 
plainants because they bought the meal f. o. b. destination, but 
the Commission overruled that contention on the authority of 
Missouri Portland Cement vs. Director-General, 88 I. C. C. 492. 

Commissioner Hall dissented, pointing out that there might 
be damage without injury. Both, he said, were requisite to sup- 
port reparation. He said that complainants suffered neither 
and that those who suffered both were not complaining. He 
said the Commission had no power to award reparation to one 
man for the damage done to another. Therefore, he dissented 
from the finding that the complainants were damaged and the 
award of reparation. In other respects he concurred. 


FLY-PAPER RATINGS 


In a report on No. 17069, Tanglefoot Co. vs. New York Cen- 
tral et al. (mimeographed), written by Commissioner Lewis, the 
Commission, by division 1, has found less-than-carload ratings 
in Official and Southern classifications unreasonable for the 
future, but not in the past, to the extent they may exceed sec- 
ond class. The new rating is to be made effective not later 
than December 10. Carload ratings in the three classifications 
and less-than-carload in Western were found not unreasonable 
or unduly prejudicial. The complaint alleged the ratings were 
unreasonable in comparison with ratings on other insecticides, 
insect repellents and vermin exterminators, unjustly discrimi- 
natory and unduly prejudicial. The allegation of unjust dis- 
crimination, the Commission said, was withdrawn. 





ANNEALING BOX RATES 

A finding of unreasonableness and an award of reparation 
have been made in No. 17213, United Engineering & Foundry 
Co. vs. Baltimore & Ohio et al. (mimeographed), as to rates on 
annealing boxes, rough castings and rolling-mill rolls, from 
Vendergrift, Pa., to Elyria, Canton, Ashtabula and Cleveland, 
O., between May 14, 1923, and August 26, 1924. The Commission, 
by division 3, found the rates unreasonable to the extent they 
exceeded 19 cents to each place and awarded reparation to that 
basis on the authority of the American Shipbuilding case, 89 
I. C. C. 601; 102 I. C. C. 5380, and the Canton Bridge Co. case, 
107 I. Cc. C. 41. The rates were joint rates applicable on the 


so-called short hauls on iron and steel and were higher than 
the combination of intermediates. 







GASOLINE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16850, Richfield Oil Company vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, as to a rate 
of 92 cents on gasoline, imposed on two tank cars shipped in 
July, 1924, from Los Angeles, Calif., to Reno, Nev. The Com- 
mission, by division 4, found the rate unreasonable to the 
extent it exceeded 84 cents, the rate over another route. The 
complainant asked for reparation to the basis of a rate of 78 
cents established by the carriers after the Commission, in 
Utah Automobile Association, 92 I. C. C. 376, established rates 
of 73 and 78 cents from Wilmington and Boaz, Calif., to Salt 
Lake City, Utah. The shipments moved over the Santa Fe 
and Western Pacific. The Southern Pacific route carried a 
rate of 84 cents. The defendants, in this case, admitted that 
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the rate of 92 cents was out of line with the 84 cent rate. Thy 
did not admit, however, that the 92 cent rate was unreasonab, 
The complainant contended that the Santa Fe should have ng 
the Southern Pacific rate before the shipments moved. ; 

The Commission, in disposing of the case, again calleg ate 
tention to the fact that a lower rate over a competing line qj 
not show the rate under attack to be unreasonable; and that ty 
subsequent reduction of the assailed rate to the level of th 
rate over the competing route did not raise a_ presumptiq, 
that the rate under assault was unreasonable. The Santa Fe 
and Western Pacific were willing, however, to make reparation 
to the basis of the 84 cent rate. 





REPARATION RIGHTS DEFINED 

The Commission, in No. 12400 (Sub-No. 1), J. Hungerfoy, 
Smith Grape Juice Company vs. Alabama Great Southern, )j. 
rector-General et al., mimeographed, on further hearing, defing 
the reparation rights of the complainant on many shipments ¢ 
grape juice, from Ohio River crossings to destinations in th 
southeast, on traffic originating at Lawton, Mich., before, jp, 
and after federal control. In the original report, 88 I. C. C. 599 
the rates were condemned as unreasonable to the extent they 
exceeded 90 per cent of the contemporaneous fifth class rates 
The shipments were made between December 29, 1916, anj 
February 1, 1921. 

Reparation was awarded on shipments moving after federal 
control. Shipments made in the control period, the Commigsioy 
said, were beyond its jurisdiction because complainant did no 
specifically pray for reparation under section 206(c) of the 
transportation act. Reparation was denied, as to shipments 
prior to federal control, because proof was lacking as to the pay- 
ment and bearing of the frieght charges. 

This further hearing was upon the complainant’s allegation 
that the Commission erred in denying reparation on shipments 
in and prior to control. Further hearing was granted for the 
purpose of affording complainant an opportunity to establish its 
right to reparation on shipments covered by the complaint. ° 

The Commission said that the record was not convincing 
that the decision in regard to shipments in the control period 
should be reversed. In respect of shipments prior to control, it 
said the complainant’s right to file claim expired prior to the 
passage of the transportation act. It said that section 206(f) of 
that act could not revive the claim, because lapse of time not 
only barred the remedy but also destroyed defendants’ liability, 
Danzer vs. Gulf & Ship Island, 268,633, decided since the further 
hearing in this case. 

The Commission affirmed its findings as to the complainant's 


right of reparation, with interest, on shipments made since fed- 
eral control. 


GREEN SALTED HIDE RATES 


A finding of unreasonableness, an award of reparation, an 
order establishing new rates for the future not later than De- 
cember 10 and a denial of relief, in fourth section order No. 
9392, have been made in No. 16754, Beggs & Cobb vs. A. & V. 
et al., mimeographed, as to the rates on green salted hides, in 
carloads, from points in Mississippi and Alabama to Winchester, 
Mass. The Commission, by division 3, found the rate from 
Natchez, Miss., prior to July 1, 1922, unreasonable to the extent 
it exceeded 86.5 cents. It found other rates assailed unreason- 
able to the extent they exceeded or may exceed 72 cents from 
Tuscaloosa and Dothan, Ala., 74 cents from Meridian, 76 cents 


from Laurel, Clarksdale, Greenwood and Jackson and 78 cents 
from Yazoo and Natchez, Miss. 


FORMER FINDINGS AFFIRMED 


The Commission, in No. 14234, Parlor Frame Manufacturers’ 
Association vs. Ann Arbor et al., mimeographed, upon further 
hearing, has affirmed the finding in the original report, 93 I. C. 
C. 506, that the carload rating on set-up wooden chair and lounge 
frames, loose or in packages, in Official Classification was not 
unreasonable or otherwise unlawful. It has also affirmed the 
prescription of two and one-half times first class for less-that- 
carloads, in boxes or crates, in that territory. 





REPARATION AWARDED TO INTERVENER 


Proof of damage having been made by the intervener, the 
Commission in No. 13472, United Paperboard Company, Inc., VS. 
Greenwich & Johnsonville et al., mimeographed, upon further 
hearing, has awarded reparation to Stevens & Thompson Paper 
Company, the intervener, on shipments of anthracite bird’s-eyé 
coal from groups A, B and C mines in Pennsylvania to Ondawa, 
N. Y., delivered in the period, February 1, 1922, and October 10, 
1925, inclusive, on which charges were paid at rates found un 


reasonable in the previous reports, 83 I. C. C. 712, and 102 ii 
C. C. 502. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, in No. 13413 (sub-No. 8-2), 
the automatic train control device case, mimeographed, after in- 
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pection and test, has found the installation, made by the Union 
ewitch and Signal Company, upon the third sub-division of the 
wyoming division of the Union Pacific, to meet the require- 
ents of its specifications and orders. Therefore the installa- 













tion has been approved and requirements prescribed in respect 


of apparatus and operations with which the carrier is expected 


to comply prom ptly. 


RATE ON LIMESTONE ROCK 


In a mimeographed report by division 3 in No. 16039, Flor- 
ence (Ala.) Chamber of Commerce vs. Southern et al., the Com- 
mission has dismissed the complaint on a finding that the rate 
charged on one carload of limestone rock shipped from Marge- 
rum, Ala., to Dallas, Tex., August 29, 1922, was not unreasonable 
and that the record afforded no proof of alleged violation of 
sections 2 or 3 of the act. 


RATES ON AMMUNITION, ETC. 


On a finding that rates on small-arms ammunition, in less- 


' than-carloads, from New York, N. Y., and Baltimore, Md., to 
| Lynchburg, Va., and on brick machinery, in carloads, from Lan- 
» caster, Pa., to Deacon, Va., are not unreasonable or otherwise 
" unlawful, the Commission, in a mimeographed report by division 
' 3, has dismissed the complaint in No. 17173, Traffic Bureau, 
’ Chamber of Commerce, Lynchburg, Va., vs. Baltimore & Ohio 


' etal. The Commission said the finding was without prejudice to 


' any finding that might be made in the general investigations 


” 


ae eles 


that were being conducted as to the reasonableness of class 
rates. The report embraces a sub number, Same vs. Penn- 
sylvania. 

The rates on ammunition were attacked as unreasonable, 
discriminatory and prejudicial of Lynchburg and preferential of 
contiguous points. The report said that the crux of the com- 
plaint was that on small-arms ammunition rates governed by the 
southern classification were applicable. Complainant wanted 
official classification rates applied. The official classification 
rate, on the other hand, was assailed in the sub number with 
reference to the brick machinery shipments. The Commission 
said complainant wished prescription of an alternative tariff 
provision under which the lowest rates governed by either 
southery or official classification would become applicable. In 
its conclusions, the Commission said: 


Obviously in view of the general investigations which cover not 
only class rates within southern and eastern territories, but also 
rates between these territories, no attempt should be made at this 
time and on these records to adjust the disparity brought about by 
the application of the rates governed by the southern instead of 
the official classification on small-arms ammunition and rates gov- 
erned by official instead of southern on brick machinery. 


Commissioner Campbell, dissenting, said: 


As I see it, the least we should do here is to find the assailed 
rates in both cases not unreasonable but unduly prejudicial to the 
extent that they exceed (1) on small arms ammunition the rate to 
the more distant point of Roanoke, and (2) on brick machinery the 
rate to the more distant point of Lynchburg. The simple fact that 
two rates are governed by different classifications is no excuse for 
placing complainant at one point at a disadvantage and preferring 
its competitor at another point. The unduly prejudicial situation in 
these rates could readily be remedied by publishing commodity rates 
to Lynchburg in the one instance and to Deacon in the other no 
higher than the rates to the more distant points. Certainly the hands 
of justice should not be tied for several years simply because the 
ieonsistencies here revéaled will probably be corrected several years 
hence in the Eastern Class Rate Investigation. 


STONE FROM INDIANA, ETC. 


The complaint in No. 17124, Cuthbert Cut Stone Company 
Vs. St. Louis-San Francisco. Railway Company et al., has been 
dismissed by the Commission in a mimeographed report by 
division 3, on a finding that rates on stone from Carthage, Mo., 
and the Bedford district in southern Indiana to Wichita, Kan., 
are not unreasonable, unduly prejudicial or in violation of the 
aggregate-of-intermediates clause of the fourth section. The re- 
port embraces two sub numbers, Same vs. Missouri Pacific et 
al, and Same vs. Midland Valley et al. The latter complaint 
Was withdrawn at the hearing. 
= In No. 17124, the rate of 11 cents from Carthage to Wichita 
aa — complainant seeking a reduction to 8.5 cents. In 
Wichit 0. bd in which the rate from the Bedford district to 
be: a was attacked, complainant sought a reduction in the 

_ on stone, rough, or sawed on two sides or less, which would 
ae him as a dresser at destination an advantage over any 
competitors he might have in the Bedford district, the report 
The Bedford Stone Club, intervener, opposing the reduc- 
pl iy re contended that a common rate on dressed and un- 
pa stone should be continued. The rate from the Bedford 
on 1 applies on stone, rough, sawed, or dressed, but not fig- 

’ ettered or polished. The rate assailed was a joint rate of 
— In its conclusions, in the sub-number, the Commission 


The initi 
portation eo 
assembling 


al lines in the Bedford district encounter difficult trans- 
nditions in switching the stone out of the quarries and 
it for the line haul. Special engines and other facilities 
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are necessary. The expenses of this service when incident to the 
movement of the stone from the quarries to the mills in the Bedford 
district for treatment are. covered by separate charges, but when the 
rough stone is shipped direct from the quarries to Wichita these 
expenses must be taken care of out of the line-haul rate. The traffic 
requires flat cars which must generally be hauled empty in one 
direction. It is necessary to keep a large supply of cars on hand 
near Bedford, and this, together swith the slow and tedious move- 
ments in the quarry district, entail heavy equipment charges. 

Bedford stone is unique in character and very desirable. De- 
fendants regard it somewhat as a luxury. The traffic is increasing 
materially in volume year by year. It is shipped freely throughout 
the country, apparently regardless of freight charges and notwith- 
standing the many sources of stone and other building materials 
nearer the points of consumption. Builders in the territory served 
by complainant, for instance, often demand Bedford stone although 
they can secure stone from Carthage at a much lower rate. 

This case is quite similar to Young v. C. I. & L. Ry. Co. (89 
I. C. C. 428), wherein certain stone dressers located at Minneapolis 
and St. Paul, Minn., sought a reduction in the rate on rough stone 
from the Bedford district to the points named. There already existed 
a 2-cent spread in favor of rough stone, which has been brought 
about by Rates on Stone and Marble from Chicago and Peoria (34 
I. C. C. 390), but we were asked to widen it. The complaint was 
dismissed. The report went into considerable detail respecting the 
question of requiring substantially lower rates on rough stone than 
on other stone. Much that was said there could well be repeated here. 

Upon the record we do not find that the rate assailed was or is 
unreasonable, unduly prejudicial or in violation of the aggregate- 
of-intermediates clause of the fourth section. The complaints will 
‘be dismissed. 


RATE ON PRINTING PAPER 


In No. 17505, Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. Pennsylvania et al., mimeographed, by division 3, 
the Commission has dismissed the complaint on a finding that 
the third-class rate of 70 cents on less-than-carload shipments 
of printing paper to Lynchburg, Va., from Erie, Pa., was not 
and is not unreasonable and is not unduly prejudicial, and that 
complainant’s member, Caskie-Dillard Company, is not shown 
to have been damaged by reason of any undue prejudice that 
may have existed in the past. Complainant alleged that the 
rate attacked preferred competitors at Danville and South Bos- 
ton, Va., to which the 70-cent rate was later made applicable. 
Dissenting, Commissioner Campbell said: 


For some time during the reparation period the assailed rate 
was higher by from 20 to 7 cents than the rates to more distant 
Virginia points, at two of which several of complainant’s competi- 
tors were and are located. Also, the assailed rate exceeded the 
combination of 63 cents composed of the rate to a more distant 
point and back. Defendants offered no satisfactory reason for in- 
creasing the rates to the more distant points instead of reducing 
the rate to Lynchburg at the time the fourth section departures were 
removed. It seems to me that the rate complained of should be 
found to have been and to be unreasonable, at least to the extent 
that it exceeded or exceeds 63 cents, and reparation on past ship- 
ments should be awarded on that basis. 





RATES ON BITUMINOUS COAL 


The Commission, in a mimeographed report by division 1, 
has dismissed the complaint in No. 16436, C. F. Bunte et al. vs. 
Chicago, Rock Island & Pacific et al., on a finding that rates on 
bituminous coal from the Spadra and Greenwood groups, in 
western Arkansas, and the Oolagah and McAlester groups, in 
eastern Oklahoma, to Wichita and Hutchinson, Kan., were not 
shown to have been or to be unreasonable. Commissioner Lewis, 
who wrote the report, said that no exceptions had been filed to 
the report proposed by the examiner, who said that the com- 
plaint should be dismissed. Complainants desired rates made 
substantially on the bases of the ton-mile earnings under the 
rates from the same territories to Kansas City, Mo.-Kan., pre- 
scribed in Southwestern Coal Operators’ Asso. vs. A. W. Ry. 
Co., 89 I. C. C. 73, 1138 I. C. C. 161. The small Oolagah group 
was not embraced in that case but the others were. In his con- 
clusions, Commissioner Lewis said: 


On the face of the record the rates apparently are not related 
throughout as they should be, but the exhibited average distances 
themselves disclose some apparent inconsistencies. The bases upon 
which they are computed are not shown, and are unable to verify 
them. Further, as before observed, some of the lines serving certain 
of the important groups of the region, particularly the Henryetta, 
are not made parties, and a readjustment along the lines proposed, 
under unconfirmed and incomplete distance, bases, would also make 
no provision for many of the producing points and might undesirably 
disrupt the present groups. In the circumstances such relief as is 
sought could not be prescribed, and the record does not establish the 
alleged violation of the act. 


SWITCHING AND TRAP CAR CASE 


The Commission, by division 1, in a report written by Com- 
missioner Lewis on No. 17065, Columbia Mills, Inc., vs. Delaware, 
Lackawanna & Western et al. (mimeographed), has found that 
the defendant’s failure or refusal to compensate complainant, 
out of the line-haul rates, for the services performed by the 
latter in switching carload shipments between points within its 
industrial plant, at Minetto, N. Y., and the point of interchange 
with the defendant at that place, and in checking, weighing, 
loading and unloading less-than-carload shipments delivered tc 
or forwarded from the plant in trap or ferry cars, is not a vio- 
lation of any provision of the interstate commerce act. It has 
therefore dismissed the complaint. 

The failure or refusal to make compensation, it was alleged, 
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violated section 1 and the spirit of paragraph 13 of section 15. 
The question of an allowance for switching was considered and 
discussed in the light of the offer of the railroad to perform 
switching for the complainant on condition that it lay heavier 
rails on the track within its plant and to change other physical 
features of the plant yard and in the light of the complainant’s 
seeking of compensation alone. Commissioner Lewis pointed 
out that the Commission had repeatedly applied the settled 
doctrine that a carrier had the right to complete service in- 
cluded within its rates, and that when, by action of a shipper, 
it was deprived of opportunity to do so, it could not be held 
to make compensation therefor. He said the service in ques- 
tion here was voluntarily taken over by the complainant. In 
discussing and disposing of the case the Commission said: 


Section 15(13) of the act, cited in the complaint, contemplates 
an allowance only to the “owner of property transported’ and for 
a service rendered or instrumentality furnished in aid of the trans- 
portation within a carrier’s duty. Such an allowance ‘is optional 
with the carrier, and we are empowered to fix merely the maximum 
that may be paid. Rutherford-Brede Co. vs. Director General, 61 
I. C. C. 515, 517; Cambria Steel Co. vs. Director General, 64 I. C. C. 
737, 741; and others to the same effect. The cases in which we may 
and may not make awards to the owners of property transported 
are distinguished in Borden’s Farm Products Co. vs. N. Y., N. H. & 
H. R. R. Co., 92 I. C. C. 270, 272-3: affirmed, 102 I. C. C. 497. 


The tariff provision above quoted is general. in character. The 
“sidings’’ upon which it ‘provides for receipt and delivery of traffic 
would not, in the usual acceptation of the term, include tracks within 
the limits of an industrial plant and constructed for the latter’s 
particular purposes; certainly, not those the service to and from 
which has been taken over by the industry by its own preference 
and voluntary intercession. Nor does the record support the allega- 
tion or contention that the tracks in question were ever recognized 
or utilized by defendant as parts of its public terminals. The term- 
inable contract hereinbefore outlined merely reserved to defendant 
the right to make such use, provided it did not interfere with com- 
plainant’s. Not only is such use as has been made by or for others 
than complainant not traceable to any desire or design of defendant’s, 
but the latter has its own terminals at Minetto, apparently adequate 
to meet all demands made upon them up to this time. 


There remains the question of compensation to complainant for 
services in connection with the trap-car shipments. Those shipments 
have been described in the foregoing portion of this report as con- 
sisting principally of complainant’s own, plus the converter ship- 
ments, plus occasional other shipments for outside interests. 


Defendant is under no duty or obligation to ‘‘farm out’’ the work 
of and incident to receipt or delivery of less-than-carload freight 
handled in the usual way, and such traffic as is accorded the service 
of a trap or ferry car, received or delivered upon private sidings 
remote from the carrier’s own terminal facilities, is for obvious rea- 
sons loaded or unloaded by the consignors or consignees. This is 
recognized in the definition in Trap or Ferry Car Service Charges, 
34 I. C. C. 516, 519-20: 


“The term trap or ferry, strictly speaking, is applied to a_ car 
placed at an industry or commercial house having a private siding, 
and there loaded by a shipper with less-than-carload shipments, and 
hauled by a carrier to its local freight or transfer station for handling 
and forwarding of contents; and also it applies to a car loaded with 
less-than-carload shipments which is hauled to and placed upon the 
private track of an industry or commercial house by the carrier 
from a local freight or transfer station.” 


So far as a consignor’s or consignee’s own traffic is concerned the 
respective services of the carrier and the shipper—at least, those of 
the latter—are in the general practice taken into account in the 
applicable line-haul rates. In the case next above cited the ques- 
tion was, not whether allowances should be made by the carriers to 
shippers, but whether the carriers might impose upon the shippers 
additional charges for the special service of the trap or ferry car, 
which proposed charges were found not justified for reasons stated. 


The status of the so-called converter shipments is essentially 
similar to that of complainant’s own, as before pointed out. Indi- 
vidual shipments for other consignees having no such relationship 
have also been handled, but it is explained for defendant that they 
arrive #t Minetto in cars destined to the plant and unaccompanied 
by revenue billing, and that by the time the latter is received the 
cars have been switched by complainant to its unloading points. This 
service and the ensuing services attendant upon delivery to the con- 
signees have been performed upon complainant’s volition, without 
request by defendant and, it is testified, without its intention or 
desire. Defendant expresses a preference to handle such shipments 
through its own terminals. In any event, as before observed, it is 
defendant’s privilege to perform these services itself, and we can 
not competently prescribe the compensation it is to pay to a volun- 
tary agent for performing them. 

Complainant cites, as analogous, the Jay Street Terminal, at 
Brooklyn, N. Y., where allowances are made by carriers, including 
the defendant, to Arbuckle Brothers, owners and operators of the 
terminal, for sevrices in connection with the receipt and delivery of 
freight. That terminal, however, as is made clear in the opinion of 
the court in United States vs. Balto. & Ohio R. R. Co., 231 U. S. 274, 
is not an industrial plant, equipped with tracks arranged and used 
primarily for industrial purposes, but is a public station for the 
receipt and delivery of freight, by contract with the railroad con- 
cerned, all of whose rails are on the New Jersey shore of the harbor. 
The terminal concern also performs between its Brooklyn pier and 
the rail lines the lighterage service included in the rates published 
by those lines. The allowances made by the railroads to the terminal 
owners, covering the handling of their own traffic as well as that 
of other shippers, were not prescribed by this Commission, and our 
decision and order out of which the above case arose turned -wholly 
upon an alleged unlawful discrimination against a rival commercial 
concern also shipping through New York harbor. The situations 
there and here are not parallel, and, in any event, there is in this 
case no question of undue prejudice or preference or of unjust dis- 
crimination as between shippers or receivers of freight at Minetto 
or as between complainant’s plant and the Brooklyn terminal. 

We find that defendant’s failure or refusal to compensate com- 
plainant, out of the line-haul rates, for the services performed by 
the latter in switching carload shipments between points within its 
plant and the point of interchange with defandant, and in checking, 
weighing, loading, and unloading less-than-carload shipments de- 
livered to or forwarded from the plant in trap or ferry car, is not 
shown to violate any provision of the act. 
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OPERATION OVER C. & N. W. 


The Commission, by division 4, has issued its formal supp) 


mental report in Finance Docket No. 5106, Construction a pe 


tensions by Litchfield & Madison Railway Company and Chicago 
& North Western Railway Company, authorizing the Litchfielq 
to operate, under trackage rights, over that part of the North 
Western’s line extending from the northern terminus of th, 
Litchfield’s railroad to Benld, approximately eight Miles, jp 
Macoupin and Madison counties, Ill. In the original report in 
the case, the two railroads were authorized to construct shor 
extensions in the counties named to connect their lines. 4; 
that time authority to operate over the North Western’s tracks 
was not asked by the Litchfield. In its supplemental repoy; 
the Commission said: ; 


The North Western maintains extensive engine termin 
car repair, trackage, and inspection facilities at Benld, which is 
the end of its train runs. It is well equipped at that point to take 
care of the interchange between the two companies. The Litch. 
field represents that unless it operates over the North Western’s line 
to Benld it will be necessary to provide interchange facilities at some 
other point, which would be a duplication of the present facilities 
lt further shows that its present main-line mileage of less thay, 
100 miles will enable it to operate its train crews to Benld without 
further train-crew expense from a train-mile standpoint, while any 
change in the present contract between the North Western and its 
employes, which designates Benld as the terminal for all train runs, 
would cause additional expense to the North Western, as well as 
confusion in operation. 

The two companies have entered into a contract, subject to 
our approval, whereby the North Western grants the Litchfield the 
right to operate its trains to Benld, without any charge for such 
operation or for maintenance expenses. In the absence of divisions 
otherwise agreed upon, or lawfully established, the revenue from 
the shipments interchanged is to be divided on a mileage basis, with 
the north right-of-way line of the Illinois Traction System established 
as the dividing line between the two railroads. The Litchfield wil] 
receive no greater revenue for the haul from the end of its own line 
to Benld than if it had made delivery to the North Western at the 
southerly end of the latter company’s line. The contract is to remain 
in effect for 10 years and thereafter until terminated by either party 
upon six months’ written notice. It appears that the plan of opera- 
tion proposed will expedite the movement of traffic and will avoid 
the necessity for large capital expenditures. 


als, and 


BRANCH LINE ABANDONMENT 


The Commission, by division 4, in finance docket No. 5345, 
abandonment of branch line by Pennsylvania and Western New 
York & Pennsylvania (mimeographed), has issued a conditional 
certificate authorizing the carriers to abandon a branch line, 
about seven miles long, known as the Lakeville branch, con- 
necting with the Pennsylvania’s main line at Tryonville, Pa. 
The Pennsylvania operates the branch, which is owned by the 
other carrier. The applicants are to be allowed to abandon on 
condition that, before doing so, within a 30-day period, they 
shall sell the line to anyone desiring to buy, at a price equal to 
or greater than its fair net junk value. Grist mills served by 
the branch, the report said, were near an improved highway 
and other roads which seemed adequate to serve them. 





SUSPENDED TARIFFS 

In I. and S. No. 2784, the Commission has suspended from 
November 1 until March 1 schedules as published in Olean, 
Bradford & Salamanca I. C. C. No. 42. The suspended schedules 
propose to increase the rates on newspapers handled on pas- 
senger cars from Alleghany, Olean and Salamanca, N. Y., and 
Bradford, Pa., to stations on the Olean, Bradford & Salamanca 
Railway Company. Present and proposed rates and charges 
are as follows: 

Present—$1.25 per month, maximum weight 360 pounds, 
excess at the rate of 35 cents per 100 pounds. 

Proposed—Packages weighing 31 pounds or over, at the 
rate of 50 cents per 100 pounds. Packages weighing 30 pounds 
or less, minimum charge of 15 cents per package. 

In I. and S. No. 2782, the Commission has suspended from 
October 25 until February 22 schedules as published in supple- 
ment No. 2 to Illinois Central and Yazoo & Mississippi Valley 
I. C. C. No. 7063. The suspended schedules propose to increase 
the estimated weights on carrots from stations on the Illinois 
Central R. R. and the Yazoo & Mississippi Valley R. R. in 
Louisiana and other southern states to northern, eastern and 
western destination. The following is illustrative: 

Rates in cents per 100 pounds on carrots, carloads. From Baton 
Rouge, La., to Detroit, Mich. Carload minimum weight, 300 two 


bushels packages, present *20,000; rate, 93; charges per car, $196; 
proposed, $24,000; rate, 93; charges per car, $223.20. 





*Based on estimated weight of 6634 pounds per two bushel pack- 

{Based on estimated weight of 80 pounds per two bushel pack- 
In I. and S. No. 2783, the Commission has suspended from 
October 25 until February 22 schedules as published in supple- 
ment No. 93 to Boyd’s I. C. C. No. A-797. The suspended sched- 
ules propose to change the grouping of stations in Iowa and 
South Dakota resulting in increases in class and commodity rates 
to destinations in Colorado and Utah. As grain and grain prod- 
ucts are the principal commodities affected, the following will 
—* rates in cents per 100 pounds on coarse grain, car- 
oads: 


To Denver, Colo., from Hawarden, Ia., 33—43; Correctionville, Ia., 


33—41; Elk Point, S. D., 383—4114; Battlecreek, Ia., 33—391%4. Former 
figures are present; latter, proposed. 
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McCHORD RECOMMENDS DISMISSAL 


Attorney-Examiner John McChord has recommended the 
issal of No. 18009, Virginia Pig Iron Association vs. Chesa- 
Ohio et al., on a finding that the rates on pig iron, from 
points of production in Virginia to destinations in Maryland, 
pennsylvania, Delaware, New Jersey, New York and New Eng- 


land are not unreasonable, unjustly discriminatory or unduly 


preferential. 
Complainants have blast furnaces on the Chesapeake & 


© onio and Norfolk & Western, in southwestern Virginia. They 


alleged undue preference for shippers in Alabama, Pennsylvania, 


> New York and Maryland. The blast furnaces complaining all 
» jake the same rates. 

© jron through Potomac Yards and the Norfolk & Western through 
» Hagerstown. 


The Chesapeake & Ohio carries the pig 


The examiner said the standard for foundry iron 
produced by the complainants was considered a better quality 
than was ordinarily found in Pennsylvania and commanded a 
Nearly all the Virginia pig, however, he said, was 


' marketed in Virginia. 


: unjustly discriminatory as to others. 


Rates assailed, he said, were those established in Low Moor 


Iron Co. vs. C. & O., 30 I. C. C. 615, and its supplement, 36 


LC. C. 222. He also said the present complainant filed the first 
Low Moor complaint. In that case the Commission, he said, 
found the rates unreasonable per se to a number of points and 
He said they were sat- 
isfactory to the complainants. He said the complainants in this 
case took the position that their rates should not be based 
with relation to Pittsburgh and related points. In disposing of 
the case the examiner said: 


As said, the rates established in the Low Moor reports in 1914, 

As said, the rates established in the Low Moor reports in 1914 
here. The question arises as to whether the advances in rates on 
pig iron made from Virginia furnaces to eastern territory subject 
complainants to unreasonable and discriminatory rates. 

Complainants having taken the position that the Virginia rates 
should not be based with relation to Pittsburgh and Buffalo and 
related points, practically no evidence was adduced by complainants 
with respect to the relative reasonableness of the rates effective 
for the transportation of pig iron from Virginia in comparison with 
similar rates applying from points of production in eastern Penn- 
sylvania and Maryland. 

Complainants’ furnaces being in eastern freight association ter- 
ritory, the general increases in rates applicable to that territory was 
properly added to the then-existing rates from the Virginia furnaces. 

As compared with the present rates on pig iron from Penn- 
sylvania, Ohio, and from Buffalo, rates from Virginia furnaces to 
Baltimore, Philadelphia, New York and Boston may be said to be 
on a relatively more favorable basis than that accorded them in 
the Low Moor cases, if it was proper to apply to the rates estab- 
lished from Virginia furnaces the general increases in rates ap- 
plicable in eastern trunk line territory. It will be noted from the 
lattter tabulation of rates and distances that the rates from Vir- 
ginia furnaces to Boston, Philadelphia and New York are prac- 
tically the same as from Pittsburgh to the same points, the dis- 
tances being comparatively the same. The evidence does not show 
that the rates assailed are unreasonable or otherwise unlawful. 

The Commission should find that tie rates assailed are not 
shown to be unreasonable, unjustly discriminatory, or unduly pref- 
erential, and should dismiss the complaint. 


CATTLE AND HOG RATES 


Attorney-Examiner W. A. Disque, in a report on No. 15670, 
Houston Packing Co. vs. Atchison, Topeka & Santa Fe et al., 
said the Commission should find rates on beef cattle and hogs, 
from Kansas City and St. Joseph, Mo., to Houston, Tex., unrea- 
sonable and unduly prejudicial but not unjustly discriminatory. 
He said the Commission should order proper rates for the future 
and award reparation. 

The rates attacked were alleged to be unreasonable, un- 
justly discriminatory and unduly prejudicial in comparison with 
the rates from the same points of origin to Oklahoma City, Fort 
Worth and other points named in the complaint. 

On shipments on which reparation was sought various rates 
in excess of 50 cents were charged. They were made after 
March 31, 1922. On Oct. 6, 1923, a reduction to 50 cents was 
made in the rates from Kansas City over direct routes but not 
over circuitous routes nor from St. Joseph over any route, 
Disque said. The complainant sought a rate of 50 cents for the 
future over all routes from both points. It was satisfied, he 
said, with the 50-cent rate over the direct routes from Kansas 
City. On account of shipments being bought f. o. b. origin 
points, the complainant is interested in the rate. In the pur- 
chase of live stock and in the sale of products, Disque says, the 
complainant is in competition with packers at Wichita, Oklahoma 
City, Fort Worth and other points. The crucial question seemed 
to be the application of rates in accordance with the so-called 
1716 scale, as modified in a number of cases cited and dis- 
cussed by Disque. In disposing of the case he said: 


In Kansas City Live Stock Exchange vs. A. & S. Ry. Co., 81 
I, C. C, 482, the modified 1716 scale was required for the future from 
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Kansas City to points in Texas, including Houston, but the short- 
line distance was not fixed as the basis for —s the rates over 
all routes. The short-line distance from Kansas City to Houston 
is 738 miles, being that over the Missouri-Kansas-Texas to Denison, 
Tex., and thence over the Houston & Texas Central. The distance 
over one of the circuitous routes, the Missouri-Kansas-Texas through 
to destination, is 834 miles. The modified 1716 scale provides a 
rate of 50 cents for the shorter distance and 53 cents for the 
longer distance. As the carriers construed the Commission’s order 
strictly, they did not publish the 50-cent rate from Kansas City 
over the longer route nor apply it from St. Joseph. No rate was 
prescribed from St. Joseph and no change in the rate therefrom 
was made by defendants. They contend that the scale, if used as a 
basis in making the rates from Kansas City and St. Joseph to Houston, 
should be applied strictly. They point out that if it is not ap- 
plied strictly, widespread reductions in rates will ‘result. One 
tariff of the Southwestern Lines, naming rates from and to certain 
points, provides in connection with the live stock mileage scale 
that the rates based on short-line distances will also apply over 
circuitous lines, but the fact that the carriers thus show a dis- 
position to meet each other’s competition is not a sufficient reason 
for here compelling them to do so. 

The record establishes that the rates assailed were, are, and 
for the future will be, unreasonable to the extent that they ex- 
ceeded or exceed those for actual distances provided by the scale 
published on pages 51 and 52 of F. A. Leland’s Tariff I. C. C. No. 
1823. Complainant made shipments as described and paid and bore 
the charges thereon; it has been dameged to the extent that 
the charges paid exceeded those that would have accrued at the 
rates herein found reasonable; and is entitled to reparation, with 


interest. Complainant should comply with rule V of the Rules of 
Practice. 


The record further establishes that so long as defendants’ 
rates from South St. Joseph to North Fort Worth are made on 
the basis of the short-line distance from Kansas City to North 
Fort Worth, the rates from St. Joseph to Houston will be unduly 
prejudicial to the extent that they exceed those that would be 
made by using the short-line distance from Kansas City to Houston 
in connection with the scale mentioned. No ground appears for an 
award of reparation under this finding. 

The record further establishes that so long as defendants’ 
rates from Kansas City to Oklahoma City and those from Kansas City 
and South St. Joseph to North Fort Worth over routes other than 
the short-lines are made on the basis of the scale and _ the short- 
line distances in the manner described, the rates from Kansas City 
and St. Joseph to Houston will be unduly prejudicial if not made 
in the same manner. No basis for reparation appears. 


SILICA SAND TO CINCINNATI 


Examiner Raymond W. Stough, in No. 17272, Procter & 
Gamble Co. vs. Baltimore & Ohio et al., and two sub-numbers 
thereunder, Philip Carey Manufacturing Co. et al. vs. Same; 
Nivison-Weiskopf Co. et al. vs. Same; and No. 17338, Charles 
Boldt Glass Co. vs. Same, said the Commission should find the 
rates on silica sand, from the Ottawa district in Illinois to Cin- 
cinnati unreasonable but not otherwise unlawful. He said the 
rates should be found unreasonable to the extent they exceeded 
$2.90 per ton prior to July 1, 1922, and $2.60 per net ton on 
and after that date, award reparation to that basis to the com- 
plainants and Lunkenheimer Company, an intervener, and pre- 
scribe the lower rate for the future. He said the question of 
the rate on silica sand to Cincinnati had been raised several 
times in the last fifteen years. The complaining points of des- 
tination are Lockland, Ivorydale, Carthage, Reading, Bond Hill 
and Carrel Street Station, points within the Cincinnati switch- 
ing district. 


Carriers objected to any reduction in the $2.90 rate, be- 
cause, they said, it would require reduction in other rates so 
as to avoid fourth section departures. They wished to preserve 
a $2.90 group, including Cincinnati, although to Carrel Street 
Station in Cincinnati they had published a lower rate. The ex- 
aminer said it was not certain that any such widespread reduc- 
tions in the $2.90 rate as the carriers indicated, would neces- 
sarily follow, but that even if reductions were necessary that 
fact was not a reason for refusal to give a lower rate to the 
complainants. 


CLAY CASE DISMISSED 


Examiner Martin J. Walsh has recommended the dismissal 
of No. 18058, United States Potters’ Association et al. vs. Akron, 
Canton & Youngstown et al., on a finding that rates on clay, from 
points in Kentucky, Tennessee, and Mississippi to destinations 
in Central and Trunk Line territories are not unreasonable or 
otherwise unlawful. The complaint alleged the rates were un- 
reasonable and in violation of the aggregates of intermediates 
part of the fourth section. __ fae Sa. ioe 
The issue in the case, Walsh said, was the contention that 
clay used in the making of pottery was “crude clay (common 
or fire)” and should be given the rates accorded the common 
or fire clay. Walsh called attention to the fact that in Eastern 
Lime Manufacturers’. Association vs. A. & B. B., 112 I. C. C. 7, 
the Commission said there should be a segregation of the high 
and low grades of lime. Applying the principle laid down in 
that case the examiner said it was clear that the differentation 
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made in the classification between china and ball clays and 
common fire clay was fully justified. 


OIL MEN’S COAL CASE 


Examiner C. H. Peck has recommended the dismissal of No. 
17745, National Petroleum Association et al. vs. Baltimore & 
Ohio et al., on a finding that the rates on bituminous coal from 
mines in Pennsylvania and West Virginia to Warren, Pa., and 
near-by points, are not unreasonable or unduly prejudicial. The 
object of the complaint, brought by oil refiners in and around 
Warren, was to have Warren given rates lower than the Buffalo 
district, of which it is now a part, and not more than fifteen 
cents over rates to Oil City, where there are competing refiners. 
The rates, in the modified complaint, were alleged to be unrea- 
sonable and unduly prejudicial and preferential. Warren is 
in the south end of the Buffalo group. The rate from the Pitts- 
burgh district is $2.24. The rates to Oil City and Titusville, 
immediately south of the Buffalo group, are $1.84 and $1.99. 

Complainants contended that the Buffalo group was too 
large. They suggested a smaller group including Warren, the 
rate to which would not be more than 15 cents over Oil City. 
They contended that an added haul of 56 miles, Warren over 
Oil City, did not warrant a 40-cent increase in the rate. 

Rates to Oil City were said to be on a low basis because 
of the proximity of mines to that point, in the Reynoldsville 
district. The railroads pointed out that from that district War- 
ren also had lower rates than from the same mines to Buffalo. 

This case was heard jointly with the Public Service Com- 
mission of Pennsylvania on a complaint involving the rates from 
mines in Pennsylvania to Warren. 


COTTON PIECE GOODS RATE 


Examiner O. L. Mohundro has recommended the dismissal 
of No. 18243, Traffic Bureau, Chamber of Commerce, Lynchburg, 
Va., vs. New York, New Haven & Hartford et al., on a finding 
that the rate on cotton piece goods, from points in Connecticut, 
Massachusetts and Rhode Island to Lynchburg, 66.5 cents on 
L. C. L. shipments, between November 14, 1923, and October 25, 
1924, was not unreasonable or otherwise unlawful. 





DEMURRAGE WAS APPLICABLE 


Examiner A. J. Sullivan has advised the Commission to 
dismiss No. 18155, Milne Lumber Co. vs. Southern et al., on a 
finding that the demurrage charges assessed, at Evansville, Ind., 
on a car of yellow pine shipped from West Green, Ga., in June, 
1922, were applicable. The allegation was that they were illegal. 


ADHESIVE PASTE RATE 
Attorney-Examiner John McChord has recommended the dis- 
missal of No. 17844, Practical Drawing Co. vs. New York Cen- 
tral et al., on a finding that the rates charged on a carload of 
adhesive paste, shipped from Columbus, O., to Dallas, Tex., in 
May, 1924, fifth class, of $1.38, was not unreasonable. 





TIN PLATE RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner E. J. Murphy in No. 18315, 
McKeesport Tin Plate Co. vs. Ann Arbor et al., as to rates and 
charges on tin plate from McKeesport, Pa., to New London, Wis. 
The ¢gomplaint was brought to obtain reparation on shipments 
that moved subsequent to the decision in Borden Co. vs. Ann 
Arbor, 100 I. C. C. 153, reparation having been denied in that 
case. The examiner said that the rates should be found un- 
reasonable to the extent indicated in the Borden case and rep- 
aration awarded to that basis. 


INAPPLICABLE RATE CHARGED 


Examiner W. A. Maidens, in No. 18258, Jacob Parver vs. 
Southern Pacific et al., said the Commission should find the 
rate on a carload of lettuce, shipped from El Centro, Calif., in 
April, 1924, which was reconsigned from Croxton, Pa., to Wash- 
ington, D. C., was inapplicable but not unreasonable to the 
extent it exceeded the joint rate from El Centro to Washington, 
plus a reconsigning charge of $6.30. The car was intended for 
New York. The rate to New York and Washington is the same, 
$1.75. For the haul from Croxton to Washington a fourth class 
rate of 38 cents was imposed. Maidens said the defendants con- 
tended that the route from El Centro to Washington via Croxton 
was not the direct route. The examiner said that the Com- 
mission, in many cases, had found that if the carriers desired 
to restrict the application of a joint rate to any particular route, 
they should do so by clear and unequivocal language. He cited 
Rose Lake Lumber Co., Ltd., vs. O. S. L., 100 I. C. C. 221, in 
support of that. 


CEREAL BEVERAGE REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Arthur Kettler in No. 
17525, Traffic Bureau-Chamber of Commerce (Lynchburg, Va.) 
vs. Manufacturers Railway (St. Louis) et al., as to the rate 
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charged on cereal beverages, carloads, from St. Louis to Lynch. 


‘burg. The beverages, the examiner said, were non-intoxicatj 


A fifth class rate of 63 cents was collected. Contemporaneous, 
over the same route, to Lone Jack, Va., or to Montview, Va, 
there was a sixth class rate of 52.5 cents, governed by Souther, 
Classification, the higher rate to Lynchburg being governed } 
Official Classification. The examiner said the rate shoul be 
found unreasonable to the extent it exceeded 61 cents and tha 


the carriers should promptly remove the fourth section de. 
partures. 





LUMBER CASE DISMISSED 


Examiner E. J. Murphy has recommended the dismissal] 
No. 17548, Home Lumber Co. vs. Louisville & Nashville et 
on a finding that the rate on lumber from Clanton, Ala, 
Roanoke, Va., imposed on shipments in the fall of 1923, wa 
not unreasonable or otherwise unlawful. It was alleged to yio. 
late the first four sections of the interstate commerce act. 


BROOM CORN RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner O. L. Mohundro in Np, 
17610, Windsor Broom Co. vs. Central Railroad Company of Ney 
Jersey et al., as to rates charged on broom corn, shipped ip 
October, 1921, from Lindsay, Elk City and Oklahoma City, to 
Hamburg, Pa. The rates were alleged to violate the first fow 
sections. The examiner said they should be found unreasonable 
to the extent they exceeded the aggregate of intermediates. 


BOILER CASE DISMISSED 


Examiner W. R. Brennan has recommended the dismissal 
of No. 18325, Kinnison Brothers vs. Chicago, Burlington & Quincy 
et al., on a finding that the charges assessed on a shipment of 
boiler and parts, from Kewanee, Ill., to Wichita Falls, Tex., in 


November, 1919, were proper Complainant contended there had 
been an overcharge. 





ENAMEL RATE UNREASONABLE 


Examiner E. J. Murphy, in No. 18288, Tennessee Furniture 
Corporation vs. Baltimore & Ohio Chicago Terminal et al., has 
recommended that the Commission find the rate on enamel, 
other than watch dial, in carloads, from Cicero, Ill. to Chattan- 
ooga, Tenn. unreasonable to the extent that the factor south of 
Cairo, Ill., of the applicable combination, exceeded the fifth class 


rate of 56.5 cents and awarded reparation, on shipments made 
in 1924, to that basis. 


RATE ON COLEMANITE 


A finding of unreasonableness, an order for the future and an 
award of reparation have been recommended by Examiner Lewis 
L. Prout in No. 18053, West End Chemical Co. vs. Los Angeles 
and Salt Lake, as to the applicable rate of 37.5 cents on many 
shipments of colemanite, from Lovell, Nev., to San Pedro and 
Wilmington, Calif.. made in the two year period prior to the 
filing of the complaint on February 16, 1926. He said the rate 
should be found unreasonable to the extent it exceeded, exceeds 
or May exceed 25 cents. 


WOODEN DOOR RATES 

Examiner Frank C. Weems, in No. 18453, American Door and 
Manufacturing Co. vs. Baltimore & Ohio et al., said the Com- 
mission should find the rates on wooden doors, carloads, from 
Hoquaim, Wash. to destinations in Trunk Line and New Eng- 
land territories unreasonable to the extent they exceeded the 
rates found reasonable in Anson, Gilkey & Hurd Co. vs. S. P., 78 
I. C. C. 495, and award reparation to that basis. Shipments in 
question were made between May 20, 1922, and November 9, 1923. 


ROUGH GRANITE RATES 


Examiner Edgar Snider has recommended the dismissal of 
No. 18097, J. P. Bourgoin & Co. vs. Montpelier & Wells River 
et al., on a finding that rates on rought granite from Groton 
and Barre, Vt. and Milford, N. H. to Elmwood, Ill. are not un- 
reasonable or otherwise unlawful. 


REDWOOD CASE DISMISSED 


An order of dismissal has been recommended by Examiner 
E. H. Kerwin, in No. 18126, Redwood Manufacturing Co. vs. 
Southern Pacific et al., on a finding that the rate charged on 
three carloads of redwood lumber from Pittsburg, Calif. to Hay- 
den, Ariz. in September 1923 was not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. 


COPPER SULPHATE RATE 
Examiner William A. Maidens has advised the Commission 
to dismiss No. 17753, Peaslee-Gaulbert Co. vs. Chicago & Alton 
et al,, on a finding that the rate charged on a carload of copper 
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sulphate shipped from Chicago to Dallas in November, 1925, was 
not ynreasonable. 


IRON PIPE REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner W. R. Brennan, in No. 
17454, Oklahoma Salvage & Supply Co. vs. Wichita Falls, Ran- 
ger & Fort Worth et al., as to rates and charges on iron pipe 
and casing from Edhobby and Jakehamon, Tex., to Okmulgee, 
Okla. The examiner said the Commission should find the rates 
of 63 cents and 59 cents, on shipments made in May and June, 
1920, unreasonable to the extent that they exceeded 44 cents. 





SHIPMENTS WERE LOGS 


In a report on No. 16786, Menasha Wooden Ware Co. vs. 
Duluth, South Shore & Atlantic et al., submitted on a statement 
of facts made by the complainant, Examiner Thurston B. Johns- 
ton said the Commission should find that the shipments in ques- 
tion, from Spur S-30, Mich., to Peshtigo, Wis., made in the 
summer of 1923, were logs and entitled to the log rate of 3.5 
cents for that part of the haul over the Mineral Range Rail- 
road. There was no dispute as to the rates over the Milwaukee 
and the North Western. 

The defendants contended that for the Mineral Range part 
of the haul the rate was 8 cents, that being the rate on pulp 
wood. The lower rate applied on saw logs. The complainant 
said the logs were of large size and cut for purposes for which 
saw logs were prepared but that owing to market conditions 
they were sold and used as pulp wood, hence the controversy. 
The logs were shipped in the form in which they were cut. 

The examiner said the character of the article shipped, but 
not the use to which it was put, determined the rate applicable. 
No conclusion other than that the articles shipped were saw 
logs, the examiner said, could be reached. He said the Com- 
mission should so find and direct refund of overcharges. 


COMMISSION LACKS JURISDICTION 


Examiner F. A. Clifford has recommended the dismissal of 
No. 18231, A. T. Pearce vs. Georgia Northern et al., on a finding 
that the loss sustained in connection with the shipment of a 
carload of watermelons from Pritchetts, Ga., to Cincinnati, O., 
in July, 1924, had not been shown to have resulted from any 
violation of the interstate commerce act. The complainant 
alleged that the billing by the Georgia Northern, contrary to 
shipping instructions, violated section 15 and resulted in the 
shipment being delayed in transit, to the extent that it arrived 
in a deteriorated condition and on a declining market. An 
award of damages amounting to $137.75 was sought. The initial 
carrier deviated from instructions and caused the car to be 
detained at Latonia, Ky., for revised instructions as to the 
correct consignee. 

The defendants admitted the error iri billing but questioned 
the jurisdiction of the Commission to award damages of the 
nature sought. The examiner said that no violation of the act 
could be predicated upon the facts shown. He said that com- 
plainants’ remedy, if any, lay in the courts. 


MISROUTING WITHOUT DAMAGE 
Examiner E. J. Murphy has recommended the dismissal of 
No. 18198, Lone Star Gas Co. vs. B. & O. et al., on a finding 
that the misrouting of a carload of internal combustion engines 
from Mt. Vernon, O., to Arab, Tex., forwarded to Ranger, Tex., 
in December, 1923, had not damaged the complainant. 


REPARATION ON CRUDE PETROLEUM 


A finding of unreasonableness and undue prejudice and an 
award of reparation have been recommended by Examiner Wil- 
liam H. Smith, in No. 18286, Pure Oil Co. vs. Chicago, Rock 
Island & Pacific et al., as to a rate of 47 cents on 37 tank 
carloads of crude petroleum shipped between July 14 and 
August 3, 1922, from Currie, Tex., to Minneapolis. He said the 
rate should be found unreasonable to the extent it exceeded 
42.5 cents, as claimed by the complainant. 


PETITIONS FOR REHEARING, ETC. 


The Baltimore & Ohio, one of the defendants in No. 16414, 
Coulbourn Fruit Co. et al. vs. Baltimore & Ohio et al., has 
asked the Commission for reconsideration and modification of 
the order therein. 

The Memphis Freight Bureau and Memphis Chamber of 
Commerce, acting for and on behalf of shippers and receivers 
of freight at Memphis, Tenn., have asked the Commission to 
modify its report and Finding 17 in Docket 13494, Southern 
Class Rate Investigation, 109 I. C. C. 300. 

The complainant in No. 15865, Florence Chamber of Com- 
merce vs. Louisville & Nashville et al., has asked the Commis- 
sion for rehearing, oral argument and reconsideration by the 
entire Commission. ; 

The complainants in No. 13374, Cascade Timber Co. and 
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Northern Coast Timber Co. vs. Director General et al., have 
asked the Commission for rehearing therein. 

The Director General, appearing in No. 9977, Chicago Live 
Stock Exchange vs. Santa Fe et al., only for the purpose of this 
motion, has asked the Commission to amend its order of Octo- 
ber 5, 1926, issued jointly in this proceeding and in No. 12614, 
Chicago Live Stock Exchange vs. Director General, as agent, 
Santa Fe et al. 

The defendants in No. 14968, The Victor American Fuel Co. 
et al. vs. Denver and Salt Lake et al., have asked the Commis- 
sion to dismiss the complainant’s petition for further hearing. 

The complainant, in No. 15501, Southland Cotton Oil Co. et al. 
vs. Alabama and Vicksburg et al., has asked for rehearing only as 
to reparation. 

The defendants in No. 12907, Arizona Cattle Growers’ Asso- 
ciation vs. Santa Fe et al., have asked the Commission to revoke 
its order therein. 

The Director-General, defendant in No. 12614, Chicago Live 
Stock Exchange vs. Director-General, as agent, Santa Fe et al., 
and appearing in No. 9977, Chicago Live Stock Exchange vs. 
Santa Fe et al., for the sole purpose of dismissing this proceed- 
ing and for no other purpose whatsoever, both of which proceed- 
ings have been consolidated, has asked the Commission to con- 
sider reparation claims herein other than those covered by the 
Commission’s reparation order of December 7, 1925, and other 
than those covered by Rule V statements now in the hands of 
the Commission, to have been abandoned, and to dismiss said 
reparation claims for lack of prosecution. 


COMMISSION ORDERS 


The Federal Valley Railroad has been permitted to inter- 
vene in finance No. 5690, in the matter of application of the 
New York Central for authority to acquire control, under lease, 
of the railroad systems of the Cleveland, Cincinnati, Chicago & 
St. Louis, the Michigan Central, and Chicago, Kalamazoo & 
Saginaw. 

The Commission has denied the motion of the New York 
Central, in finance No. 5690, in the matter of the application of 
the New York Central for authority to acquire control, under 
lease, of the railroad systems of the Cleveland, Cincinnati, Chi- 
cago & St. Louis, Michigan Central, and Chicago, Kalamazoo & 
Saginaw, to dismiss the intervening petition filed by the Ulster 
& Delaware. : 

The order entered in No. 14087, Indiana State Chamber of 
Commerce vs. Santa Fe et al., on May 10, 1926, to become effec- 
tive on October 26, and which was subsequently modified so as 
to become effective on November 25, has been further modified 
so that it will become effective on Decembr 26. 

The California-Arizona Ginners & Crushers Association, Cali- 
fornia Cotton Oil Co., San Diego Oil Products Corp., and Mutual 
Cotton and Oil Co. have been permitted tointervent in No. 18405, 
Interstate Cotton Refining Co. vs. Chicago, Burlington & Quincy 
et al. 

The Commission has permitted the Rubber Association of 
America, Inc., to intervene in No. 18762, Continental Rubber 
Works vs. New York, Chicago & St. Louis et al. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 766, Reading & Columbia et al.; 
valuation No. 784, in re valuation of Louisiana Western; and 
valuation No. 883, Morgan’s Louisiana & Texas R. R. & S. S. Co. 

The California-Arizona Ginners & Crushers Association, Cali- 
fornia Cotton Oil Company, San Diego Oil Products Corporation 
and Mutual Cotton & Oil Company have been permitted to in- 
tervene in No. 18379, Texas Cottonseed Crushers’ Association 
et al. vs. Aberdeen & Rockfish et al. 

The Chicago Association of Commerce has been permitted 
to intervene in No. 18735, the Grand Forks Commercial Club vs. 
Ahnapee & Western et al. 

The American Bridge Company, American Sheet & Tin Plate 
Company, American Steel & Wire Company, Carnegie Steel Com- 
pany, and National Tube Company have been permitted to inter- 
vene in No. 18688, Inland Steel Co. et al. vs. Akron, Canton & 
Youngstown et al. 

The Commission has permitted the North Pacific Millers’ 
Association, Oakland Chamber of Commerce, Sperry Flour Com- 
pany and California Farm Bureau Federation to intervene in No. 
18669, Southwestern Millers’ League vs. Santa Fe et al. 

The Otis Steel Company, Mansfield Sheet & Tin Plate Com- 
pany, and American Institute of Steel Construction have been 
permitted to intervene in No. 18548, Jones & Laughlin Steel 
Corp. vs. Alton & Eastern et al. 

The order entered in No. 17012, H. B. Wilgus et al. vs. Penn- 
sylvania et al., on June 30, 1926, is vacated and set aside, and 
the following substituted therefor: 


This case being at issue upon complaint and answers on file, and 
having been duly heard and submitted by the parties, and full in- 
vestigation of the matters and things involved having been had, and 
said division having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which said report 
is hereby referred to and made a part hereof: 

It is ordered, That defendant, Erie Railroad Company be, and it 
is hereby, notified and required to cease and desist on or before No- 
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vember 15, 1926, upon notice to this Commission and to the general 
public by not less than five days’ filing and posting in the manner 
prescribed in section 6 of the interstate commerce act, and_ there- 
after to abstain from publishing, maintaining, or applying rules and 
regulations governing reconsignment of carload shipments of lumber 
at Paterson, N. J., which provide for the collection of a reconsign- 
ment charge in addition to the published rates to and from that point. 

It is further ordered, That the above named defendants’ according 
as they participated in the transportation, be, and _they are hereby, 
authorized and directed to pay unto complainant H. B. Wilgus, as 
successor in interest of Stroud & Wilgus, on or before November 
15, 1926, the sum of $6.30, with interest thereon at the rate of 6 per 
cent per annum from May 12, 1923, as reparation on account of an 
unreasonable reconsignment charge exacted for the transportation 
of a carload of lumber from Philadelphia, Pa., to Broadway station, 
Paterson, N. J. 


Wm. Cameron & Co., Inc., has been permitted to intervene 
in No. 18513, Little Rock Chamber of Commerce vs. Chicago, 
Rock Island & Pacific et al. 

The order entered in No. 14781 (and Sub. Nos. 1 to 3 inclu- 
sive), Oklahoma Traffic Association et al. vs. Alabama Great 
Southern et al., on July 9, 1926, which was by its terms to be- 
come effective on October 28, 1926, as modified to become effec- 
tive on November 29, 1926, and December 28, 1926, respectively, 


has been further modified so that the second paragraph shall 
read as follows: 


“It is ordered, That said defendants, according as they partici- 
pate in the transportation, be, and they are hereby, notified and 
required to cease and desist, on or before December 28, 1926, and 
thereafter to abstain, from publishing, demanding, or collecting for 
the transportation of sugar, in carloads, from Acadia, Addis, Adonis, 
Alabania, Algiers, Alice C, Allendale, Alonzo, Anchorage, Angola, 
Ardoyne, Armant, Augusta, Baton Rouge, Bayou, Goula, Belle Alli- 
ance, Belle Grove, Belle Helene, Belleview, Bernan, Bessie K, Bille- 
aud, Bob Acres, Bunkie, Caffery, Camperdown, Capitan, Catherine, 
Chamberlin, Charlotte, Chattsworth, Cherry Grove, Cinclare, Co- 
lumbia, Cosa Natural, Cottonport, Cypremort, Delaware, Delcambre, 
Dennison, Devalls, Dolsen, Donaldsonvi:te, Dora Spur, Edgard, Ellen- 
dale, Ellington, Elmer, Elm Hall, Erath, Erwinville, Franklin, Frell- 
sen, Georgia, Glenwood (Assumption Parish), Glynn, Gold Mine, 
Gouldsboro, Gramercy, Greenwood, Grosse Isle, Grosse Tete, Half Way, 
Helvetia, Himalaya, Houma, Kessler, Killona, Labadie, Lafayette, 
Laura, Laurel Ridge, Leighton, Lida Grove, Little Texas, Lobdell, 
Lockport, Longwood, Lucerne, Lula, Luling, McCall, Magnolia, Mar- 
tin, Mary, Maryland, Meekers, Monroe Switch, Munsons, Myles Spur, 
Myrtle Grove, Napoleonville, New Hope, New Orelans, Norco, North 
Baton Rouge, Oakley (Assumption Parish), Opelousas, Paincourth- 
ville, Plaquemine, Port Allen, Port Chalmette, Raceland, Rebecca, 
Reserve, Roger, Rosedale (iverville Parish), Ruth, St. Delphine, St. 
James, St. Louis Plantation, Shadyside, Sherburne, Shirley, Shrews- 
bury, Smithfield, Sorrento, Southdown, Star Spur (Assumption Par- 
ish), Star (Avoyelles Parish), Sterling, Sterling Junction, Tallyho 
Spur, Terre Haute, Texas Plantation, Thibodaux, Three Oakes, 

nele Sam, Union Plantation, Vacherie, Waterford, Waterloo, Wau- 
bun, Webre’s Spur, Westfield, White Castle, Woodside, and Youngs- 
ville, La., and from Sugarland and Texas City, Tex., to points in 
Oklahoma, rates which shall respectively exceed the rates subject 
to the carload minimum weight prescribed in the next succeeding 
parapraph hereof:” 


The order entered in No. 16687, Hansen-Peterson Co. vs. 
Santa Fe et al., on June 30, has been amended, by supplemental 
order, by adding to the title the names of the following defendant 
earriers: Central California Traction Co.; Chicago, Milwaukee 
& St. Paul and H. E. Byram, Mark W. Potter and Edward J. 
Brundage, Receivers; Chicago Great Western; Chicago & North 
Western; Fresno Interurban; Illinois Central; The Minneapolis 
& St. Louis and W. H. Bremner, Receiver; Minneapolis, St. Paul 
& Sault Ste. Marie; Northern Pacific; Sacramento Northern; 
Wabash; and The Western Pacific. 

The Commission has reopened, for further hearing, at such 
time and place as it may hereafter direct, No. 9702, Memphis- 
Southwestern Investigation and cases grouped therewith, and 
No. 14617, Acme Brick Co. et al. vs. Alabama & Mississippi et al., 
and cases grouped with it, solely on the question of applying 80 
per cent of the standard rates on common brick within a radius 
of 150 miles. 

The Chamber of Commerce of Shreveport, La., and Louis- 
iana Public Service Commission have been permitted to inter- 
vene in No. 18702, Tennessee-Arkansas Gravel Co. vs. Missouri 
Pacific. 

The United States Gypsum Co. has been permitted to inter- 
vene in No. 18693, Standard Gypsum Co. vs. Union Pacific et al. 

Albers Bros. Milling Co. has been permitted to intervene in 
No. 18669, The Southwestern Millers’ League vs. Santa Fe et al., 
The order entered in No. 15428, Iola Cement Mills Traffic Asso- 
ciation et al. vs. Arkansas Valley Interurban et al., No. 15744, 
Nebraska Cement Co. vs. Arkansas Valley Interurban et al., and 
No. 15727, Oklahoma Portland Cement Co. vs. Arkansas Valley 
Interurban et al., on July 17, which was by its terms made effec- 
tive October 12, 1926, and subsequently modified so as to become 
effective on November 12, has been further modified so that it 
will become effective on December 13, 1926, instead of on No- 
vember 12, 1926. 

The order entered in No. 16544, White Eagle Oil & Refining 
Co. vs. Denver & Rio Grande Western et al., on June 2, 1926, 
which was by its terms made effective July 26, 1926, as subse- 
quently modified by orders dated July 15 and August 17, 1926, 
to become effective on October 26, has been modified so that it 
will become effective November 10. 

The Commission has denied the petition of complainant in 
No. 15594, Hutchinson Paper Co. vs. Texas & New Orleans et al., 
for reopening. 
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The Commission has reopened for oral argument at Such 


time as it may hereafter direct, as to section 6, No. 15724 (an souri Pack 
Sub. No. 1), Indian Refining Co., Inc., vs. Louisville & Nashville pot pI 000 
et al. or 9), 1 

The Commission has denied the petition of complainay, whe, 
in No. 16108, Consolidated Cut Stone Co. et al. vs. Santa Fe «, authery el 


al., and No. 16478, same vs. same, for reopening for further ut the Co 


consideration upon the record, as made. The 3 

The petition of defendant, Gulf, Mobile & Northern Railroag ee ( 

for rehearing, reargument, or reconsideration in No. 17064, Three. ™ The i 

foot Brothers & Co. vs. Gulf, Moble & Northern et al., has been and ot 
. denied. conse 

The Commission has denied the petition of complainant in extension 


No. 17193, Lindsley Brothers Co. vs. Great Northern et al, fo; 
rehearing and reargument. 


The petition of the Hannibal, Mo., Shippers’ Association : The. 


for reconsideration and modification of the order in I. and §, yy the ape! 
2596, Bituminous Coal from Illinois to Iowa, Illinois and Mi. BH jhe Tan 
souri, has been denied. vuthorit 

The Commission has denied the petition of respondents jy by arant 


I. & S. No. 2646, Milk and Cream between points in the North. 0 
west, for reargument. : The 


The orders entered in No. 16419, Federated Metals Corp. — applied 
ration vs. Central Railroad of New Jersey et al., and I. ands © for a ri 
No. 2416, terne metal from eastern points to Eastern and (ep. in Cam 
tral territory, on June 30, 1926, which were by their terms made bs 
effective September 25 and August 20, 1926, respectively, ang te.quisi 
subsequently modified so as to become effective on Novembe & pany e 
20, 1926, are modified so that they will become effective on Jap. B certifie 
uary 20, 1927, instead of on said November 20, 1926. assume 

The order entered in No. 17262, J. Nooney & Co., Inc., ys, = of the 
Pennsylvania et al., on September 8, 1926, which was by its B 
terms made effective November 10, 1926, is modified so that it P- 
will become effective on January 10, 1927, instead of on gaii — 
November 10, 1926. a t 

The order entered in I. and S. No. 2521, potatoes from — °° 
Southeastern and Carolina territories to northern and western — “a 
points, on September 29, 1926, which was by its terms made — ”: $8 
effective November 1, is modified so that it will become effective P_ and | 
on December 10, 1926, instead of on said November 1, 1926. have 

The order entered in No. 12535 (and Sub. No. 1), Fairmont iy ~" 
Creamery Co. vs. Director-General, as agent, Santa Fe et al., on § to fe 
August 17, 1926, is amended nunc pro tune, by striking out the [> as X 
words “Beatrice Creamery Company” and inserting in lieu > | 
thereof the words “Fairmont Creamery Company,” but that in P) No. 
all other respects the order shall continue in full force and effect. PF) ‘Ne, 

The order entered in No. 13758, Ridenour-Baker Mercantile aie 
Co. et al. vs. Santa Fe et al., on March 7, 1924, as modified on BH 9656 
July 12, 1926, is further modified by eliminating the words “sub- — Pa 
ject to a minimum of 36,000 pounds,’ appearing in line 10 on © pe 


page II of said order of March 7, 1924, and adding the following: P can 
“It is further ordered, That the rates on this traffic to Oklahoma ) 


destinations shall be subject to the same minimum as are con- 1 je 
temporaneously maintained in connection with the corresponding > 
rates to Kansas destinations.” p 633 

The Commission has denied the defendants’ petition for P No 
rehearing in No. 15012, the Richmond County Coal Merchants — 
Association et al. vs. Baltimore & Ohio et al. % 

The Commission has reopened for further hearing, at such P tw 
time and place as it may hereafter direct, No. 15270, A. Spates 26 
Brady vs. Baltimore & Ohio et al., on the question of damages > m 
sustained by complainant during the period from October 14, F- FE 
1922, to April 1, 1923, by reason of the unlawful acts and prac- fo 
tices of defendants regardless of whether they were violations [ tc 


of section 3. 

The effective date of the order entered in No. 16323 (and 
Sub. Nos. 1 to 3, inclusive), Scott County Milling Co. et al. vs. © il 
Butler County R. R. et al., on July 12, 1926, as subsequently i 


modified, is postponed until the further order of the Commission. a 5 
The Commission has reopened for the purpose of receiving [- 
testimony relative to changes in the engineering report of Ne- | . 


vada County Narrow Gauge Railroad, particularly with respect x 
to Accounts 3, 5, 6, 8, 9, 10, 11, 12, 16, 17, 20 and 35, valuation P 
No. 313, Nevada County Narrow Gauge Railroad, assigning | 
same for further hearing in Washington, D. C., November 22, at 

10 o’clock a. m., before Examiner Potter. 

The Commission has reopened, for the purpose of receiving 
testimony relative to changes in the engineering report on 
Tonopah & Goldfield, Valuation Docket 74, Tonopah & Goldfield, 
particularly with respect to Accounts 1, 3, 8, 9, 10, 11, 12, 16, 
17, 18, 20, 35, and 48, and has assigned same for further hearing 
November 29, at 10 o’clock a. m., Washington, D. C., before Ex- 
aminer Hays. ; 

The Tennessee Products Corporation and Bon Air Chemical 
Co. have been permitted to intervene in No. 18355, Virginia Pig 
Iron Association vs. Chesapeake & Ohio et al. 





UNCONTESTED FINANCE CASES 


_ The Missouri Pacific has been authorized to procure the authen- 
tication and delivery of $20,345,000 of 5 per cent first and refunding 
mortgage bonds and to pledge and repledge them, from time to time, 
as collateral security for short term notes. 

By a supplemental order the Commission has authorized the Mis- 
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, pacific to procure authentication and delivery of only $30,701,- 
sour | first and refunding 6 per cent gold bonds, series E, instead of 
a 317 000 of such bonds as originally authorized by an order entered 

’ ? 95 
May, 2 Gulf, Mobile & Northern has been authorized to procure 
hentication and delivery of $500,000 of first mortgage gold bonds 
8 held in the company’s treasury subject to the further order 
: nission. 
of tne Missouri Pacific has been authorized to construct a branch 
+. in Garland county, Ark., from Hot Springs northwesterly for a 
Te we of about twelve miles. ; 
disthe Twin Branch Railroad Co. has_been authorized to acquire 
and operate a line of railroad in St. Joseph county, Ind., and to 
amstruct an extension thereof. , 
= The Cisco & Northeastern has been authorized to construct an 
extension of its line in Stephens and Throckmorton counties, Tex. 


FINANCE APPLICATIONS 


The Seaboard Air Line has filed the applications referred to in 
the application of the Jacksonville, Gainesville & Gulf Railway (see 
Traffic World, Oct. 23) for authority to take over the property of 
the Tampa & Jacksonville Railway Company. The Seaboard asks 
authority to acquire control of the Jacksonville, Gainesville & Gulf 
py purchase of its capital stock and also to assume. liability as 
guarantor or endorser of the proposed first mortgage bonds of the 
Jacksonville, Gainesville & Gulf. f A 
“The San Antonio and Aransas Pass Railway Company has 
applied for authority to construct an extension from Harlingen 
to Brownsville, Tex., a distance of 30 miles, to provide an outlet 
for a rich agricultural section on the north side of the Rio Grande 
in Cameron county, Tex. ' 

The New York, New Haven & Hartford has applied for authority 
to issue $4,995,000 of equipment trust certificates in connection with 
acquisition of passenger train equipment and locomotives. The com- 
pany asked for a hearing on the question of the price at which the 
certificates should be sold. 

The Louisville & Nashville has asked authority, as lessee, to 
assume obligations with respect of approximately $600,000 of securities 
of the Cumberland & Manchester. 


CHICAGO SWITCHING RATES 


The Commission, by division 2, in the first supplemental 
order to I. and S. No. 2780, Iron and Steel Between Points in the 
Chicago Switching Districts (see Traffic World. October 23, 
p. 931), has suspended additional tariffs naming rates on iron 
and steel, from October 28 to February 27. Some of the tariffs 
have effective dates later than October 28. All have been set 
down for consideration in the hearing at Chicago, November 9, 
to be held by Examiner Faul. The additional suspensions are 
as follows: 





Chicago and Eastern Illinois Railway Company: Supplement 
No. 34 to I. C. C. No. 131, on page 4 thereof, in Item No. 15-E, 
the character ‘“‘©”’ reference mark and the explanation thereof ap- 
plicable on iron and or steel articles; 7 

Chicago and North Western Railway Company: I. C. C. No. 
9656, on page 14 thereof, the provisions shown as applicable on 
“Tron and Steel Articles’; on page 15 thereof, in Items 2 and 3-A, 
the provisions shown as applicable on “Iron and Steel Articles’; 
and on title page thereof the cancellation notice insofar as it 
cancels schedules continued in effect by reason of this suspension; 

Indiana Harbor Belt Railroad Company: ©. ©. Ne. Ts, on 
title page thereof, the character 1 encircled reference mark and 
the explanation thereof; 

The Michigan Central Railroad Company: Supplement No. 
38 to I. C. C. No. 5653, on page 3 thereof, Items Nos. 5-C and 10-C; 
Supplement No. 23 to I. C. C. No. 5657, on page 16 thereof, Items 
Nos. 13 and 14. 


The Commission, in I. and S:. No. 2780, Iron and Steel Be- 
tween Points in the Chicago Switching District; I. and S. No. 
2658, Iron and Steel Between Points in Illinois Freight Com- 
mittee Territory, and I. and S. No. 2713, Iron and Steel Articles 
From Brazil and Terre Haute, Ind., to Chicago, has put out the 
following notice in connection with the hearing on those cases 
to be held by Examiner Faul at Chicago on November 9: 


With a view to providing an adequate record it is requested that 
the respondents and protestants be prepared to furnish at the hear- 
ing in Chicago, lll., on November 9, 1926, the data called for below, 
in addition to such other evidence as may appear pertinent to the 
proceedings: 

*To be furnished by carriers: 
ai on The shortest haul on iron and steel articles in the Chicago 
istrict. 

a mJ The longest haul on iron and steel articles in the Chicago 
istrict. 

ai oa The average haul on iron and steel articles in the Chicago 
istrict. 

(ad) The information called for in (a), (b) and (c) should be 
subdivided for one-line hauls, two-line hauls and three or more line 
hauls if possible. In submitting the data under (c) the tonnage should 
be given consideration and as accurate as possible an estimate be 
submitted of the weighted average haul not only for one-line, two- 
line and three or more line hauls separately, but for the average in 
the district as a whole. The answers should include all territory to 
which the carriers’ proposed rates are to apply whether they are 
ordinarily considered to be within the Chicago district or otherwise. 

(e) How the two and three or more line rates divide between 
the respéctive carriers. 

_ (f) Full description of the methods of handling the traffic, includ- 
ing the setting of cars, movement to destination and removal of car 
after unloading, if any. 

.(g) tCost data with respect to the movement of iron and steel 
articles within the Chicago district (including interest on invest- 
ment), covering the average one-line haul, the average two-line haul, 
the average three or more line haul, also the general average haul, 
each separately if possible. 

_ _(h) What factors make the cost of a switching haul in the Chicago 
district greater or less than an average road haul of the same length 
in Illinois or Indiana in the vicinity of Chicago. (Cover only com- 
plete local movements and do not include movements in connection 
with road hauls from or to points without the district). 

(i) Is a local switching haul, as described in the preceding para- 





THE TRAFFIC WORLD 





997 


graph, of a given length more or less expensive in the aggregate than 
a road haul of the same length, Give full data supporting answer. 
*To be furnished by protestants: 

(j) Full description of the competitive situation as between iron 
and steel industries within the district and between industries in the 
district, on the one hand, and Gary, Ind., Chicago Heights, Ill., Pitts- 
burgh, Pa., Terre Haute, Ind., etc., on the other. 

(k) Average value, average loading and transportation conditions 
of the iron and steel articles under consideration. 





*This, of course, will not preclude other parties from furnishing 
data on these questions. 
tIf actual figures are not available give best estimate. 


TENTATIVE VALUATION REPORT 


The Sussex Railroad Company (New Jersey), as of June 30, 1918, 
total owned, $1,075,000; total used, $1,082,700. 


FINAL VALUATION REPORTS 


Valuation Docket No. 12, Missouri Southern Railroad Company, 
opinion No. B-376, 114 I. C. C. 795-811, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $813,640, and of property used but not owned, $129, as 
of June 30, 1914. 

Valuation Docket No. 200, Lake Superior and Ishpeming Railway 
Company, opinion No. B-378, 116 I. C. C. 1-26, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $4,831,350, and of property used but not owned, 
$1,222, as of June 30, 1916. 

_ Valuation Docket No. 572, Grasse River Railroad Corporation, 
opinion No. B-380, 116 I. C. C. 40-50, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $224,510, and of property used but not owned, $2,304, 
as of June 30, 1918. 

Valuation Docket No. 753, Cassville and Western Railroad Com- 
pany, opinion No. B-382, 116 I. C. C. 63-71, final value for rate-making 
purposes of property used for common carrier purposes but not owned 
found to be $38,200, as of June 30, 1918. We: 

Valuation Docket No. 605, Bartlett Western Railway, opinion 
No. B-383, 116 I. C. C. 71-81, final value for rate-making purposes 
of property owned and used for common carrier purposes found to 
— and of property used but not owned, $4,400, as of June 

Valuation Docket No. 742, Wyandotte Southern Railroad Company, 
opinion No. B-388, 116 I. C. C. 137-150, final value for rate-making 
purposes of property owned and used for common carrier_ purposes 
found to be $100,953, and of property used but not owned, $20,000, 
as of June 30, 1918. : . 

Valuation docket No. 609, Rural Valley Railroad, opinion No. 
B-381, 116 I. C. C. 51-62, final value, for rate-making purposes of 
property owned and used for common carrier purposes, found to be 
a and of property used but not owned, $315,000, as of June 30, 
1917. 


FORD TO BUY D. & I. STOCK 


Arrangements have been made to sell at par for cash the 
entire issue of $2,972,200 of common carital stock of the Detroit 
& Ironton, authorized by the Commission, to Henry Ford, presi- 
dent of the D. & I., or his assigns, according to the report of the 
Commission, by division 4, in Finance Docket No. 5200, Stock 
of Detroit & Ironron Railroad. 

The report set forth that, by a previous order, the D. & I. 
was authorized to construct a line of railroad 15 miles long from 
Springwells, or Fordson, to Flat Rock, Mich. The company was 
also authorized to issue and sell at par $1,000,000 of stock, the 
proceeds to be used for construction of the road. Continuing, 
the report said: 


The applicant represents that the cost of constructing the line 
mentioned above was considerably more than that originally esti- 
mated, and it therefore seeks authority to issue $2,972,200 of ad- 
ditional capital stock to cover the increased cost of construction. 
The applicant cites as reason for such increased cost the use of 
electric instead of steam power, and the rapid industrial development 
of the Detroit district and the consequent desirably of a _ double- 
track main line of better materials and construction throughout, all 
of which were stated as effecting reductions in maintenance charges. 

The applicant’s balance sheet as of July 31, 1926, shows invest- 
ment in road and equipment $5,265,055, other investments $7,571,442, 
total current assets $3,080,700, capital stock. $1,000,000, long-term 
debt $1,000,000, and total current liabilities $13,644,444. The latter 
amount includes a liability of $9,937,500 for adjustment bonds of the 
Detroit, Toledo & Ironton Railroad Company in the principal amount 
of $7,571, 442 and accrued interest thereon to April 1, 1925, amounting 
to $2,366,058. These bonds are held by the applicant under contract 
for purchase. 

Arrangements have been made to sell the entire issue of stock 
at par for cash to Henry Ford or his assigns. 


W. & L. E. BRIEFS STRICKEN 
The Traffic World Washington Bureau 


The Commission, by division 1, has stricken from the record 
the briefs in the Wheeling & Lake Erie valuation cases about 
which a storm was raised by counsel for the Bureau of Valuation 
by filing a motion to strike the brief of the protestants. The 
latter asked for hearing on the bureau’s motion. The Commis- 
sion ignored that, disposing of the whole matter by striking 
both and directing the bureau and the carrier to confine their 
arguments to the merits of the case. 

Disposition of the matter was made immediately upon the 
division entering the hearing room on October 25 to hear argu- 
ments on the valuation cases. Speaking for his colleagues, Com- 
missioners Aitchison and Lewis, Commissioner Meyer said: 


Division has given careful consideration to the motion filed by 
the bureau of valuation to strike from the files the brief of pro- 
testants because of alleged scandalous and disrespectful language 
therein, and has considered as well the answer made by protestants 
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to such motion, The division has examined the briefs filed in this 
proceeding, namely, the opening brief for the protestants, the answer 
of the bureau of valuation, and reply brief of protestants. 

With respect to such briefs the division finds that the answer 
brief of the bureau of valuation and the reply brief of the protes- 
tants both contain language scandalous and disrespectful to opposing 
counsel and individuals, and that they have been used as a medium 
for the conveyance of disrespect and professional discourtesy to 
opposing counsel and witnesses. 

YS 


he division further finds that much of the matter to which 
protestants have taken exception should properly have been brought 
to the attention of the Commission in the opening brief of the pro- 
testants, and should not have been reserved for reply. 

Upon consideration, the division finds and hereby orders that 
the answer brief of the bureau of valuation and the reply brief of 
the protestants shall both be stricken from the files, and shall be 


returned by the secretary of the Commission to the parties who filed 
the same. 


In connection with the oral argument which is about to be heard, 
the Division admonishes counsel that regardless of anything which 
may have transpired before an examiner of the Commission, the 
Commission insists in this proceeding that the presentation to be 
made, whether by written or oral word, must be respectful to the 
Commission, to employes thereof, to opposing counsel, and to other 
individuals, and that no deviation from this rule will be tolerated. 
Please proceed to argue the merits of the case. 

Asserting that the Commission’s Bureau of Valuation did 
not come before the Commission with clean hands, in valuation 
docket No. 396, pertaining to the tentative valuation of the 
property of the Wheeling and Lake Erie, and No. 480, pertaining 
to the similar valuation of the property of the Lorain & West-Vir- 
ginia, attorneys for those companies, W. R. Van Campen, Atlee 
Pomerene, Robert F. Denison, Andrew P. Martin and Paul L. Hol- 
den, in reply to the bureau’s motion to strike the reply brief of 
the protesting railroads, declare that the motion should, therefore, 
be denied. They also ask for a hearing on the motion to strike. 
They asserted that an examination of the record would disclose 
that the Bureau’s counsel “inducted into the case at the con- 
clusion of the first hearing, not only initiated a series of personal 
attacks and misrepresentations which were directed against 
protestants’ witnesses and counsel alike during the hearing, 
but without provocation on the part of the protestants con- 
tinued it throughout the Bureau’s brief.” 

“The protestants, in their principal brief, chose to ignore 
the treatment accorded their witnesses and counsel throughout 
the hearing rather than dignify the clearly objectionable prac- 
tice of Bureau’s counsel by making it an issue in the case,” 
said protestants’ counsel. “However, the Bureau’s brief was 
found to be only a continuation of the same offensive tactics 
which had been employed throughout the hearing, thereby 
forcing an issue bearing on the couduct of Bureau’s counsel, 
into the case, and protestants submit that it is only legitimate 
and proper criticism by the protestants contained in their reply 
brief against these offensive practices on the part of the Bureau’s 
counsel to which the Bureau now takes exception in its motion 
to strike from the record the reply brief for protestants.” 

They said that had the Bureau been content to devote 
itself to answering the carriers’ principal brief, there would 
have been no call for a motion to strike. However, they said, 
the Bureau having elected to intersperse its presentation and 
arguments on the facts with personalities and attacks directed 
against the motives, character and reputation of the protestants’ 
witnesses, officials and counsel there was no choice left them 
other than to answer the Bureau’s brief or move to strike it 
from the records. Preferring to answer the Bureau’s argument 
on the merits of the case, as well as to meet the personal 
attacks contained in the Bureau’s brief, they said they elected 
to reply to it. While they said they entertained a high regard 
for the personnel and counsel of the Bureau, that feeling they 
said could not prevent the protestants taking sharp issue with 
the Bureau or any of its personnel when the efforts of the 
Bureau were being misdirected by certain of its counsel in a 


personal attack rather than in meeting the issue properly 
before it. 


Noting that the bureau in its motion to strike alleged that 
the language used in the reply brief has been “used to destroy 
the effectiveness of the work of the witnesses and attorneys 
of the Bureau of Valuation” the protesting railroad attorneys 
urged upon the Commission the propriety of their reply brief 
as a medium for destroying the effectiveness of the work of 
the witnesses and attorneys of the Bureau in so far as the 
efforts of such witnesses and such attorneys appeared, by the 
record, to be unethically and improperly directed. It was only 
to such improper practices, they said, that their reply brief 
was directed. They thought proper, however, to direct the 
attention of the Commission to a few “of the many instances 
throughout the course of the hearing in which the improper 
remarks and unfair tactics indulged in by bureau’s counsel, 
served to engender and foster the bitterness which is reflected 
in the brief of the Bureau of Valuation.” 

Among the things to which they called the attention of 
the Commission was the misuse of a traffic count made on the 
east and west sides of Ontario street in Cleveland, in September 
and October, 1925, to show the value of land on that street owned 
by the protesting railroads, as of valuation date in 1918. The 
attorneys asserted that, time and again, they had pointed out 
that the count could not be representative of conditions in 1918 
because at the time it was made, one side of Ontario street 
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was fenced off on account of the construction of the new Union 
station in Cleveland, which was not under construction ip 1918 
They said the bureau used the small showing of traffic on the 
side of the street that had been fenced off to show that th. 
property on the fenced off side was not as valuable as Property 
on the other side notwithstanding the fact that the differenc 
in conditions had been pointed out. 

As illustrative of the “insulting and scurrilous matter ¢op. 


tained in the bureau’s brief,’ the Cleveland attorneys Offereg 
the following quotations: 


The same character of deliberate and misleading statemen 
have heretofore been noted are present in the carrier’s ana] 
this transaction. 

Witness Cragin is such a high-class expert that he could 
sonally investigate the records. 

Here is exhibited the same deliberate and studied atte 


— the Commission that has heretofore repeatedly been 
out. 


ts that 
YSis of 


n’t per. 


Mpt to 
brought 
He (Cragin) jumps from one theory to another like a mountain 
goat from crag to crag. 

So our first inquiry goes to the statements and evidence of 
Cragin, the star witness, the leader of the three wise men fron 
the west, not the east, that attempt to instruct the Commission jp 
its duties in the valuation of this carrier’s land, and we propose now 
to show his inconsistencies, his errors, his miscalculations, and, to 
put it mildly, to show his misrepresentations. 

As stated in our brief, discussing the Cleveland valuation, the 
valuation of the carrier lands at Huron must either stand or fai 





ver 
upon the testimony of their star witness Cragin; his alleged appraisal — = ert 
is so theoretical and conjectural that it does not merit serious cop- %. liv | 
sideration. His testimony reads like a prospectus for a get-rich. PB fact 
quick promotion scheme; it is erroneous, contradictory, misleading J) (Chap 
and replete with misrepresentations. x ( 
_ The whole of this witness’s testimony on the subject of Huron : 
is the greatest piece of imagination that was ever developed by J ship] 
the wildest conjurer— that was ever offered as evidence under oath s Com 
before any tribunal—and does not merit the consideration we have Be Com 
given to it in this brief. a 0 
If we may be pardoned for making this reference, Witness Hiett F in | 
reminds us of a magician with one silk hat from which he produces ES expi 
innumerable articles, the difference being that Witness Hiett takes ES in 
Sales 16 and 16-A and produces any unit necessary for his purpose. cs in $ 
It will be noted that the carrier’s witness did not mention or — filed 
use Cleveland in his comparison of values to get this high value for J S. F 
Huron, on his steel plant theory. The reason is simple and so con- Re 
clusively appears from the record that we can not refrain from 
calling it to the Commission’s attention as another illustration of JF dep 
this witness’s perfidy, misrepresentation, and attempt to mislead the ba 
Commission. 
& stal 
The railroad lawyers, in justification of their remark that 
“the campaign of villification of bureau’s counsel was by no fF it i 
means limited to an attack upon Mr. Cragin (a real estate Fo —1 
witness) as witness the following cowardly attack, submitted [J 
the following taken from the Bureau’s brief: Pt kn 
We think it is pertinent here to point out that witness Hiett 4 oe 
is a millionaire and owns a great deal of property in Toledo; that a it) 
witness Cragin claims to represent $3,000,000 worth of property in x 
Cleveland, a large part near the carrier’s lands; that witness Feller # cal 
is a half millionaire, at least, and owns a large amount of property Bs - 
in Canton. z 
As real-estate dealers and owners, is it to their interest to see ‘ an 
that the carrier’s lands are given a high or low valuation; Does the 3 sit 
value of the carrier’s lands affect the value of their own lands; Bs 
; Are men who have been and are the biggest real estate dealers a 
in the country anxious to discredit the work of the Bureau’s land ce su 
section when the several real-estate boards of the country have en- a pr 
deavored to be employed for this work? 4 
_ We say no man can read their testimony without becoming con- i 
vinced that they were deliberately attempting to secure an exorbi- 4 re 
tant and excessive valuation of the carrier’s land. g cl 
4 0 
CHANGES IN DOCKET 7 , 
Argument in No. 16809, Carson, Pirie, Scott & Co. et al. vs. ; r 
A. T. & S. F. Ry. et al., and No. 16944 (and Sub. Nos. 1, 2 and 3), & rt 
Armstrong Cork Co. vs. Penna. R. R et al, assigned for October I 
26, at Washington, D C., was canceled. 


Hearing in No. 18163, National Association of Waste Ma- 
terial Dealers, Inc., vs. Aberdeen & Rockfish R. R. et al., as- 
signed for October 28, at Washington, D. C., was canceled and 
reassigned for January 5, at Washington, D. C. 

Hearing in I. and S. No. 2769, extract from Lynchburg, Va, 
to New England territory, assigned for October 29, at Lynch- 
burg, Va., before Examiner Brennan, was canceled. 

Hearing in No. 18175, Baltimore Chamber of Commerce vs. 
A. A. R. R. et al., assigned for October 29, at Washington, D. C., 
before Examiner Peterson was postponed. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has announced that it has been decided 
to place docket No. 18758, Norton & Ellis, Inc., vs. Nashville, 
Chattanooga & St. Louis et al., on the Commission’s modified 
procedure docket. 

Commissioner Meyer has announced that it has been decided 
to withdraw No. 17932, Amicon Fruit Company et al. vs. Ala- 
bama & Vicksburg et al., from the modified procedure docket. 
The case will be set down for hearing in due course. 





REIMBURSEMENT OF DEFICIT 
The Commission has certified to the Secretary of the 
Treasury that $12,089.80 is due the Marcellus & Otisco Lake 
Railway Company under section 204 of the transportation act. 
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Miscellaneous Decisions | 
Traffic Cases Recently Decided by State and Federal Courts 


j (Digests taken from Re and Digests of National Reporter i 
" 


| 

porters 

\ System, published by West Publishing Co., St. Paul, Minn. 
} Copyright by West Publishing Co.) 

t 





REGULATION OF COMMON CARRIER 
(Court of Appeals of Alabama.) In suits to recover for 


undercharge on interstate shipments, federal statutes control, 
put state courts follow their own judgment unless statutes have 
been construed by United States Supreme Court. (Louisville & 
N. R. R. Co. vs. A. N. Chappell & Co., 109 Sou. Rep. 573. 

il Where one is known to act in representative capacity in 
contracting with another, he may not be held individually 
liable.—Ibid. 

Delivering carrier cannot sue consignee for undercharge on 
interstate shipment where latter is agent for consignee and such 
fact is known to carrier.—Ibid. 

(Supreme Court of Alabama.) Delivering carrier may re- 
cover of consignee for undercharge on interstate shipment de- 
livered to consignee, though latter is agent for consignor, which 
fact is known to carrier. (Louisville & N. R. R. Co, vs. A. N. 
Chappell & Co., 109 Sou. Rep. 574.) 

(Circuit Court of Appeals, Eighth Circuit.) Failures of 
shippers, prosecuting claims for reparations before Interstate 
Commerce Commission and later before courts, under Interstate 
Commerce Act, sec. 16 (Comp. St. sec. 8584), to file such claims 
in pending receivership proceedings against railroad before 
expiration of time for filing claims fixed by interlocutory decree 
in such proceedings, held not laches, barring recovery on claims 
filed after favorable judgment in courts. (Spiller vs. St. Louis- 
S. F. R. R. Co., 14 Fed. Rep. (2nd), 284). 

Laches is an equitable doctrine, not controlled by, 
dependent on statutes of limitation.—Ibid. 

Applicability of doctrine of laches is dependent on circum- 
stances of each particular case.—Ibid. 


Mere lapse of time, without appearance of anything making 
it inequitable to grant relief sought, does not constitute laches. 
—Ibid. 

Laches cannot exist against a party who has not legal 
knowledge of facts affecting his rights.—Ibid. 

Doctrine of laches is to assist and not defeat justice; hence 
it is determined by considerations of justice.—Ibid. 

A party responsible for or who has contributed to delay 
cannot interpose defense of laches.—Ibid. 

Notice of claims against railroad is insufficient to destroy 
any estoppel established by laches of shipper, but may be con- 
sidered as an element bearing on question of laches.—Ibid. 

Shipper, intervening and asserting claims in receivership 
suit against railroad after final decree and sale of railroad’s 
property, held bound by prior orders and decrees in suit.—Ibid. 

Where decree directing receiver’s sale of railroad property 
required purchasers to take subject to any unpaid claims of 
creditors, “which shall have been, or shall be, admitted 
or adjudged to be prior in lien or superior in equity to 
the refunding mortgage, . . .” and subject to unpresented 
claims “which may arise after the entry of this decree,” held, 
purchasers took subject to claims of shippers, who intervened 
before confirmation of sale, asserting claims of reparations then 
being litigated at law.—Ibid. 


In determining meaning of words, courts must take into 
consideration their conjunction with other words and the pur- 
pose of their use.—Ibid. 


“Arise,” as used in decree for sale of railroad’s property 
subject to unpresented claims “which may arise after the entry 
of this decree,” held to mean to appear, to become, to present 
itself, and not synonymous with “accrue,” nor used in the sense 
of “originating.”—Ibid. 

Railroad, which in violation of Interstate Commerce Act, 
sec. 1, subd. 3 (Comp. St. sec. 8563), continued to collect freight 
at rates which Interstate Commerce Commission had declared 
were unjust and unreasonable, held to hold the portion of such 
freight unlawfully exacted as trustee ex maleficio for shippers, 
nor were such rates validated by their continued publication, re- 
quired by section 6 (Comp. St. sec. 8569). 

; The charging of an excessive and unreasonable freight is 
ipso facto unlawful.—Ibid. 

A trusteeship ex maleficio, while ordinarily arising out of 
fraud or deceit, may arise out of duress or other unconscionable 
manner of obtaining property.—Ibid. 

That unreasonable freight charges unlawfully exacted had 
been commingled with other moneys of railroad and used held 
not to preclude holding that as to such moneys railroad was 
trustee ex maleficio for benefit of shipper, it being shown that 
railroad or its receiver at all times held funds in excess of 
shipper’s claim.—Ibid. 


nor 
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Shipper’s right to reparation under Interstate Commerce 
Act, sec. 22, is not exclusive remedy, precluding recovery of 
illegal freight exactions, on theory of trusteeship ex maleficio 
(Comp. St. sec. 8595). 

Shippers having obtained judgment for unlawful freight 
exactions by action under Interstate Commerce Act, sec. 16 
(Comp. St. sec. 8584), and thereafter intervened in receivership 
suit against carrier, held not estopped to assert priority on 
theory of trusteeship ex maleficio of carrier, nor relegated to 
status of general unsecured creditor because section 16 provides 
for collecting “damages.’—Ibid. 

Shippers, having obtained judgment on claims for illegal 
freight exactions and thereafter intervened in receivership suit 
against railroad, held not entitled to priority under rules giving 
preference to claims for operating expenses.—Ibid. 

Shippers, having obtained judgments on claims for unlaw- 
ful freight exactions and thereafter intervened in receivership 
suit against carrier, held not entitled to preferred claims for 
attorney fees.-—Ibid. 


ACTION OF THE SUPREME COURT 


The Supreme Court of the United States, in No. 552, Mis- 
souri-Kansas-Texas of Texas vs. J. H. King, October 25, granted 
a writ of certiorari to the Court of Civil Appeals for the fourth 
supreme judicial district of Texas to review its affirmance of a 
judgment of the Bexar county court against the carrier for its 
failure to deliver a carload of household goods, shipped from 
Lincoln, Ill., to San Antonio, Tex., on released rates. The Texas 
court entered a judgment for the shipper for $365, the actual 
value of the goods, alleged to have been lost. The railroad com- 
pany pleaded the Cummins amendment and the fact that the 
Commission authorized released rates, based on a value of $10 
per 100 pounds. The goods weighed 550 pounds, but the Texas 
courts gave judgment for the full value. 


The court, in No. 547, John James Jackson et al. vs. Steam- 
ship “Archimedes,” Lamport & Holt Line, Ltd., granted a writ 
of certiorari to the federal circuit court of appeals for the sec- 
ond circuit to bring up the question whether British seamen 
who received advances on their wages, at Manchester, England, 
in accordance with British law, were entitled to recover the half 
of the wages due them when they arrived at an American port, 
without deduction for the advances made in England. They 
demanded half their wages for a round-trip voyage and ob- 
jected to deduction of the advances made to them at Manchester, 
on account of section 34 of the Jones act of June 5, 1920, mak- 
ing such payments unlawful “whether made within or without 
the United States or territory subject to the jurisdiction thereof.” 
The district court held the advances legal and the circuit court 
of appeals affirmed that judgment. The respondent claimed 
that the demand for wages was not made in good faith, but only 
to provoke an occasion for deserting the ship. The lower courts 
did not pass upon the good faith allegation. The British em- 
bassy appeared by counsel to urge that Congress went beyond 
its legislative power when it undertook to legislate so as to 
cover advances made outside of the United States, according to 
counsel for the seamen. They said that that contention was 
met by what the Supreme Court had said in Strathearn S. S. 
Co. vs. Dillon, 252 U. S. 348. 


A writ was denied in No. 535, W. R. Grace & Co. vs. Panama 
Railroad Co., thereby allowing the judgment of the circuit court 
of appeals for the second circuit to stand. The federal court 
for the southern district of New York dismissed the libel, in 
personam, on the ground that the claim for damage to a parcel 
of ox hides, shipped from Chile to New York, the damage hav- 
ing been alleged to have been caused by sea water, was not 
filed within ten days from the time of delivery of the damaged 
goods. The court of appeals affirmed that. Among the points 
made by the libellant-petitioner was that the claim for damage 
was declined by the Panama Railroad Co., operator of the ship, 
Guatemala, six months after it was filed, without any reserva- 
tion as to the time of the filing of the claim, on the sole ground 
that the loss was caused by a peril of the sea. The claim was 
entertained, petitioner said, notwithstanding that it was filed 
more than ten days after the delivery of the goods. The receipt, 
however, showed the notation “damaged by water.” 


The court also denied issuance of a writ in No. 555, W. R. 
Grace & Co. vs. Toyo Kisen Kabushiki Kaisha, in which the 
petitioner prayed for a review of the judgment of the court of 
appeals for the ninth circuit affirming the dismissal of a libel 
claiming damage for the loss of a shipment of 2,500 tons of 
nitrate of soda, on the Tokoyo Maru of the respondent’s line, 
from the Chilean nitrate ports to Honolulu, in 1921. The libel- 
lant-petitioner claimed the ship, which was burned, made an 
unauthorized deviation from its voyage to call at Portland, Ore. 
The lower courts held it was not an unauthorized deviation. 

The court refused to issue a writ in No. 518, J. W. Craig vs. 
St. Louis-San Francisco, addressed to the Supreme Court of 
Kansas, in which the primary question was as to the correctness 
of the trial court’s direction to the jury limiting the recovery, 
on account of negligent delay of shipments of wheat, from points 
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in Kansas and Oklahoma, held in storage, to nominal damages. 
The petitioner relied upon and proved the ordinary measure 
of damages—the difference in market value at destination, Euro- 
pean ports. The trial court held that that measure was inap- 
plicable and that special damages resulting from delay had to 
be shown, such as particular contracts lost, deliveries missed, or 
the like. 

The court granted writs in the following personal injury 
cases: No. 539, Chesapeake & Ohio vs. K. S. Leitch; and No. 
542, Missouri Pacific vs. Mary I. Aeby. It denied a writ in a 
personal injury case,. No. 514, Detroit United Railway vs. Alfred 
LeRoy Craven. 


LAW ARGUMENT TO BE HAD 


The Trafic World Washington Bureau 


The Commission has re-opened No. 15724, Indian Refining 
Company, Inc., vs. Louisville & Nashville et al., and a sub-num- 
ber, National Refining Company vs. Atchison, Topeka & Santa 
Fe et al., for argument as to the bearing of section 6 on the 
tariffs involved. They are oil cases in which the question is as 
to the applicability of the combination rule. The complainants 
contended that the tariffs provided for the use of the combina- 
tion rule, but the Commission said there were proportional rates 
and the combination rule did not apply as the proportionals 
were made to obviate the necessity for use of the combination 
rule. 


Question has been raised as to the soundness of that con- 
clusion. Thousands of cars of petroleum products that moved 
across the Mississippi and Ohio rivers constitute the money 
phases of the cases. The National Refining Company case cov- 
ers claims for reparation amounting to $132,000. 

On account of what has been done in the cases mentioned 
there is a belief that the Commission will also re-open the 
Standard cases which have attracted much attention, because, 
in the estimation of Former Chairman Clark and others whose 
long experience in the work of the Commission gives weight to 
their views, the Commission in deciding them trampled on a 
score of its former decisions. The division that handled them 
threw out the suggestion, on account of what it said was a 
shuffling back and forth of cars of oil in the congested St. Louis 
district, that perhaps it was not wise that the shipper should 
have the right to indicate the intermediate routing of his 
shipments. 

The Standard cases involve not only the combination rule 
but also the intermediate point application rule, the latter prob- 
ably more than the former, because the complainants contended 
that, inasmuch as the routes were open, they had the right to 
route their traffic over what the Commission deemed roundabout 
lines so as to obtain the benefit of rates lower than those ap- 
plicable via the more direct routes, especially between the St. 
Louis district and Chicago, some of the routes passing through 
points as far east as middle Ohio. 

Millions are involved in the claims for reparation, the esti- 
mates running from $4,000,000 to $20,000,000. The Commission, 
in dismissing the Standard cases, indicated that it had in mind 
its duty under section 15a to conserve the revenues of the car- 
riers. Shippers contend that section 6 and the rules for the 
publication of tariffs are just as much a part of the law as sec- 
tion 15a and that when carriers leave routes open they may 
route,their traffic over them and demand the benefits of the 
intermediate application rule, regardless of the effect on the 
revenues of the carriers, especially when it can be shown, as 
they contend, that the carriers had years in which to correct 
the tariff publications which they contend left the long and 
possibly wasteful routes open. There is no admission on their 
part that the routes are wasteful. 


EASTERN CLASS RATE CASE 


The Trafic World Washington Bureau 
Although not due until November 1, a large handful of 
briefs was filed this week in No. 15879, Eastern Class Rate 
Investigation, in behalf of the Associated Industries of New 
York State; Central-Southern New York Rate Conference; Buf- 
falo Chamber of Commerce; Niagara Falls Chamber of Com- 
merce; Tonawanda Chamber of Commerce; Lockport Chamber 
of Commerce, and Shippers in the Buffalo Rate Group; Eastern 
New York Shippers’ Conference; Northeastern New York 
Traffic Conference; Iron and Steel Interests of Niagara Frontier; 
Port of New York Authority; Poughkeepsie Chamber of Com- 
merce; Chlorine Institute, Inc.; Watertown Chamber of Com- 
merce, and Northern New York Development League; Grand 
Rapids (Mich.) Association of Commerce; Charleston (W. Va.) 
Chamber of Commerce; Owens Bottle Co., and Libbey Owens 
Sheet Glass Co.; Shipping Interests Located at Black Fort, 
Logan, Junction City, Portsmouth and Ironton, O., Ashland, Ky., 
and Huntington, W. Va.; and Elgin (Ill.) Association of Com- 
merce. 


Elgin said that where full recognition was given in one 





. THE TRAFFIC WORLD 








Vol. XXXVIII, No, j 
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a mileage basis substituted, but that its underlying basis 
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i | 
there existed strong competition, the same factors po M 
appeal to the fairness of the carriers as to traffic moving, Over . 
the same rails, in the opposite direction, and result in plagjp, A st 
Aurora and Elgin upon a parity in both directions and reliey, making 
Elgin to the proper extent in her competition with Auror, yenicle ‘ 
DeKalb and Rockford, on her eastbound traffic. On westhoy; sioner 
traffic Elgin, it was pointed out, was given a 5 per cent lower openins 
rate than Rockford in recognition of the 50 mile shorter distanc, Motor 
service rendered by the carriers in the westbound haul, but on jn the ¢ 
eastbound movement, Elgin was credited with 2 per cent fort, i inet Fy 
lesser haul over Rockford. That, it was declared, could not , Aft 
justified on any logical transportation basis. “Bm sion ha 
Southern Ohio, northern Kentucky and western West yj. a sone 
ginia shippers asked for four specific findings: Elimination Fy mote 
the percentage adjustment, and rates no higher, mile for mik By ee 
than accorded any other points in this proceeding; that th 4 om wt 
C. & O. employ its Richmond division, and the N. & W. its Bip B  **, ae 
Sandy Line in computing their distances; the disruption of th B es y 
Virginia Cities group to an extent sufficient to make the; B by 
Roanoke and Lynchburg rates no higher, mile for mile, tha, By , a 
found reasonable for application between Virginia Cities any F polly 
the east, to assure them against grave injustice in the Carp. 4 . Ci 
linas; and, a finding recording afresh the group status of Ports. - n the 
mouth, Ironton, Ashland and Huntington. k matte 
The Charleston interests said that if a uniform scale woul 4 witne 
suffice in all of Eastern Trunk Line territory they would be testin 
satisfied with the higher rates they would have to pay growing E } 
out of their longer distances. But they strongly protested Pacif 
against such an artificial barrier as they claimed would be as ct 
created by a higher basic for the Charleston industrial distric¢ riers 
than would be applied to the remainder of Trunk Line territory, ject 
particularly to the Pittsburgh district and the cities of West largé 
Virginia north of the main line of the B. & O. in West Virginia, no i 
a situation that would be brought about by the use of scale 2 to F the | 
and from Charleston. > com 
In behalf of the Associated Industries of New York state, B  adal 
it was asserted that conditions in New York were more favorable F ferr 
than in any other part of Trunk Line territory; that in recogni. F rest 
tion of the more favorable transportation conditions; the car — mat 
riers, for decades, had maintained substantially lower rates in F as 
New York than in other parts of the territory; that the New F veh 
York Central did not need additional revenue and did not enter F _tiol! 
the investigation with a view to obtaining additional revenue; F wit 
that the increases proposed were excessive, running as high F pal 
as 60 per cent, the New York rates being increased more F ral 
severely than any other rates in the whole territory; that the B 
excessive level of the rates proposed was due to a series of PB in 
inflations, all unwarranted; that, except for short distances, FP tir 
none of the rates should be made on a strict mileage basis; FP) hi 
that the proposal to change the relation between Buffalo and F) lit 
Pittsburgh to the north Atlantic ports was unjust and u- F in 
warranted and would seriously affect Buffalo in its competition — th 
with Pittsburgh; that the proposed penalty scales for northern fF o' 
New York were not justified by the evidence; that the pro- g 
posed increases in the westbound rates from Albany and t 
Syracuse without corresponding increases from New England V 
were unjust and unfair; that the lower Hudson valley was t 
suffering under a maladjustment of rates, being treated as if it t 
were located in southern New England; that the port of New I 
York was subjected to various kinds of discrimination under 
the proposals of the carriers, all of which were unjustified 
and should be disapproved; that the proposed increases would | 
operate as a particularly heavy burden upon the agricultural fF 
interest of the state; that the interitorritorial adjustment > 
between Trunk Line and C. F. A. should not be cast aside and 


should be preserved; that unlimited fourth section relief should 
not be granted; that throughout its consideration of the 
unusually important issues presented the Commission should 
proceed cautiously and conservatively; and that radical changes 
in the existing methods of rate construction would operate to 
the disadvantage of both shippers and carriers. 

In behalf of the Port of New York Authority, some of the 
requested findings are: That the New York port is an economic 
and commercial unit and that long-haul freight rates to and 
from the district should be so grouped as to embrace the entire 
port area; that the group on long-haul traffic of both the New 
Haven and the Trunk Lines should be the same as the port 
area as defined by law; that short-haul rates to and from the 
port district should be made on a uniform and consistent basis, 
the exact basis to be determined by the Commission upon the 
evidence submitted; that the rate basis to and from points on 
the New Haven should correspond with the rate basis for like 
service and distances to and from points on the trunk lines; 
that the New Havep’s short-haul rates to Jersey City and 
Marginal Line No. 13 territory should be the same as its rates 
to New York lighterage; and that short-haul rates to New 
York lighterage, to Manhattan and Brooklyn pier stations 
should be on the same basis for all railroads entering the port. 
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October 30, 1926 


MOTOR VEHICLE INVESTIGATION 


The Traffic World Washington Bureau 


A suggestion that thought be given to the desirability of 
making @ beginning now of federal regulation of the motor 
vehicle operating in interstate commerce was made by Commis- 
sioner Esch, on his own responsibility, in brief remarks at the 
opening of the Washington hearing, October 25, in No. 18300, 
Motor Bus and Motor Truck Operation. The hearing was held 
in the auditorium of the Interior Department building. Exam- 
iner Flynn sat with the commissioner. 

After saying, as he had at other hearings, that the Commis- 
sion had an open mind, of course, on the subject under investi- 
sation, Commissioner Esch said witnesses had stated that the 
motor transportation industry was still in its infancy and that 
regulation should be deferred until the industry was more stabil- 
jzed. On his own responsibility, Mr. Esch said, he wished to 
ask whether it would not be wiser to seek to lay down a few 
primary rules of regulation while the industry was in its infancy 
or to wait until later. He said he had in mind the thought that 
had Congress regulated railroad traffic years ago much of the 
time and labor now required in the administration of the inter- 
state commerce act would not be necessary. 

Commissioner Esch announced that the time for filing briefs 
in the proceeding had been extended to November 15. As a 
matter of information, the commissioner announced that 391 
witnesses had been heard, 377 exhibits filed, and 4,604 pages of 
testimony taken. 

H. M. Adams, vice-president in charge of traffic of the Union 
Pacific, urged regulation of the motor bus and truck operating 
as common carriers in interstate commerce. He said all car- 
riers should be subject to regulation—that it was unfair to sub- 
ject rail carriers to regulation while the motor carriers were 
largely unregulated. He said there was no federal regulation, 
no regulation in 12 states, and regulation of varying degrees in 
the rest of the states. He said the motor vehicle was an active 
competitor of electric and steam lines. He commented on the 
adaptability of the motor vehicle to varying conditions. He re- 
ferred to the volume of traffic the railroads obtained as the 
result of the manufacture and sale of the motor vehicle and the 
materials used in the manufacture of the motor vehicle, as well 
as gasoline. He also discussed the desirability of the motor 
vehicle as a feeder to rail lines. He testified as to bus opera- 
tions of the U. P. in national parks in the West in competition 
with independent lines in some places. He also said the com- 
pany was using motor busses between certain points in lieu of 
rail service. 

Mr. Adams referred to the pioneering done by the railroads 
in building into new territory where no traffic existed at the 
time, in contrast to the motor vehicle operating over improved 
highways between established centers of population. The motor 
lines, he said, were taking a part of the traffic that was already 
in existence. He did not believe that the Commission, under 
the transportation act, would permit construction and operation 
of a rail line paralleling a line already in operation that was 
giving adequate service. He then said a dollar lost by a railroad 
to a competing motor line was just as much of a dollar as that 
which would be lost to a competing rail line. He did not think 
the government should permit existing rail lines to be injured 
by unregulated competition. He said he did not advocate elimi- 
nation of competition between the railroads and the motor 
vehicles but that he believed that, in the public interest, the 
motor vehicle should be influenced to develop as an auxiliary 
and feeder to the rail lines rather than a 100 per cent competitor. 

Detailed statistics were submitted by Mr. Adams in support 
of his contention that the motor vehicle had taken a substantial 
volume of passenger traffic and L. C. L. freight business away 
from the Union Pacific lines. He said it had been intimated that 
the railroads were not seeking short-haul local freight traffic. 
He said that certainly was not true:as to the U. P. and that it 
wanted to get all the traffic it could get. 


Mr. Adams said the argument that the motor transportation 
industry should not be regulated: now because it was in its in- 
fancy was not, in his opinion, sound. He emphasized that regu- 
lation—and not suppression—was being considered. Mr. Adams 
suggested that the public, aside from the convenience to private 
automobile owners, and every other interest concerned, would 
be better served if improved highways were built into regions 
not reached by rail lines so tha tthe motor carrier could develop 
into a feeder for established rail lines. 

W. H. Chandler, of the Merchants’ Association of New York 
City, asked Mr. Adams why he had used 1917 passenger statistics 
to compare with 1925 statistics to show decrease in local pas- 
senger business, and referred to the fact that the railroads in 
1917 carried a large number of soldiers. Mr. Adams said 1917 
had been used to get a 10-year spread. He remarked that the 
passenger traffic in 1920 was greater than it was in 1917. Mr. 
Chandler wanted to know what Mr. Adams desired to regulate 
and what he wanted to accomplish by such regulation. The wit- 
ness said regulation of the motor vehicle would stabilize condi- 
tions, and, in some instances, enable the railroads to get some 
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of the business lost to the motor carriers, and that a basis of 
fair competition would be made possible. Mr. Chandler wanted 
to know whether Mr. Adams thought motor rates would be in- 
creased as the result of regulation. The witness said he could 
not say—that rates would be fixed on a compensatory basis. 

Examiner Flynn asked the witness whether he believed reg- 
ulation would result in co-ordination of the rail and motor lines. 
Mr. Adams thought there would be co-ordination. He said he 
believed the railroads were going to get into motor truck opera- 
tion. Mr. Chandler wanted to know what was meant by “co- 
ordination,” whether it meant the taking over of trucks by the 
railroads. Mr. Flynn thought Mr. Chandler might be confusing 
“co-ordination” with “consolidation.” Mr. Flynn pointed out 
that, for example, co-ordination would permit the selling of a 
ticket good over a bus and a rail joint route. By questions, Mr. 
Benton, for the state commissions, took exception to remarks of 
Mr. Adams to the effect that state regulation of the motor 
vehicle in western states was not very effective. 

H. A. Taylor, general solicitor of the Erie, submitted sup- 
plemental evidence as to the bus situation in New Jersey and 
reiterated the position of the Erie in favor of bus regulation. 

Leo J. Conlon, a traffic expert of the New Jersey commis- 
sion, submitted evidence as to the operation of bus lines in and 
out of New Jersey, and urged federal regulation. He said state 
regulation in New Jersey had not resulted in restriction of the 
industry. 

The motor bus division of the American Automobile Asso- 
ciation, speaking through S. A. Markel, chairman of the divi- 
sion’s legislative committee, submitted to the Commission the 
draft of a proposed bill providing for regulation only of the 
motor bus in interstate commerce. The bill practically follows 
the provisions of Senate Bill 1734, on which hearings were held 
at the last session of Congress, with the exception that it is 
confined to the motor bus. Mr. Markel said he appeared to 
present the viewpoint of bus operators in 24 states “as to the 
necessity and desirability of the regulation of interstate bus 
traffic.” 

With the exception of bus testimony at the St. Paul hear- 
ing, Mr. Markel said, sentiment was unanimous for the regula- 
tion of the motor bus in interstate traffic. The opposition reg- 
istered in Minnesota, he continued, represented opposition to 
federal interference of state control or enterprise. He said the 
“justifiable fear that regulation of interstate traffic by bus 
might possibly lead to federal interference in intrastate regula- 
tion is shared by all of the members of the motor bus division.” 
He then proceeded to express the view, however, that it was 
recognized that the “prerogative of Congress, through the me- 
dium of a federal agency, must enter somewhere” in the regula- 
tion of interstate traffic, and that the desire of the bus operators 
was for a form of regulation that would permit primary ad- 
ministration by the state commissions, with final authority 
vested in the Interstate Commerce Commission. 

Senate Bill 1734, Mr. Markel said, provided for regulation 
of the bus and the truck. The bus operators were not concerned 
with truck operations, he said, adding that, as a matter of fact, 
they felt that the regulation of the truck “as a part of a general 
law regulating highway transportation was neither feasible nor 
practicable.” Taking up the question of the effect of bus com- 
petition on railroads, Mr. Markel proceeded as follows: 


While these matters have, for the most part, developed as the 
result of the U. S. Supreme Court decision in the Buck and Bush 
cases, there is one in particular which has been before the public 
for a long period and that is the contention that the motor bus has 
seriously affected the revenues and traffic of the rail carriers. One 
of the prime reasons actuating our participation in the present pro- 
ceedings was to show as conclusively as possible that the tremendous 
decrease in traffic and passenger revenues suffered by the rail- 
roads in the last eight years occurred, for the most part, during the 
period when the registration of private passenger cars was on the 
increase and before the bus came into extensive use. At the same 
time we wanted to show that the motor bus was not an illegitimate 
or step-child of the science of transportation, but rather a natural 
outgrowth of the development of the internal combustion engine, 
the same as our rail transportation is the natural outgrowth of the 
steam expansion engine. The record will indicate how well we suc- 
ceeded in telling our story. I think we have conclusively proven at 
the different hearings that the bus traffic of today, preponderantly, is 
either traffic that the railroads never carried or traffic which had 
been lost by the rails to the privately owned passenger car and re- 
gained by the bus because of similarity of accommodation. Figures 
presented by individual operators and bus association representatives 
show how extensive bus operation has become and how much it 
means to the welfare of the public; this, in some instances, despite 
the fact that such operation might conceivably be held to be in 
direct competition with rail carriers. It might be well for us to 
state here that our conclusions on these points are: 

First: That the motor bus should be recognized as a legitimate 
and important factor in our transportation field. Second: That it 
should be regulated as a public service utility rather than as a com- 
petitor of the railroads. Third: That its utility should be recognized 
by regulatory authorities, and others, as a means of rendering a 
necessary local service at a less overall cost than is possible by rail. 

Our last conclusion we feel to be very important so far as the 
Commission is concerned and to be justifiable in view of the evidence 
in the record. 

One other important matter which we feel shquld be mentioned 
is the recent decision of the Illinois Supreme Court in Docket No. 
17294, Agenda 39, February, 1926, of the Egyptian Transportation 
System, Inc., appellee, vs. The Louisville & Nashville Railroad et al., 
appellants, referred to by the Commissioner at different hearings 
while testimony was being presented. 
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The whole decision, as the Commissioner knows, revolved around 
a point in the Illinois utilities law which provided that existing 
transportation agencies must be given an opportunity to furnish any 
additional service required before a certificate of public convenience 
and necessity is given to a new and competing utility. As the Com- 
missioner’s query generally took the form of whether or not the 
witness subscribed to the principle behind this law, we should like 
to state on behalf of our members that we believe existing trans- 
portation facilities should always be given an opportunity to furnish 
any additional service needed before a new certificate is granted, 
provided the additional service is of a character best suited to the 
public need. If there is a definite demand on the part of the public 
for bus service an additional train or two upon the railroad serving 
the affected community will not answer the demand. In this day 
when the population in our heretofore congested areas is being 
decentralized through the use of the automobile and good roads, 
and spread over territory far removed from rail tracks, additional 
train service is not going to meet the convenience and necessity 
demands of the public. The very nature of our suburban develop- 
ments requires a flexible service between towns which can only be 
afforded by the motor bus. The advantage, or desirability of operat- 
ing a bus over long distances is still a debatable question, but for 
local transportation over comparatively short distances, we firmly 
believe that if the people do not have bus service they will use their 
own cars in preference to the inconvenience of traveling from their 
homes to the rail station. We, therefore, in answer to the Com- 
missioner’s question on the Illinois decision feel constrained to 
say that, unless -the existing agency provides the character of 
service demanded, consideration should not be given its existence 
as a local utility. 

Before passing on, there is one other particular in the Illinois 
decision which we believe has already been refuted, and that is, 
the intimation that bus lines are not sufficiently responsible in cases 
of accident. I quote from the decision: ‘‘The average bus line is 
incorporated for a comparatively small sum, the railroad is of vastly 
greater financial responsibility. This is a matter of substantial 
public interest, particularly in cases of accident.”’ 

We do not believe that the Commission in any of its hearings 
found an instance where a bus operator had not amply protected 
himself, or the public he serves, against accident. The law in 
Illinois governing the issuance of certificates of public convenience 
and necessity to bus operators provides that indemnity bonds or 
insurance in the amounts of from $5,000 to $50,000 must be carried 
upon each bus. In all other states where there is a regulatory law in 
effect and where adequate proof of financial responsibility cannot be 
shown, bonds or insurance are required for the protection of the 
public. We as an industry respectfully differ with such reasoning 
by the Supreme Court of Illinois and take this opportunity of cor- 
recting the impression that might be gathered by the public and its 
officials that bus lines are irresponsible or undependable in case 
of accident. 

With this short treatment of the questions involved in our study 
of regulation we are ready to pass now to our definite recommenda- 
tion. This recommendation is in the form of a complete bill and, with 
few changes, embodies the provisions of Senate Bill 1734, as the 
Senate interstate commerce committee reprinted it. As a copy of 
this bill will close our presentation, we have singled out for ex- 
planation those points in the bill which might give rise to the 
greatest questioning or controversy when the bill’s practicability 
or effectiveness is discussed. 

First and foremost, we confine this recommended piece of legis- 
lation to the motor bus. The testimony presented at the different 
hearings of the Commission has deepened the conviction previously 
held that the many difficulties attached to the effective and at the 
same time enforceable regulation of the motor truck make the wisdom 
of including fhe bus and truck in one regulatory law questionable. 
We believe that the two should be treated separately and have built 
our proposed bill around this belief. 

The next feature of the bill, which we have selected for dis- 
cussion here, is that of administration of the regulation. As was the 
case in Senate Bill 1734, we have provided that regulation shall be 
exercised by state agencies, except where there is dispute, in which 
case appeal can be made to the Interstate Commerce Commission 
for a final decision. We felt that by thus utilizing machinery which 
was already set up, the regulation could become effective at an 
earlier date than it would otherwise. However, our discussion here 
of this method of regulation will be on the constitutionality and very 
brief. (Mr. Markel here urged that the bill would be constitutional.) 

As a part of Section 6-a which governs the hearing on ap- 
plications we have included a provision to the effect that if a motor 
carrier, at the time of the hearing, can show that it, or its, predeces- 
sors in interest, was on or before the third day of March, 1925, the 
date of the Supreme Court decisions in the Buck and Bush cases, 
and continuously since has been engaged in the business of a 
common carrier in interstate commerce on a public highway, such 
earrier shall be entitled to a certificate of convenience and necessity 
without further proof. In including this provision we did so on the 
promise that up to the time the aforementioned decisions were 
handed down all common carriers, in states where regulation was 
exercised, were compelled to show convenience and necessity before 
they were permitted to operate. In states where no regulation was 
exercised, the good faith of the operator in doing an interstate busi- 
ness before March 3rd cannot be questioned. This being true, we feel 


that there is no necessity for an operator to plead a case which has 
already been proven. 


With respect to operators who have engaged in an interstate 
business subsequent to the date of March 3, 1925, we have provided 
that if such operators are still engaged in bona fide operation at the 
time the act becomes effective they shall have ninety days from the 
effective date in which to file application and they may continue to 
operate until final determination of their cases. We believe that 
these provisions insure fair treatment for everybody concerned. 

Section 6-c deals with the question brought out by the [Illinois 
Supreme Court decision, of giving consideration to existing trans- 
portation service before granting a certificate to a new applicant. 
In this section we have treated the bus, as in the forepart of my 
brief I indicated we would, as a public service utility and not as a com- 
peting agency. We provide, first, that in determining whether or 
not the public convenience and necessity require the granting of a 
certificate the board or commission hearing an application shall 
give reasonable consideration, primarily, to the public convenience 
and necessity for the character of transportation proposed and after 
that: to available transportation service, to the character of service 
rendered by the applicant and to the likelihood of the proposed 
service being adequate, permanent, and continuous. To these re- 
quirements, however, we have added a further provision which 
prohibits the board or commission from granting a certificate of 
convenience and necessity to an operator in a territory already served 
by a motor carrier or motor carriers until the existing motor 
carrier or motor carriers serving the territory have been given an 
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opportunity to furnish the required additional service ang hay 
failed to do so. In wording this provision we have taken the Dositine 
already explained, that the motor passenger carrier is furniship 7 
service entirely different to that of the rail carrier and should 2 
considered as a new and distinctive utility. ne 

In the matter of regulating rates, fares, and charges, we have 
omitted the words ‘unduly discriminatory’’ for we feel that their 
inclusion might be construed to mean that the bus rates were dis 
criminatory as compared to rail rates. Because of different opera; 
ing and topographical conditions the bus rate of fare cannot a 


; . - be py: 
on a standard basis as has been the case with the rail rates with, 
out setting up elaborate financial arrangements now in effect be. 


tween carriers and the Interstate Commerce Commission. We fe 
therefore, that if the words ‘‘unduly discriminatory’’ must be included 
in any rate provision of a regulatory law they must be followed } 


wording which will indicate that the discriminatory feature applic 
to patrons only. 


The last provision which we feel deserves mention is that inde 
Section 21 dealing with the powers of the states which reads: Ty, 
Commission and/or boards acting under authority of this Act shal 
not have any jurisdiction or authority over intrastate commerce }, 
motor carriers and the Commission and/or boards are expressly pro. 
hibited from in anyway interfering with or attempting to regulat, 
such intrastate commerce by motor carriers. The reason for thi 
provision is readily understandable when consideration is given { 
the authority of the Commission as evidenced in the Shreveport anq 
Fargo rate cases. We share the fears of our friends from Minnesotg 
that regulation of interstate commerce by motor vehicles migh; 
conceivably mean further federal encroachment on state rights. We 
are convinced, however, that while Congress has the right t 
authorize such interference to the extent indicated in the caseg jus 
mentioned, it also has the right, as provided in our proposed jl] 
to prohibit such interference. , 

Mr. Markel took occasion to defend intrastate regulation of 
the motor vehicle in view of remarks earlier in the hearing to 
the effect that it was not real regulation. He said he wishej 
to state for the record that the bus operators had found that 
the majority of the state commissions having the power to do 
so were effectively regulating that form of transportation. 

The situation in New Jersey with respect to bus operations 
was testified to by Joseph Crawford, supervisor of traffic of 
Newark, and Frank F. Neutz, assistant city counsel of Camden, 
Both urged federal regulation of interstate operation of busses. 

J. I. Tierney, secretary of the Association of Manufacturing 
Chemists of the United States, submitted that organization’s 
protest against proposed regulation of the motor truck in inter. 
state commerce. He said regulation should not be attempted at 
this time. John Wade, a bus operator, of New Jersey, urged 
regulation of the bus in interstate commerce. 

C. L. S. Tingley, representing the American Power Company, 
submitted additional information as to operation of busses by 
the Ohio Valley Electric Railway Company, a subsidiary. 

John E. Benton, general solicitor of the National Association 
of Railroad and Utilities Commissioners, at the hearing on Octo- 
ber 26, made a statement of the position the association had 
taken with respect to federal regulation of interstate motor 
vehicle transportation by common carriers. He reviewed the 
steps taken by the association which resulted in the drafting 
of the bill (S. 1734) which was introduced in the last session of 
Congress by the late Senator Cummins and in the House by 
Representative Parker, chairman of the House interstate com- 
merce committee (H. R. 8266). Mr. Benton submitted for the 
record a copy of the bill and a copy of the report of the hear- 
ings thereon before the Senate interstate commerce committee. 
He directed attention to testimony given by witnesses for state 
commissions at the Senate.committee hearings. In response to 
interrogation, Mr. Benton said he had stated the action taken by 
the association up to the present. He said the subject would 
be considered at the annual convention of the association to be 
held November 9 in Asheville, N. C. Mr. Chandler inquired as 
to the number of state commissioners who voted at the last 
annual convention in favor of the so-called Cummins bill. He 
said he had talked with some state commissioners about the 
matter and that they said they had not been present. Mr. Ben- 
ton said he could not give a record of the vote but that the 
convention had been well attended and that he was confident 
the action taken was in accord with the wishes of a substantial 
majority of the members of the association. Copies of the Reed- 
Bacharach bill (S. 3894) and testimony thereon also were put in 
the record. This bill proposed to regulate motor vehicle traffic 
over the new interstate bridge at Camden, N. J., and through 
the new Hudson river tunnel. The Senate passed it at the last 
session but the House interstate commerce committee did not 
act on it. 

Charles F. Martin, representing the motor transportation 
department of the North Dakota Board of Railroad Commission- 
ers, reviewed the provisions of the North Dakota motor regu- 
latory law and explained exhibits with reference to operation of 
motor vehicle transportation routes in that state. 

H. S. Marx, general counsel of the American Railway Ex- 
press Company, speaking informally from the floor, said his 
company felt that the motor vehicle in interstate commerce 
should be regulated. He said that, since 1921, the company esti- 
mated that it had probably lost $10,000,000 of business to motor 
trucks. He said the company recognized that, in some instances, 
the motor truck gave faster service than the express company 
could give and that the company was not objecting to any im- 
provement the shippers might find in transportation service. 
He was interrogated as to whether the company, in making the 
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estimate of its loss of business to motor trucks, had made a 
segregation as to the movement of business by common and 
private or contract carriers. He said such a study had not been 
made. C. C. McChord, formerly a member of the Commission, 
ni representing national automobile interests in the procged- 
ing asked what part of the estimated loss was attributed to a 
reduction in express rates as the result of the Commission’s de- 
cision in the express rate case. Mr. Marx said the estimate had 
not been figured that way. Mr. McChord said he would put in 
the record the company’s estimate as to losses, made in the 
express rate Case, that would accrue under the decision. Mr. 
Marx said it was the position of his company that all common 
carriers should be regulated by the Commission. As to the 
character of the regulation, he said, in response to questions, 
that that should be left to the Commission. He said the Com- 
mission should have power to act if it found it necessary. Mr. 
Chandler had asked if it was Mr. Marx’s idea that railroad ac- 
counting rules, established by the Commission, should be ap- 
plied to motor carriers. 

F. O. Sanders, of the state road commission of West Vir- 
ginia, testified in favor of interstate regulation, particularly as 
to the bus, but he added that the commission also would favor 
similar regulation of the truck. He explained that, under an act 
of 1923, the road commission had broad powers over every kind 
of motor vehicle operation within the state. He said the com- 
mission could regulate the rates both of passenger and freight 
motor vehicle carriers. He said, on account of road construction 
in the state, the commission had decided not to issue certificates 
for motor truck freight operation in 1926. He was questioned at 
length as to the operation of the law in West Virginia. 


H. Ignatius, traffic manager, and W. H. Thompson, in charge 
of warehousing and trucking, of the Procter and Gamble Com- 
pany, at the afternoon session, October 26, said regulation of 
the motor truck should not be attempted unless there was a 
real necessity for it and “we do not find it necessary in the 
present situation.” Mr. Ignatius told of the movement of his 
company’s products through warehouses and use of the motor 
truck in the distribution of those products. He said the com- 
pany’s experience in the use of motor trucks for short-haul 
deliveries of small lots extended over a period of about seven 
years and throughout all sections of the country and “it has 
shown us that the motor truck affords a class of service which 
the rail carriers cannot give but which present trade conditions 
demand.” 

“It is well known that the so-called ‘hand-to-mouth’ buying 
and the carrying of smaller stocks by wholesalers and retailers 
generally, is a fixed policy and the use of the motor truck for 
i” deliveries is the only means of satisfying this policy,” 
said he. 

As to the effect that the operation of the motor truck had 
on the rail carriers, Mr. Ignatius thought that that was whole- 
some and should be encouraged by the carriers. He said he 
questioned the general inference that decrease in L. C. L. rail 
tonnage could be attributed wholly to the motor trucks. He 
said the widespread policy of “hand-to-mouth” buying had 
resulted in a greatly increased use of express service and parcel 
post service to effect quick deliveries. He said warehousing of 
goods at strategic points had been made more general by reason 
of the service afforded by the motor trucks for quick deliveries 
within a limited radius. He said the rail carriers necessarily 
benefited by this policy through the more even distribution of 
the whole tonnage throughout the year. 


Mr. Ignatius said his company was opposed to centralized 
federal regulation of the motor trucks in freight service at the 
present time except such regulation as might be necessary by 
the individual states pertaining to safety regulations, etc., or 
affecting local situations peculiar to the territory immediately 
served. He said his company’s experience with truck operators 
had been that they were reliable. 


“Regulation of this class of service,” he said; “would un- 
doubtedly make it less flexible, and its flexibility is one of the 
principal features which has made it a public necessity.” 

J. L. Rome, of Baltimore, Md., representing motion picture 
theater owners of Maryland, testified as to transportation of 
moving picture films by truck. He said he opposed any legis- 
lation that would make it more difficult “for us to do business.” 

C. A. Rietz, secretary of the Truck and Team Owners’ Asso- 
ciation of Maryland, and members of that organization, testified 
in opposition to legislation providing for regulation of the motor 
truck in interstate commerce. Mr. Rietz testified as to the 
results of a survey made purposely for presentation to the Com- 
mission. He contended that the motor truck was not a com- 
petitor of the railroad because of the difference in the character 
of service performed. He said federal regulation should apply 
only to competitive services. .He said there was no demand for 
regulation from the operators of trucks and that the shippers 
using truck service were not asking for it for their protection. 

J. L. Wright, a truck operator of Hampton Roads, Va., said 
he was in favor of federal regulation of the motor truck. He 
said he did not believe the motor truck operator could serve 
the public to the best advantage until he was regulated and that 


THE TRAFFIC WORLD 


1003 


he did not think he could make money until he was regulated. 
He said he believed he expressed the view of a majority of 
the operators of Virginia. He said he was in favor of regulation 
of rates. 


Thomas H. MacDonald, chief of the Bureau of Public Roads 
of the Department of Agriculture, submitted a number of ex- 
hibits and explanations thereof with reference to motor vehicle 
operations. He said the studies of the bureau showed that the 
bus and truck must be approached from different angles in 
considering the question of regulation. 


Mr. MacDonald emphasized the statement that a point to be 
avoided was the feeling that through federal regulation any 
large part of the freight or passenger movements by motor 
vehicle could be reached. The studies made by the bureau, he 
said, showed that the movements were preeminently intrastate 
movements. 


As to the relative potentialities of the railroad and the motor 
vehicle with respect to capacity for carrying pasengers and 
freight, Mr. MacDonald said that, as to passengers, the railroads 
had a capacity of 6,600,000 people, while the motor cars, includ- 
ing private cars, had a capacity of 60,390,000, or a ratio of 1 to 9. 
As to freight, on the other hand, he said, the ratio was 1 to 36 
in favor of the steam railroads. He did not think that the 
motor truck was a serious factor with respect to rail freight 
traffic. He believed there should be regulation that would allow 
the railroads to enlarge their services by use of the bus and 
truck. He said the bus and truck were supplementary rather 
than competitive, with respect to the railroads. He said, as to 
federal regulation of the bus and truck, that some system should 
be worked out whereby the states would exercise most of the 
regulatory authority, with the Interstate Commerce Commission 
acting in cases where there was disagreement between states. 
He thought there was a great necessity for regulation of-the bus, 
but that a beginning should be made as to the truck. He did 
not believe regulation of the truck, however, should include 
regulation of rates. He said he saw no reason why truck rates 
should be regulated at this time. 


Amplifying his views as to regulation of trucks in interstate 
commerce, Mr. MacDonald, at the hearing, October 27, said his 
references were to physical aspects of operation and not with 
reference to the truck as a competitor of the railroad. He said 
the federal government should intervene, in regulation, only 
where there was disagreement between states. He said if any 
other view were taken, the result would be an effort to control 
an “elusive” traffic. His contention was that if the truck were 
subjected to regulation such as governed in the case of the 
railroad, the common carrier truck would disappear from the 
roads and the traffic would move in contract carrier or privately 
owned and operated trucks. 


Commissioner Esch asked how, under Mr. MacDonald’s the- 
ory of regulation, the aggrieved individual would get his views 
before the Interstate Commerce Commission. Mr. MacDonald 
said if two states decided against the individual, that should be 
final. On the other hand, he said, if there was disagreement be- 
tween two states, the federal commission should pass on that 
disagreement. In interrogation of Mr. MacDonald, Alfred P. 
Thom, general counsel for the Association of Railway Executives, 
expressed the view that Congress could not delegate to the states 
the right to legislate on that which Congress itself had the 
power to legislate—in other words, that Congress was obliged 
to exercise its legislative power itself or leave it unexercised. 
Mr. Thom said he was prepared to go as far as anyone else in 
recognizing the local aspects of regulation of the motor vehicle 
in interstate commerce but that his difficulty arose from the 
fact that Congress could not delegate its legislative power. 


Before the hearing of testimnoy began, October 27, Commis- 
sioner Esch said approximately 500 copies of each brief filed in 
the proceeding would be required in order that copies might be 
supplied to other. parties: He said 83 requests had been received 
for copies of briefs from parties of record and that in addition, 
the railroads wished 200 copies of each brief, and that copies 
should be made available for the 48 state commissions and that 
25 copies must be filed for the use of the Commission. H. S. 
Shertz, counsel for Maryland truck operators, said if that num- 
ber of copies of briefs was required, few briefs would be filed. 
He said the cost of printing would be prohibitive in many cases 
and said, in effect, that motor truck organizations did not have 
available much money for that sort of thing. Commissioner 
Esch said he would tentatively hold that 500 copies of each 
brief should be provided. 


J. W. Drake, assistant Secretary of Commerce, read a state- 
ment discussing the influence of motor bus and truck transpor- 
tation on the life of the nation and its great value in an 
economic sense. He said there were approximately 80,000 sta- 
tions on railroads and approximately 45,000 towns and villages 
not on railroads. He said the motor vehicle stepped in where 
the lack of flexibility on the part of rail and water carriers had 
prevented the latter from giving service. He dwelt on the ben- 
efits resulting from motor transportation service between the 
communities not served by railroads directly and said the result 
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was that these communities practically had been put on railroad 
lines. 

A. M. Loomis read a statement prepared by T. C. Atkeson, 
Washington representative of the National Grange. Mr. Atke- 
son said the Grange held that highways were local and state 
instrumentalities and not parts or instrumentalities of interstate 
commerce; that the Commission was without power to take con- 
trol over’them; that the Commission, or some other federal 
agency, however, might acquire some jurisdiction over a limited 
amount of the traffic on the highways by reason of its interstate 
character. He also contended that any exercise of federal au- 
thority “in this field should be very limited, and most carefully 
and painstakingly studied before being entered into, if at all.” 

“The National Grange does not believe that under present 
conditions in the development of long-distance hauling on the 
highways there is any necessity for federal control,” said he. 

Mr. Atkeson commented on the damage done to highways by 
busses and trucks and the danger to those living along the 
highways because of such operation. His contention was that 
the highways were primarily for the use of those living along 
the roads and in the adjacent country. He also commented on 
losses in taxes to communities because of abandonment of rail 
lines on account of motor competition. He said his argument 
was a plea for proper control and regulation of motor bus 
and truck transport by local authorities first, by state 
authorities next, and finally and only in the most limited 
degree by the federal authority, all for the purpose of preserving 
and protecting the roads for those most concerned, the people 
of the farms, who could not exist and who would not stay on 
the farms unless they had adequate highway transport fa- 
cilities. Continuing, Mr. Atkeson said: 


In conclusion, we would briefly call to the attention of the 
Commission a few facts indicating the amount and value of highway 
transport in the handling of agricultural products to market: 

It seems very unnecessary to call to the attention of the Com- 
mission the facts as to the farmers’ use of motor trucks, and his 


pape upon the necessity of keeping the local road open and 
— safe and usable as the market highway for his motor-drawn 
produce. 


However the situation has changed so rapidly, and the use 
of motor trucks as a farm adjunct has grown so rapidly in the past 
ten years that this should be done. . 

WHEAT—Most of the wheat grown in the United States is 
marketed outside of the farm, chiefly to an elevator or to railroad 
cars at a near-by railroad station. It is likely that 90 per cent 
moves by motor truck, over a haul of from one to 20 miles. Little 
moves in competition with railroads. 

CORN—Most of the corn produced in the United States is fed on 
or near the farm where produced. That going into commercial 
channels is more than 90 per cent motor hauled, the same as wheat, 
probably over a shorter mileage. 

OATS AND OTHER COARSE GRAINS—These are largely fed on 
or near the farm where produced... The transportation is about the 
same as noted for corn. 

FLAX, BUCKWHEAT AND RICE are exceptions. 
pt ge | 71,000,000 bushels move away from the farms where grown, 
fully 90 per cent by motor truck. 

APPLES—The commercial apple crop of the United States aver- 
ages around 30 to 35 million bushels. About half of this is reported 
as moving to market by rail. As most of this crop actually moves 
off the farms, it is safe to assume that 80 to 90 per cent of all rail 
shipments now reach the station by truck, and practically all of the 
remainder goes to the consuming market by truck. It is one of the 
heaviest and bulkiest truck transport activities of farmers. 

ALL CITRUS FRUITS—Becavse of the concentrated areas of 
production, and far-distant markets, most of the citrus fruits move 
by rail, with the motor truck used only on short hauls to the rail 
stations. This latter movement, however, is almost entirely by truck. 

OTHER FRUITS—There is a very large and rapidly growing 
movement by motor truck of all perishable fruits to consuming 
markets. This increases as the fruit growing areas expand. De- 
partment surveys show that probably one-half the entire peach 
crop goes to market by truck. The Southern peach crop is the 
larger user of rail transport, but through the Maryland, Delaware, 
New Jersey, New York and Michigan areas a very large part is 
motor transported. The same is true of the small fruits to an even 
greater degree. Even with the heavily concentrated areas of grapes, 
20 to 30 per cent of the crop, except California, now uses truck 
transport to markets. California grapes move by rail almost entirely. 

POTATOES—The movement from the commercial areas is very 
largely by rail, except from field to warehouse or loading station. 
Movements from small farms to nearby consumers is almost ex- 
clusively by motor truck. 

FRESH VEGETABLES—Adequate figures are difficult to get. A 
survey in Delaware showed that the equivalent of 708 carloads of 
turnip greens went to market by truck, 40 per cent of the entire crop. 
Southern supplies of vegetables and supplies from such commercialized 
areas as the Michigan celery lards, central New York celery and 
onions, compete with locally grown supplies in every market. Prob- 
ably the motor truck handles most of the local supplies at this time 
over areas up to 50 or 60 miles. A conservative estimate is that 30 
a al cent of every city’s supply of fresh vegetables is motor 

auled. 


COTTON AND TOBACCO—The transportation of cotton and 
tobacco falls in areas with more horse and mule hauling than most 
of the other staple farm commodities. Also most of these two crops 
move only to the railroad, either to a gin, a warehouse or a freight 
car. At the same time co-operative marketing operations have 
centralized warehousing and loading, and the use of motor trucks is 
growing very rapidly, due to longer hauls, and quicker service. 

HAY—Less and less hay is moving from farm to market. 


These grain 


Such 
as moves is almost entirely handled by truck. The bulk of the loads, 
however, precludes long truck hauls. 


MILK—The most remarkable increase in the use of motor trucks 


is in the handling of the fluid milk supply, and the public is today 
dependent on motor trucks for their milk supply. Recent surveys 
show that approximately 90 per cent of the milk used in Detroit, 
St. Paul, Minneapolis, Milwaukee, Cincinnati and Indianapolis moves 
by truck. No surveys have been published as to Cleveland, Co- 
lumbus, St. Louis, or the big Pacific coast cities, but the same 
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situation undoubtedly exists there. It is likely that Buffalo and almost 
all other New York cities except Greater New York receive fro, 
50 to 80 per cent by truck. Baltimore received 42 per cent When 
this was surveyed and published in 1924; probably today the per. 
centage is nearer 80. New York, Philadelphia and Boston ar 


e 
exceptions, drawing their milk from so great a radius that be 
trarfsport is still used for more than half, in New York, Probably 
80 to 90 per cent. 


Although Chicago received no motor drawn mij; 
in 1910, 14 years later motors provided 32 per cent of the supply 
The past two years has probably seen this jump to 50 per cent, per. 
haps larger, in spite of the shifting of the area used for the city’, 
chief supply. 

LIVE STOCK—Perhaps the most remarkable demonstration g 
the invasion of agricultural transportation by motor trucks jg 
found in the motor truck haul of live cattle. Three and a thing 
million head of hogs were motor-trucked to the 15 principal markets 
in 1925. This was almost 11 per cent of the total. There was prac. 
tically no motor transport of live cattle 6 or 8 years ago. Six per 
cent of the sheep at these same 15 markets, and more than 1) 
per cent of the calves were motor-hauled. Four and a half per cent 
of the cattle were motor-carried to markets. 

It is impossible to summarize this in figures, as to amount 
tonnage, mileage, or value, but the array is of sufficient size, ang 
sufficiently definite to clearly indicate the economic interest the 
seven and a half million farmer owners and operators have jn 
this subject. 


The farm producers who use this form of transportation, ang 
who are a use day by day, want safe roads, and com- 
petitive prices. 


hile most of this is done in owner-operated 
vehicles, every farmer operator wishes freedom of choice between 
using his own vehicle and time on the road, or using a truck for 
hire, releasing his labor, attention and vehicle for purposes of 
production. Provided that the road is kept up, and it is kept 
safe, his further interest lies in the utmost freedom of this whole 
great fabric of activity from interference, regulation or impediment. 


A plea for regulation of the motor vehicle operated for hire 
in interstate commerce was made by Alfred P. Thom, general 
counsel of the Association of Railway Executives, at the closing 
hearing in the investigation on the afternoon of October 27. 


There will be no oral argument heard by the Commission in 


the proceeding. Commissioner Esch announced that the tenta- 
tive holding that 500 copies of each brief should be filed would 
be adhered to. In closing the investigation, Mr. Esch thanked 
those who had participated for their co-operation. As to the 
cost of printing briefs, Mr. Thom said he had ascertained that 
a 20-page brief would cost $50 if 25 copies were printed and that 
a charge of $100 would be made for 500 copies. 

In beginning his statement, Mr. Thom said there had been 
some intimation that the railroads had started the agitation for 
regulation of the motor carrier in interstate commerce and that 
he wished to deny that. He said it was his understanding that 
the movement was begun at a conference initiated by the Na- 
tional Automobile Chamber of Commerce after the decisions of 
the Supreme Court of the United States in the motor regulatory 
cases in March, 1925. At the conclusion of Mr. Thom’s state- 
ment, C. C. McChord, formerly a member of the Commission, 
representing the National Automobile Chamber of Commerce, 
said he did not wish that statement to go unchallenged. He 
said the National Automobile Chamber of Commerce was not at 
war with anybody and that its position simply was that it did 
not wish legislation that would result in retarding the construc- 
tion and use of automobile trucks and busses. Mr. Thom said 
he agreed with that expression of view. 

Mr. Thom said he was authorized by the Association of Rail- 
way Executives to repeat the remarks he made at Boston, Octo- 
ber 20, with reference to the attitude of the railroads toward the 
motor vehicle, as reflecting the position of the railroads. (See 
Traffic World, October 23, p. 920.) Mr. Thom explained that, 
while he was authorized to appear on behalf of the association, 
the statements he made did not, of course, bind individual mem- 
bers of the association. 

Mr. Thom said he would not take issue as to the importance 
of motor transportation and the necessity of preserving and 
developing it. The main idea, he contended, was that whatever 
was done should be done with a view to improving transporta- 
tion as a whole. He said the problem should be approached 
from the standpoint of whether or not transportation as a whole 
would be improved or impaired by the regulation of this im- 
portant new agency of transportation. He said the question 
must be considered whether the new form of transportation 
would deprive a community of established transportation service 
essential to the community’s welfare if the new form were in- 
troduced. His argument along this line was that there must be 
a tribunal to decide whether or not it would be in the public 
interest to have the motor transportation service, whether the 
public interest would be injured by the introduction of the new 
service through impairment of existing facilities, or whether the 
new should supplant the existing agency. He said an additional 
public interest in the matter was as to whether use of the high- 
ways for hire would affect the interests of the users of the high- 
ways not for hire. There should be somebody to determine that 
question, he said. He said there should be a tribunal to deter- 
mine whether there was unnecessary use of the highways by 
vehicles attempting to make money out of them. Another ques- 
tion for determination, he said, was the effect on the highway 
itself as the result of its use for hire. He said one question in 
that connection was whether such use would destroy the high- 
way out of proportion to the usefulness to the public. 

Comment was made by Mr. Thom on the fact that 38 out of 
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48 states had some kind of regulation of motor vehicles in intra- 
state commerce. Such regulation, he contended, was not adopted 
as the result of haphazard conclusions but as the result of a 
sonviction that regulation should be provided. He referred to 
oa Supreme Court decisions holding that the states could not 
forbid operation of interstate motor lines and asked how intra- 
state regulation was to be justified if interstate motor carriers 
were to go unregulated. He asked whether it was wise public 
policy to have intrastate regulation in 38 states and no federal 
regulation. He was unable to see why, with the extent of intra- 
state regulation, there should not be interstate regulation. He 
said carriers already regulated by the states would not regard 
it as just that interstate carriers should be non-regulated. He 
argued that the question did not arise alone with the railroads 
on one side and the motor carriers on the other. 


Taking up the question of the power of Congress to regu- 
late, he said it was important to bear in mind that the power of 
Congress was derived from its authority under the commerce 
clause of the Constitution to regulate commerce. He contended 
that Congress, having the power to regulate commerce, had the 
power to regulate the agencies transporting commerce, whether 
private or common. Later on, in response to a question, he said 
he did not advocate regulation of the private operator. He cited 
a number of cases in support of his contention. The power of 
Congress was complete in this matter, he said. 


Commerce by steam railroad, Mr. Thom continued, was 
predominantly national in character and therefore should be reg- 
ulated by a body having regard for the national considerations 
involved. On the other hand, he said, motor vehicle commerce 
was predominantly local in character and that some method of 
regulation must be found responsive to that dominant charac- 
teristic if regulation was to prove useful. He said it was not 
possible to repose in the states the entire power of regulation. 
He construed the Buck and Bush cases as holding that the states 
could not prohibit interstate commerce on the highways. He 
said that was the extent of the Supreme Court’s decisions. He 
said it was possible for Congress to go only part of the way in 
the matter of regulation and leave a large part of the field to the 
states. He then discussed the power of Congress to utilize local 
authority in the administration of federal regulatory measures. 
He asked whether Congress could validly utilize state commis- 
sioners in that connection. Although he had indicated earlier 
in the hearing that he was of opinion that Congress could not 
delegate legislative power, he said he did not think it was neces- 
sary to consider the question at issue from the standpoint of 
delegation of legislative power. He referred to instances in 
which Congress had used local authorities in giving effect to 
federal legislation and in one instance a private agency was 
used, he said, when the American Railway Association was au- 
thorized to prescribe a standard size of a part of car equipment. 
He argued that Congress would not be using the state commis- 
sioners, for example, as state officials or as federal officials, but 
simply as individuals who happened. to be state commissioners. 
He urged that that distinction was important because if the 
officials were to be federal agents there would arise the re- 
quirement that they be appointed by the President. He con- 
tended that members of state commissions could administer 
federal regulatory law over motor vehicles. without the sanction 
of the states, although he said they might refuse to act without 
such sanction. His point was that Congress could use any indi- 
vidual in the administration of such a regulatory law 


Mr. Thom’s view was that that part of regulation exercised 
under the police power of a state might well be left to the 
states by the federal government with respect to interstate 
operations. Local authorities should be utilized in the federal 
regulation, he said, but provision should be made for appeal to 
the Interstate Commerce Commission by any party to a proceeding 
before the local authorities. He said the public was interested 
in three aspects of protection—against overcrowding of the 
highways; that not undue expense be imposed on the public by 
improper use of the highways, and that where there was al- 
ready in existence an agency of transportation essential to the 
welfare of the public that nothing be permitted to impair the 


existing agency to the extent of adversely affecting the public 
interest. 


A finding of public convenience and necessity should be re- 
quired as to the operation of interstate motor services. He said 
the system of regulation should include rates and financial re- 
sponsibility and insurance. As to whether there should be ac- 
counting regulations, he said that that should be left to the dis- 
cretion of the Commission. He said continuity of service should 
be required. As to contract carriers, he thought that a thorough 
study of that question should be made with reference as to 
whether the larger system of regulation should be made applic- 
able to them. He believed they should be subjected to some 
degree of regulation and that fees should be exacted from them 
with reference to the wear on the highways as the result of 
their use by such carriers. 

In response to a question by Mr. Chandler, Mr. Thom said 
he was not appearing as “a militant advocate of regulation.” 
Mr. McChord asked whether the interest of the carriers by rail 
did not lie in the fact that they were losing business to the 
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motor vehicle. Mr. Thom insisted that the question at issue was 
one to be decided on the basis of the public interest and that 
the effect of the motor vehicle on the finances of the rail carriers 
should be considered only to the extent that the public interest 
was affected. 

Mr. Chandler asked if Mr. Thom thought the Commission, as 
at present constituted, should have to take on the regulation of 
motor carriers. Mr. Thom said he assumed that if Congress 
created a new duty for the Commission to perform, it would 
create means to perform it. He said he would co-operate with 
Mr. Chandler in urging that help be provided to do the additional 
work. 

Maurice Kressin, president of the National Delivery Associ- 
ation of Washington, D. C., an organization of warehousemen 
and truck owners, whose members haul household goods by 
truck throughout the country, described the character of service 
given by the members. Price contract operators, the witness 
said, were in business before the common carrier truck operator 
was thought of. Mr. Kressin said those for whom he spoke op- 
posed any regulation that would result in obstruction of the 
free use of roads, as they felt that such a condition would be 
un-American. 

Jerome Fanciulli, speaking for the Commercial Motor 
Vehicle Owners’ Association of the District of Columbia, said 
there was no demand from the public for regulation of motor 
trucks. He urged that before regulation was attempted the 
motor truck be permitted to find its proper place in the trans- 
portation field. Regulation, he contended, would increase the 
cost of service by the motor truck. He said if there was regu- 
lation, it must take into consideration the specialized services 
obtained from the motor truck. The operators of the District of 
Columbia, he believed, were entitled to special consideration in 
view of the fact that even though they did a local business it 
was interstate in character because of the proximity to Mary- 
land and Virginia state lines. 

A “co-operative” conference in the proceeding will be held 
by the Commission and members of state commissions. Such 
conferences are held under the Commission’s co-operative agree- 
ment with the state commissions in proceedings in which the 
states are interested. 


STATE HIGHWAY EXPENDITURES 


The total expenditure by the state highway departments 
in 1925 for road and bridge construction on the several state 
highway systems amounted to $649,125,101, according to reports 
from the highway departments just compiled by the Bureau of 
Public Roads, United States Department of Agriculture. Of 
the total expenditure 59.6 per cent was spent for road and 
bridge construction, 18.4 per cent for maintenance, and 3.5 per 
cent for materials and equipment. Administrative and engineer- 
ing costs accounted for 4.7 per cent of the total, interest and 
principle payments on bonds 7.8 per cent, and miscellaneous 
expenditures amounted to 6.0 per cent of the total. Continuing, 
the bureau says: 


To meet these expenses the highway departments received from 
various sources during the year a total income of $780,081,292 of 
which $115,656,721 was available as a balance from the previous 
year’s operations, so that the amount of money raised during the 
year was only $664,424,571. Of the latter amount 43.5 per cent was 
raised by means of motor vehicle license fees and gasoline taxes, 
30 per cent from the former and the balance from the latter. The 
sale of bonds realized 21.3 per cent of the total for the year, and 
federal aid received from the national government amounted to 13.9 
per cent. Funds transferred to the state by the counties and other 
local governments amounted to 10.8 per cent, and the balance was 
made up of funds derived from special] highway taxes and appropria- 
tions and from miscellaneous sources as follows: Taxes, 3.3 per cent; 
appropriations, 5.0 per cent; and miscellaneous 2.2 per cent. 

Although the year’s expenditures were slightly greater than the 
previous year’s total of $605,665,207, the balance of $130,956,191 carried 
over into the current year was even greater than the amount of un- 
expended funds carried over from 1924. The rate of construction re- 
mained about the same as in previous years. : 

One of the most significant facts brought out by the report is the 
remarkable increase in the percentage of the total highway income 
derived from motor vehicle and gasoline taxes, and the falling off 
in the percentage representing real and personal property taxation. 
There has been a steady tendency in this direction since 1921. In that 
year the combined income from motor vehicle licenses and gasoline 
taxes amounted to 25.9 per cent, the gas tax revenue amounting to 
less than one per cent. In 1925 the income produced from these 
sources was 43.5 per cent of the year’s total and the gas taxes alone 
amounted to 13.5 per cent. 

In the same period taxes on property specifically for road pur- 
poses have dropped from 11.2 per cent to 3.3 per cent of the year’s 
total income. Including the income from appropriations and miscel- 
laneous sources, most of which is raised indirectly by property taxa- 
tion, the 1921 percentage was 20.7 and the 1925 percentage was 10.5. 

Funds raised by the sale of bonds were also a smaller percentage 
of the total in 1925 than in 1921, being 21.3 per cent in 1925 as com- 
pared with 27.8 in 1921. 


GUARANTY OVERPAYMENT FOUND 


The Commission has certified to the Secretary of the Treas- 
ury that the Alabama, Tennessee & Northern owes the govern- 
ment $32,906.93 on account of overpayment under section 209 
of the transportation act. The Commission found that $29,593.07 
would make good the guaranty for the six months after the 
end of federal control. The carrier received $62,500 in advance 
payments. 
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LAKE CARGO COAL HEARING 


The Trafic World Washington Bureau 

Hearing was resumed October 25 in No. 15007, and cases 
joined with it collectively known as the lake cargo coal case, 
by Commissioner Hall and Assistant Chief Examiner Charles F. 
Gerry in Washington. The case is on further hearing, after re- 
opening on petition of the complaining Pittsburgh district and 
Ohio operators in the Pittsburgh vein. The initial hearings on 
the reopened case were held at Atlantic City. 

George W. Oliver, the cost accountant put on the stand by 
the complainants, was subjected to cross-examination. Then 
further direct testimony was given by W. L. Beyers, speaking 
for the Fayette-Greene Operators’ Association, and for the com- 
plainants by H. L. Findlay, vice-president of the Youghiogheny 
& Ohio Coal Company. 

Commissioner Hall urged the parties to the case to make 
their examination and cross-examination as short as possible 
with a view to having the taking of testimony completed within 
the week. Before urging the desirability of conserving time 
Mr. Hall undertook to ascertain from the attorneys how much 
additional time would be required. The rough estimates given 
on the spur of the moment indicated that more than the week 
would be required were all the witnesses on the various lists 
called and their cross-examination were as searching as hereto- 
fore. 

The complainants brought forward high executives.in coal 
mining operations at the hearing on October 26. They allowed 
the presentation of their part of the case to be interrupted for 
the introduction of a witness in behalf of the intervening south- 
ern railroads. The latter presented Truman M. Dodson, vice- 
president of Weston, Dodson & Co., a former vice-president in 
charge of operations of the Pittsburgh Coal Company. 

F. E. Taplin, president of the North American Coal Cor- 
poration, president of the Pittsburgh & West Virginia railroad 
and West Side Belt and chairman of the Pittsburgh Terminal 
Coal Corporation; J. B. L. Hornberger, vice-president and con- 
troller of the Pittsburgh Coal Company; and W. E. Tytus, gen- 
eral sales manager for the Sunday Creek Coal Company, were 
the day’s witnesses. The last mentioned spoke for southern 
Ohio field operators. 

Mr. Taplin figured that the Pittsburgh rate should not be 
more than $1.24 per long ton instead of $1.66, based on the as- 
sumption that the rate of $1.91 from the Kanawha district was 
proper. He also figured that on a cost basis the rate should be 
$1.24. 

Mr. Hornberger, who had been connected with the Pitts- 
burgh Coal Company since its organization, said that when it 
was organized it had a mining capacity of 25,000,000 tons a year 
and mined that much coal but that through the loss of one mar- 
ket after another it had been cut down from 24,000,000 tons in 
1913 to an average of about 8,000,000 tons in the last few years 
and with a prospect of less than 5,000,000 tons in 1926. Lake 
cargo coal, he said, was sold f. o. b. vessels. That made the 
freight rate important. 


Admitting that Pittsburgh district labored under higher 
labor and other costs than mines farther south, he contended 
there was no reason why the benefit of its proximity to great 
centers of consumption should be taken from it by means of 
freight rates. He made no effort to minimize the disadvantages 
under which the Pittsburgh operators labored, but said that even 
with those disadvantages a rate recognizing the proximity of 


mines in the Pittsburgh district to the consuming centers would 
enable them to do business. 


Mr. Dodson described some of his activities in the handling 
of the labor situation while a vice-president of the Pittsburgh 
Coal Company and the work he had done in modernizing the 
equipment. ‘He said that most of the mines of that company 
were well equipped. 

The complainants’ side of the hearing came so-near .an 
end on the afternoon of October 27 that J. M. Dewberry, the 
Louisville & Nashville coal man, was put forward by the 
southern intervening lines to submit figures to combat those 
submitted by Mr. Oliver, representing the complainants shipping 
over the northern lines. They were intended to show that the 
southern lines, contrary to the contention of the northern, were 
not obtaining an undue share of the lake cargo coal tonnage. 

Southern Ohio operators, speaking through Mr. Tytus, con- 
tended that the rate situation was such that the Ohio operators 
were being deprived of a fair share of the business. His thought 
was that the situation, in the matter of rates as related to each 
other, should be restored to what it was in 1917. 

Assistant Trainmaster Smith of the Pennsylvania at Cleve- 
land was put on the stand to give tonnage figures for the 
Pennsylvania, in the matter of coal and iron ore, one of the 
contentions of the complainants being that inasmuch as many 
of the coal cars came back from the ports loaded with ore, the 
service rendered by the railroads serving them was not as 
expensive as the service rendered for the more distant shippers 
over the southern intervening lines. The Pennsylvania figures 
were put in to show, however, that the percentage of cars 
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returned from the ports loaded with ore was not as great ag 
the complainants had figured. 

A. C. Lewis, speaking for the miners in No. 12 district of 
the United Mine Workers of America, in Illinois, put into ty, 
record extracts from government coal reports and other do¢y. 
ments showing the distressed condition of the industry in tha 
district. The mine workers claim their distress is due to th 
freight rate adjustment. They claim it favors the NON-Unioy 
mines in the states on the southern intervening lines. 

J. J. Ekin, comptroller for the Baltimore & Ohio, also gy). 
mitted statistical exhibits in support of the position taken py 
the northern lines that the rate from the Pittsburgh district was 
not unreasonable. 

Motions to strike all exhibits and testimony about the eos 
of production and sociological conditions in various mining 
districts, submitted on the theory that the Hoch-Smith rego}y. 
tion made them admissible, were made October 28 by A, ¢ 
Gutheim for the Pittsburgh district complainant, and by Bf, S. 
Ballard for the Ohio complainant. They reviewed the history 
of that phase of the subject and claimed that such testimony. 
under the rulings of the Commission, were not pertinent to the 
issue, 

Opposition to that was expressed by W. S. Bronson for the 
lines serving the more southern districts. Arguments on the 
point had not been completed at the time this was written, 
It looked, however, as if the usual division would be created 
by the motions; that is, the Pittsburgh and Ohio complainants 
would favor exclusion of cost and sociological data and the 
southern mines and lines would favor retention and acceptance 
of such data 

Mr. Bronson claimed that under the ordinary rule of eyi- 
dence such data were admissible regardless of the Hoch-Smith 
resolution because the complainants had asserted that their con. 
dition was due to the rate adjustment. Any evidence to show 
that the condition was due to something else, he asserted, was 
competent and relevant. 

Mr. Bronson made a motion to strike testimony in behalf 
of the operators in southern Ohio. George N. Brown asserted 
that evidence on their behalf was received without objection 
at the earlier hearing; that the figures put in by Mr. Tytus were 
the same as those put in by an earlier witness but that the 
application made of them was different because the later wit- 
ness treated them from the point of view of a salesman. 

Witnesses in behalf of the Chesapeake & Ohio were heard 
before the interruption by the motions to strike. They were 
Mr. Monroe of the Bureau of Railway Economics; George D. 
Brooks, the general manager of the C. & O. and C. P. Morton, of 
the car allotment commission of that railroad. 


RAIROAD FUEL COSTS 


The total cost of coal and fuel oil consumed by Class I roads 
in freight and passenger train road locomotives, in the eight 
months ended with August, amounted to $209,784,721, as com- 
pared with $213,926,911 for the same period of 1925, according 
to statistics issued by the Bureau of Statistics of the Commis- 
sion. For August the total cost was $25,272,177, as compared 
with $26,198,605 in August, 1925. 

The total cost of coal in the eight months was $170,853,803, 
as compared with $171,925,190 in the same period of 1925. The 
average cost per ton was $2.61 in the eight months, as compared 
with $2.75 in the same period of 1925. The net tons consumed 
totaled 65,420,456 in the eight months, as against 62,586,083 in 
the same period of 1925. 

For August the cost of coal was $20,204,395, as compared 
with $20,758,898 in August, 1925. The average cost per ton was 
$2.57 as against $2.65 in August, 1925. The net tons consumed 
in August totaled 7,873,420 as against 7,825,110 in August, 1925. 

The cost of fuel oil in the eight months was $38,930,918 as 
compared with $42,001,721 in the same period of 1925. The 
average cost per gallon was 2.92 cents as against 3.20 cents in 
the 1925 period. The total consumption-was 1,334,478,382 gal- 
lons in the eight months as against 1,314,057,936 in the same 
period of 1925. For August the cost of fuel oil was $5,067,782, 
as compared with $5,439,707 in August, 1925. The average cost 
per gallon was 2.95 cents as against 3.23 cents in August, 1925. 


The consumption of oil in August totaled 171,524,766 gallons as 
against 168,341,555 in August, 1925. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended October 23 totaled 33,344 cars, as compared with 
37,524 cars in the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 10,452 cars; asparagus, 6 cars; cabbage, 1,392 cars; cauli- 
flower, 267 cars; celery, 541 cars; cucumbers, 4 cars; eggplant, 4 cars; 
grapefruit, 123 cars; imports, 157 cars; green peas, 27 cars; grapes, 
5,938 cars; lemons, 187 cars; lettuce, 878 cars; miscellaneous melons, 
93 cars; mixed citrus fruit, 13 cars; mixed deciduous fruit, 48 cars; 
mixed vegetables, 452 cars; onions, 1,249 cars; oranges, 810 cars; 
imports, 33 cars; peaches, 77 cars; pears, 546 cars; imports, 3 cars; 
peppers, 100 cars; plums and prunes, 32 cars; spinach, 78 cars; string 
beans, 275 cars; sweet potatoes, 938 cars; tomatoes, 532 cars; potatoes, 
8,282; imports, 194 cars. 
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MEETING OF TRAFFIC CLUBS 


(By a Staff Correspondent at Milwaukee) 


The most important action taken by the semi-annual meet- 
ing of the Associated Traffic Clubs of America at Milwaukee, 
Wis., October 26 and 27, was the adoption of the report of the 
educational committee. This committee had been appointed in 
accordance with action taken at the meeting in Dallas last 
april, instructing the president to appoint a committee to work 
out a program for educating the business men and the railroads 
to the importance of employing capable traffic men and of edu- 
cating men who go into the traffic business to the importance and 
dignity of their profession and of fitting themselves properly 


r it. 
. The report was read by the chairman of the committee, 


w. E. Butterbaugh, of Chicago. Other members of the com- 
mittee present—W. E. Fitch, of San Francisco, Professor Sidney 
L. Miller, of the University of Iowa, and Professor L. C. Sorrell, 
of the University of Chicago—also spoke and the matter was 
thrown open for a long, general discussion, at the close of which 
the report was unanimously adopted. It now goes to member 
clubs for their action. The report follows in full: 


Outlined below is a plan which seems to offer the most prac- 
tical method of approaching and handling the work laid out for 
the educational committee of the Associated Traffic Clubs of 
America. It should be considered as simply an outline to act 
as a starting point in discussing this important question. This 
plan has been put in the hands of each member of the educational 
committee, as well as the officers of this association, with the 
request that their reactions be offered to it. The responses re- 
ceived have been constructive and helpful and have been worked 
into this more final plan, to be presented to the delegates of the 
fifty-two clubs at this Milwaukee meeting of the Associated 
Traffic Clubs of America. ‘ ; 

The difficulties faced by any committee of this kind, in satis- 
factorily determining upon a plan of action to further traffic 
education, should not be minimized. The work ahead is very 
extensive; it has so many highways and by-ways that in order 
to be properly approached, it is first necessary to break it up 
into subdivisions and analyze the separate parts. 


The Four Fields for Educational Work 


Educational work in traffic can be classified into four distinct 
fields, as follows: 

1. IN RELATION WITH BUSINESS EXECUTIVES. The 
spreading of sound and effective information among executives 
in all branches of business activities, both shipper and carrier, 
as to the place of a traffic department in a modern business or- 
ganization, the nature of traffic work, and the various functions 
that should be assigned to this department and to its manager 


for handling. 

This field includes RAILROAD EXECUTIVES (other than 
trafic) AND RAILROAD DIRECTORS. Like the executives of 
other business concerns, these railroad executives need their at- 
tention directed to the value of their traffic departments and em- 
ployes, and how traffic services may be developed and capitalized 
to the utmost degree. There is a need for information stressing 
the importance of the sales activities of the traffic solicitation 
staff, and how such activities may be made more valuable, and 
be more generously recognized and appreciated by rail executives 
and their boards of directors. 

2. IN RELATION WITH TRAFFIC EXECUTIVES. The fur- 
nishing of information concerning traffic and its problems tc 
traffic, clerical, technical and administrative employes in order 
that they may be enabled to handle the present duties of the 
traffic department, and the expanded functions of the better or- 
ganized department of the future. 

3. IN RELATION WITH FUTURE BUSINESS AND TRAFFIC 
EXECUTIVES. Educational work among schools and colleges 
for the purpose of better preparing students for business and to 
particularly prepare students for traffic work. 

4. IN RELATION WITH THE GENERAL PUBLIC. The crea- 
tion of a better understanding on the part of the general public 
concerning the nature, purpose and value of traffic work, traffic 
departments, traffic managers and traffic employes. 

Therefore, in thinking about this subject please try and keep 
in mind the bigness of the field, and the four separate and dis- 
tinet fields which require attention. 


The Preparation of a Specific Program 


Naturally, action in connection with all of these cannot be 
undertaken with full force at the start; nor should thé accom- 
plishment of too much in a short time be expected. It has, there- 
fore, been considered expedient to lay out a program covering a 
four or five year period, and set a goal that may be reached each 
year. It has been thought advisable to select one of these four 
fields of activity for immediate attention, and after getting it 
well under way, to take up a second, and later a third, and 
finally the fourth activity. 

With this plan in mind, it is believed that during the first 
year the committee should turn its attention, largely, toward the 
industrial and railroad business executive. During this first year 
plans will also be worked out in connection with the other 
three fields. 7 

During the second year the committee will turn its attention 
more seriously to the shipper and carrier traffic executive (as well 
as to the business executive). 

In the third year the work will be directed toward the future 
business and traffic executive (as well as toward the present busi- 
ness and traffic executives). 

And during the fourth year our activity will concern the 
general public (at the same time carrying on work with the other 
three groups). ; 

The Business Executives group has been singled out for par- 
ticular consideration during the year 1927, first, for the reason 
that this Association, in appointing the Educational Committee, 
seemed to have had them primarily in mind. In the second place, 
a great deal can be accomplished in connection with the business 
men, with the least amount of effort. In the third place, by 
informing business executives concerning the functions and im- 
portance of traffic work, an immediate effect will be had, and 
this should react at once in the improvement of the traffic man’s 
standing and position. This in turn should react in the unqualified 
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support of the work of the Committee on the part of traffic men 
in all lines of the work, and in all sections of the country. 


Ways and Means of Accomplishing the Work 


Since it has been decided that the initial efforts of the Com- 
mittee shall be centered upon a campaign for a more complete 
understanding of traffic on the part of business executives, ways 
and means for accomplishing this end must next be discussed. 

In the first place, it will be advantageous to have local work- 
ing organizations throughout the country. 


IT IS, THEREFORE, PROPOSED AND RECOMMENDED 
THAT EACH OF THE FIFTY OR MORE TRAFFIC CLUBS, ASSO- 
CIATED WITH THIS NATIONAL ORGANIZATION, IMMEDI- 
ATELY ESTABLISH A LOCAL EDUCATIONAL COMMITTEE. IT 
IS SUGGESTED THAT THESE COMMITTEES BE COMPRISED 
OF A CHAIRMAN, A VICE-CHAIRMAN, A SECRETARY, AND 
ONE OR TWO ADDITIONAL MEMBERS. 

This will provide not only a national educational committee, 
but 50 local educational committees, and make it possible for 
plans to be worked out uniformly by a single centralized group, 
and then distributed to be carried out locally in all parts of the 
country. 

There are, of course, only two methods of reaching the busi- 
ness executives group or any of the other three groups as well. 
One way is orally, through personal contact; and the other is in 
writing. It is planned to use both of these methods, and the fol- 
lowing specific programs have been suggested: 

Establishing speaker’s bureaus. 

2. Holding joint smokers or meetings. 

3. Securing newspaper and magazine publicity, and distribut- 
ing articles and circulars. 

Securing co-operation from the carriers. 

5. Obtaining the assistance of certain governmental bodies. 

It may be well to enlarge upon each of these programs in 
some detail. 

1. ESTABLISHING SPEAKER’S BUREAUS. To reach busi- 
ness executives locally and nationally through the creation of 
speaker’s bureaus, it is suggested that the local Educational 
Committees of each of the clubs call upon their members for 
volunteer speakers. In doing so it should be made clear that 
orators are not needed and that papers will be put in the hands 
of these speakers setting forth “what to say.’.. Arrangements 
should then be made to furnish individual speakers for talks 
before the various clubs and business associations in the com- 
munity. Among these business men’s groups might be mentioned: 


1. Kiwanis, Rotary, Lions, Giro, and similar organizations. 
2. Chambers of Commerce, Commercial Clubs, Associations 
of Commerce, Boards of Trade, Merchant’s Associations, Marine 
Associations, etc. 
3. Conventions and similar large state, sectional and national 
gatherings of business men. 
Meetings of Sales Organizations, Purchasing Agents, Bar 
Associations, Accountants, American Bankers’ Institute groups, 
Credit Managers, Office Managers, etc. 


5. Trade Associations—grange, Retail Merchants, Wholesale 
and Jobbers’ Associations, Printers, etc. 


6. Noon-day luncheons, such as Alumni Clubs, fraternal or- 
ganizations and other societies composed of business men. 

At the same time, the national educational committee mem- 
bers can also be called upon to address meetings in various parts 
of the country, particularly in their own territories. The national 
educational committee will also prepare charts and papers for the 
use of local speakers throughout the country. In this way the 
national committee will somewhat control the nature of the 
material used in this campaign, and will also materially aid the 
local committees in all sections of the country in promptly and 
effectively carrying out their program. 


2. HOLDING JOINT MEETINGS AND SMOKERS. Another 
worth-while suggestion, as a method for getting in touch with 
business executives, concerns the holding of joint meetings and 
smokers to be participated in by traffic club members, together 
with local associations or societies composed of other business men. 
For example, the traffic club members will hold a joint meeting 
with the sales managers of their community. The sales managers’ 
association will be asked to bring out their members, and the 
traffic club member will also be encouraged to attend. Likewise, 
the sales managers will be asked to bring with them their traffic 
managers, and other executives in charge of traffic and shipping, 
and the traffic managers will be asked to bring with them their 
sales managers and assistant sales managers. 

The program to be used for meetings such as these will also 
be prepared by the national educational committee to facilitate 
the work of the local committees. This program will have for 
its purpose the pointing out of the importance, value, and services 
of the sales department and of the traffic department, and their 
relation to each other. These meetings will prove worth while 
for everyone attending and taking part in them. 


Other groups besides the sales managers that can be met with, 
will include the: 1, Accountants, Cost Accountants, and C. P. A’s.; 
2, Purchasing Agents; 3, Industrial Engineers; 4, Engineers 
(various), American societies of—Electrical Engineers, Mechanical 
Engineers, Civil Engineers; 5, American Bankers’ Institute; 
6, Credit and Collection Managers; 7, Office Managers; 8, Insurance 
Managers; 9, Warehousemen’s Associations; 10, Cartage Associa- 
tions; 11, Transportation and Railroad Clubs; 12, Advertising Men’s 
Clubs; 13, Journal and Press Clubs; 14, Production Managers; 15, 
a oe Associations; 16, Architects, Contractors and 

uilders. 

3. SECURING PUBLICITY AND DISTRIBUTING ARTICLES. 
The national educational committee will also be charged with the 
assembling of existing traffic promotion material and the prep- 
aration cof new material for publication in: 1, Newspapers (of a 
general and commercial nature); 2, Magazines (of a general and 
business nature); 3, Trade papers. 

The local educational committees will also be encouraged 
to secure the publication of the papers and the addresses that 
are used by their speakers’ bureau, and by those participating 
in joint meetings with other associations. Through each of these 
mediums considerable local and national publicity can b e secured 
which will be of value to traffic people. 

Leaflets, circulars and pamphlets will also be prepared and 
distributed where they will be most effective. The co-operation 
of various organizations can be secured for distribution purposes. 

4. SECURING CARRIER CO-OPERATION. The national 
educational committee also has in mind getting in touch with 
the railroad, steamship, and other carriers, both individually and 
collectively, and enlist their support in this campaign of educa- 
tion. Such organizations as the American Railway Association 
and their various sub-organizations, and the fourteen shippers’ 
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advisory boards, can do a great deal toward better informing 
business executives concerning traffic work. 

It is quite evident to everyone that it is very much to the 
interest of the carriers that shippers employ a traffic manager, 
if possible, or some particular individual to give either all or 
a part of his time to traffic matters, encourage him to become 
well informed concerning traffic matters, and to specialize in 
handling the shipper’s relations with the carriers. In this way 
the work of the carriers is made more easy and satisfactory. 

It is said that the shippers’ advisory boards now reach, 
annually, about 20,000,000 people in this country, and that their 
various meetings bring together thousands of business men who 
have little other personal contact with transportation matters. 
The assistance of the advisory boards, in this campaign of edu- 
cation, would, therefore, be most valuable. 

5. SECURING CO-OPERATION THROUGH THE GOVERN- 
MENT. The transportation division of the Bureau of Foreign 
and Domestic Commerce, of the Commerce Department in Wash- 
ington, D. C., can, undoubtedly, be interested in promoting a bet- 
ter understanding of sound traffic management, through their 
weekly publication “Commerce Reports,” and through their special 
research and studies. They are in a position to reach thousands 
of business men throughout the nation. Furthermore, the Secre- 
tary of Commerce could be of great assistance to traffic people, 
should his aid be given to promoting this educational campaign. 

Likewise, the other federal bureaus, such as the Interstate 
Commerce Commission, the Railroad Administration, the United 
States Shipping Board, and the Bureau of Public Roads, could also 
be approached and perhaps their co-operation secured. 

At the same time help may also be expected from the Na- 
tional Association of State Railroad and Public Utility Com- 
missioners. 

The sound and unbiased nature of government reports would, 
undoubtedly, secure a favorable reaction from the business men 
of the country. 

The above outline merely sets forth an approach to the prob- 
lem of finding ways and means of carrying out a constructive 
program for traffic education in one of the four major fields 
of effort. 

A word might be said with reference to plans which the 
Committee has in mind with reference to the other fields. 


Traffic Executives 


In relation to the educational work for the traffic executives 
now on the job. Many, both with the carriers but more so with 
the shippers, are said to be traffic managers in name only. They 
are said to be shipping room clerks, salesmen or even switchmen, 
who have assumed the title of traffic manager, and who are not 
rightfully qualified to handle executive problems of a traffic 
nature. This is said to work an injustice upon the traffic field 
in general. What can be done to take care of such a situation? 

For one thing it is planned to encourage the formation of 
traffic forums, study groups, or round-tables in all parts of the 
country, particularly under the auspices of the traffic clubs. 
Kansas City already has such a class and it has been in success- 
ful operation for a number of years; certain clubs located in the 
Pacific Coast cities have been unusually active in this connection. 
Much good can arise from weekly discussions based upon a stand- 
ard plan of operation similar to that of the American Bankers’ 
Institute. This is but one way of aiding the traffic men now on 


the job. 
In the Schools 


Consider for a moment the educational work that is possible 
in connection with the business executive of the future and the 
traffic manager of tomorrow. 

These groups need well bottomed courses of study, first, in 
traffic work in general, and secondly, in traffic work of a profes- 
sional nature. Preliminary plans have already been prepared in 
connection with this field. It covers such matters as how the 
traffic man can best be trained; the contents of a well planned 
traffic course; the standardization of such courses; the various 
teaching methods to follow; the text, reference and other equip- 
ment necessary for such study; the time required and the in- 
structors required to satisfactorily present a good training 
course; the schools in a position to offer this training; the stand- 
ard by which such training can best be judged; and the means 
of measuring and testing the qualifications of traffic men; and, 
finally, just how the traffic leaders, and particularly the traffic 
clubs through the national association, can best lend their efforts 
in these matters. 

’ Conclusion 

In summing up this report keep in mind the fact that it 
is merely an outline; only enough detail has been set down in 
order to show the practical workings of this committee. 

Also, remember that the foundation of all professions, either 
established in the past, or to be set up in the future, is education. 

It is the privilege of us traffic men of today to lay the very 
foundation of the traffic profession. No other organization is as 
well qualified to do this work as is the Associated Traffic Clubs of 
America, for no other is both national in character and at the 
same time representative of all traffic interests; and no other is 
so large and so well established. 

The time for talk has ended; now may every real traffic man 
give his unselfish support in making this program a big success, 
and in placing the traffic profession where it rightfully belongs. 


Committee Reports, Etc. 


The convention was called to order shortly after ten o’clock, 
Tuesday, Oct. 26, by President T. T. Webster, who introduced 
J. E. Kraseman, president of the Milwaukee club, who in turn 
introduced Mayor Hoan, of Milwaukee. He delivered an address 
of welcome and paid considerable attention to traffic problems 
of interest to municipalities. President Webster made a 
response. 

The opening roll call showed that thirty of the fifty-one mem- 
ber clubs were represented by from one to four delegates each. 
Clarksburg, W. Va., is the most recent addition to the asso- 
ciation. Miss Ella Hausen, of the Women’s Traffic Club of Los 
Angeles, was the only woman delegate present. 

The president announced the following committee on pro- 
cedure: F. L. Speiden, of Louisville, Chairman; Samuel Herndon, 
of Cincinnati, and Charles Hesse, of St. Louis. 

The president’s report showed that all action taken by the 
association at its meeting in Dallas last April and put up to 
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member clubs for their approval had been ratified by a majorit, claims 2 
of member clubs. He urged prompt action by clubs on matte), listene 
that might come to them from this convention. of the 

Secretary Doebber made a report showing the large amount a railroé 

of work done by his office. He also urged more prompt actio, effort n¢ 
by member clubs. as to W 

The report of the treasurer, W. T. Vandenburgh, showe this sub 
a balance of $2,772.32 as of October 23, with $158.63 receive 
since that time and the expenses of this convention to be pajq 

T. C. Burwell, chairman of the board of directors, made, -_ 
brief report of action taken and matters discussed by the boar mond, 
at a meeting the day before. Among other things he announce signmer 
the election of J. L. Harris, president of the Traffic Club ¢& both as 
Memphis, as a director to succeed G. E. Boulineau, of Atlanta = eo 
resigned because of inability to attend meetings. of orde 

T. B. Curtis, of Atlanta, chairman of the membership cop. dealt ¥ 
mittee, made a brief report for the last six months showing - 4 
losses in the east and gains in the central and southern regions wes . 
He made no detailed report at this semi-annual meeting, py club . 
said there were several prospects for new members. He spoke Bi 
of the work of the committee in helping to organize new clubs ge 
but advised against such efforts where there was not reasonable Va. 
assurance that there was a field for a traffic club in a give, Virgin) 
community. ’ 

The reports were all formally approved. Milwa\ 

presids 
Action on Docket attorn' 

At the afternon session the president said that the _ 
association’s action with respect to the Hoch-Smith resolution the - 
had been transmitted to members of Congress and others to 
whom it -was directed and, for the reason that no further action egates 
was thought necessary at this time, the subject was stricken pee 
from the docket. President Webster reported that, in accord. vide : 
ance with his promise to the association, he had endeavored to —_ 
bring about a change of attitude on the part of the executive 
committee of the National Industrial Traffic League toward the : A 
Hoch-Smith resolution, but without success. phis 

The matter of regulation of motor vehicles was ‘also passed F 
without further action in view of action taken at the Dallas direct 
meeting and ratified by member clubs declaring for such Ww. H 
regulation. of Co 

With respect to simplification of tariffs, President Webster 
recalled that he had been instructed by the association to ] 
endeavor to participate in the conference between the National 
Industrial Traffic League and tariff experts of the Commission q 
with respect to revision of Tariff Circular 18-A. He said the listet 
proposed conference had not yet been held and there was Loul 
no immediate prospect for its being held. The subject was linki 
stricken from the docket. that 

Mr. Boulineau, chairman of a special committee on co- an ¢ 
operation between traffic clubs and regional advisory boards, reall 
submitted by mail a brief report to the effect that no formal betv 
action or special machinery was necessary, since there was Kim 
already co-operation to the fullest extent and additional ma- ham 
chinery might hamper progress. His view was adopted and the ture 
subject was stricken from the docket with the understanding 
that member clubs would continue their co-operative efforts. 

The amendment to the constitution making $150 a year the tobe 
maximum dues for member clubs was fmally adopted. Chicago con 
is the only club now affected, though St. Louis delegates stated of t 
that its dues would soon have amounted to more than that. 

Railroad Consolidation ing 

Under the subject of transportation legislation there was the 
a discussion of railroad consolidation, resulting in the adoption 
of a motion to refer the matter to the committee on procedure 
to bring in a resolution the next morning, reaffirming the posi- to 
tion of the association, taken at the Atlanta convention, and As: 
possibly endorsing the Parker bill in Congress. Ap 

The committee, Wednesday morning, offered a resolution wil 
reaffirming the action of the association in declaring for volun- no 
tary consolidation of railroads when found by the Commission 
to be in the public interest and approving the general prin- 
ciples of the Parker bill. The report was adopted and will go in: 
to member clubs for ratification. m 

Service to Member Clubs 

There was a discussion of service to member clubs taking N 
in many subjects. One was stimulation of interest of railroad 
passenger men in traffic club activities. The secretary was 
instructed to suggest to clubs that they endeavor, along the lines te 
of the discussion, to enlist greater support from passenger men. p 

Another was the long-continued one of conflict in dates for 
traffic club annual dinners and other important functions. Va- 
rious means were suggested for meeting the situation. 1 

Another was the interchange of courtesies among clubs > 
so as to eliminate the necessity for so much non-resident mem- 
bership. This matter was referred to a special committee to 
be appointed by the president. 1 


Claim Reduction 


Ways and means of bringing about closer co-operation be- 
tween shippers and carriers in order to reduce loss and damage 








NO. 13 


jority 
itters 


nount 
Ction 


OWed 
tive” 
Daid, 
de a 
oard 
Ned 
ID of 
anta, 


cOm- 
Wing 
10Ns, 

but 
poke 
lubs, 
able 
ivep 


the 
ition 
S to 
tion 
‘ken 
ord: 
d to 
tive 

the 


sed 
llas 
uch 


ster 

to 
nal 
sion 
the 
was 
was 


rds, 
mal 
was 
ma- 
the 
ing 


the 
AZO 
ted 


yas 
ion 
ire 
Si- 
nd 


on 


on 
in- 


go 


ns 
ad 
as 
es 
nN. 
or 


Ds 


to 


e- 


October 30, 1926 


claims and overcharge claims were discussed and the delegates 
listened to remarks by Fred Winburn of the freight claim section 
of the A. R. A. on the reduction of damage claims. It was 
a railroad problem, he said, but the shippers could help. The 
effort now being made, he said, was to educate railroad men 
as to what ought to and could be done. It was decided to refer 
this subject also to a special committee. 


Resolutions From Clubs 


Resolutions were offered from the Grand Rapids and Rich- 
mond, Va., clubs, declaring for reduction in demurrage, recon- 
signment, and diversion charges. There was a long discussion 
poth as to the merits of the resolutions and as to the propriety 
of the association acting on them. They were finally voted out 
of order as not dealing with matters that could properly be 
dealt with by the association. 

A resolution of regret as to the death of Senator Cummins 
was adopted, as was also a resolution thanking the Milwaukee 
club for its entertainment. 

Invitations for future meetings of the association were re- 
ceived from Memphis, Oklahoma City, Richmond and Norfolk. 
Va., the last named proposing that the meeting be held at 
Virginia Beach. 

At the banquet given Tuesday night for the delegates by the 
Milwaukee Traffic Club, J. E. Kraseman, president of the club, 
presided. The address was made by Leo F. Nohl, a prominent 
attorney of the city. He lauded the association as a notable 
effort at co-operation and paid a tribute to the originator of 
the idea. 

Wednesday noon there was a boat ride and luncheon for del- 
egates and their ladies, and Wednesday evening there was a 
dinner dance at the Elks Club. There was entertainment pro- 
vided constantly for the ladies accompanying delegates to the 
convention. 

Memphis for Next Meeting Place 


At a meeting of the directors Wednesday afternoon, Mem- 
phis was chosen as the place for the annual meeting next April. 

F. L. Speiden, of Louisville, was elected to the board of 
directors to fill the place made vacant by the resignation of 
W. H. Connell, no longer connected with the Brooklyn Chamber 
of Commerce, having gone into another line of work. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Kansas City, at a meeting October 26, 
listened to an address by James M. Kurn, president of the St. 
Louis-San Francisco Railway Company, who told of the inter- 
linking of the development of Kansas City and the railroads 
that serve it. Particularly he spoke of the consummation of 
an old ambition of the Frisco to reach tidewater, about to be 
realized, by the building of a link of a hundred and fifty miles 
between Aberdeen, Miss., on the main line of the Frisco, to 
Kimbrough, Ala., connecting with the Muscle Shoals, Birming- 
ham & Pensacola, recently purchased by the Frisco. He pic- 
tured a bright future for Pensacola as a port. 





The Pacific Traffic Association held its regular meeting Oc- 
tober 26 at the Hotel Oakland, Oakland, Calif. The program 
consisted of moving pictures, other entertainment, and the story 
of the most recent California industry, cotton. 





The Junior Traffic Club of St. Louis will hold its next meet- 
ing November 2 in the public library. Final arrangements for 
the annual dinner and dance, November 9, will be made. 





The Traffic Club of Wichita, at its meeting October 25, voted 
to table the matter of adopting the resolutions passed by the 
Associated Traffic Clubs of America at its meeting in Dallas last 
April. At the meeting November 2 Probate Judge Dickerson 
will be the speaker. The nominating committee will present its 
nominations of candidates for office. 





The Traffic Club of Baltimore will hold its November meet- 
ing November 2 at the Emerson Hotel. It will be a luncheon 
meeting. 





The Lansing Traffic Club will hold its ninth annual banquet 
November 10 at the Hotel Olds. 





The Traffic Club of Chicago held a luncheon meeting Oc- 
tober 28. The Los Angeles Chamber of Commerce Troubadors 
entertained with singing and dancing. 





The Traffic Club of St. Louis will hold a meeting November 
1. It will be apple week and “Bill” Garfit, president of the 
National Apple Growers’ Association, will talk on “Apples.” 





The Oklahoma City Traffic Club will give a Hallowe’en 
Dance October 29 at the Sorosis Club. 





The Transportation Club of Flint, Mich., will hold its annual 
banquet November 18, instead of November 4, as originally 
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planned. The date was postponed because of the death of 
Harry H. Bassett, president and general manager of the Buick 
Motor Company. 





The Traffic Club of New York held its monthly meeting 
October 26. The nominating committee made its report of nomi- 
nations for the election, which will be held in November. 
Charles E. Keck, eastern manager of Scott, Foresman & Co., 
educational publishers, was the speaker of the evening. His 
subject was, “They Do It Differently Over There.” 





The Traffic Club of St. Louis held its regular meeting Octo- 
ber 25 at the Chamber of Commerce. Col. James W. Byrnes 
spoke on “Citizenship.” 





The Transportation Club of St. Paul held its weekly lunch- 
eon October 26. Dr. Henry Schmitz, chief of the Forestry De- 
partment of Minnesota, gave an address on “Reforestation.” 





— 
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Personal Notes 


R. K. Smith, whose portrait is presented herewith, appointed 
by President Coolidge as the Gulf states’ representative on the 
U. S. Shipping Board to fill the vacancy caused by the resigna- 
tion of J. H. Walsh, began his railroad experience with the 
Union Pacific. Later he served in the operating department of 
the Wabash. For ten years he was in the traffic department of 





the Chicago, Burlington and Quincy, and for three years was in 
the operating department of the same road. He has also seen 
service with the Iron Mountain, the Ann Arbor, the Detroit, 
Toledo & Ironton. He was in charge of the building of the 
Mississippi Central and became vice-president of that line. In 
the period of federal control he was manager of the Gulf & 
Ship Island, the New Orleans Great Northern, and the Missis- 
sippi Central. Mr. Smith, until recently, served as director of 
industrial development for the board of commissioners of the 
port of New Orleans, having taken that position in 1923. In 
accepting the resignation of Mr. Walsh, President Coolidge 
thanked him for “the effective and faithful service that you 
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have rendered in this position and extend to you my best 
wishes for your success in the future. I am exceedingly sorry 
to have you retire from the service of the United States, but 
I can not urge you to stay against your personal interest.” 





The New York, New Haven & Hartford Railroad Company, 
Central New England Railroad Compny and the New England 
Steamship Company have opened a freight traffic department 
under the management of G. J. Browne, general agent, at Port- 
land, Me. 

J. J. Fitzpatrick has been appointed commerce agent of the 
Baltimore & Ohio, with headquarters at Baltimore. H. G. Settle 
has been appointed assistant to the freight traffic manager, with 
headquarters at Baltimore. 

The Minneapolis Traffic Association, following the reelection 
of twelve directors, has launched a drive for one hundred new 
members. Three hundred members, organized into ten teams, 
have started the campaign, which will continue to November 15. 
The reelected members were, in the grain and milling division, 
B. F. Benson, G. F. Ewe, H. F. Gallaher, J. A. Mull, John S. 
Pillsbury and M. W. Smith. In the mercantile and manufac- 
turing division they were Henry Doerr, H. M. Hill, F. E. Kena- 
ston, M. E. Salisbury, George H. Partridge and C. R. Williams. 


DETROIT SHIPPERS’ CONFERENCE 


The annual meeting of the Detroit District Shippers’ Con- 
ference will be held November 2, following a dinner in the 
Commerce Restaurant. 

A report will be made by the president of the conference, 
C. A. Sullivan, traffic director of the Fisher Body Corporation, 
on the activities of the committees of which there are twelve, 
since the organization of the conference last January. L. G. 
Macomber, director of traffic-transportation of the Detroit Board 
of Commerce, will review the manner in which the recommenda- 
tions of the committees were carried out through his depart- 
ment, and will outline plans for the future. 

It is proposed to make a feature at the general meetings of 
the conference, talks by the heads of the various carrier 
organizations. In conformity with this the speaker at the Nov. 
2 meeting will be A. Johnson, chairman of the Michigan Freight 
Committee, which is the first committee considering changes in 
the rate structure affecting Detroit and the Michigan territory. 

Officers will be elected. The nominating committee has 
unanimously decided to nominate for re-election the present 
officers, who are: president, C. A. Sullivan, traffic director, 
Fisher Body Corporation; vice president, W. S. Crowl, traffic 
manager, Michigan Alkali Company; vice president, .W. E. 
Fitzgerald, traffic manager, Lee and Cady; secretary, H. D. 


Fenske, assistant director traffic-transportation, Detroit Board of 
Commerce. 


GENERAL MOTORS TRAFFIC MEN MEET 

Fifty traffic managers of the various divisions and subsid- 
iaries of General Motors held their last quarterly meeting in 
Dayton, Ohio, to give members of the General Motors Traffic 
Association an opportunity to see the transportation layout de- 
vised to handle the Frigidaire shipping facilities in that city. 
The corporation is just completing a $20,000,000 factory expan- 
sion program, which includes the installation of $5,000,000 worth 
of machinery and the erection of what is said to be the largest 
one story factory building in the world. When in operation, 
shortly after January 1, this subsidiary will have a capacity of 
50,000 electric refrigerators a month. 

The new plant at Moraine will be served by both steam and 
traction. Dayton is served by a close network of traction lines 
and it is believed that much freight will be handled electrically. 
The building at Moraine will be reached by traction lines com- 
ing into the shop at both ends so that workers may get cars for 
their homes without going into the open. 

The combined electric and steam track loading capacity for 
Frigidaire factories will be about fifty-five cars at one time. Of 
course, these may be loaded and others brought in to take their 
place, so the daily capacity would depend upon the speed of 
loading and switching. The 1927 production schedule calls for 
50,000 units a month. 

In 1926 Frigidaire’s inbound freight bill was $1,250,000 and 
its outbound bill was $2,250,000, making a total freight cost of 
$3,500,000. 

J. E. Haynes, outbound traffic manager of Frigidaire and 
Delco-Light, said at the meeting of traffic men that Frigidaire 
expected to cut the cost of shipping and the time in transit by 
using traction lines when profitable. 

C. A. Sullivan, of the Fisher Body Corporation, secretary of 
the General Motors Traffic Association, stressed the importance 
of traffic work in calling the Dayton meeting. He said: 


The position of the General Motors Corporation in the automotive 
and other industries in which they are actively interested is too well 
known to make comment necessary, but it can not be too forcibly em- 
phasized that their leadership has been achieved—and can only be 
maintained and strengthened by close co-operation between depart- 
ments of the various units. 


It is, therefore, of the utmost importance that each member 
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endeavor to make his present valuable services to the Corporatio 
even more valuable by interchange of ideas, through personal contac: 
in connection with the commodity the corporation sells and py, 
transportation. ha 


Alfred H. Swayne, vice-president of General Motors and 


chairman of the General Motors Acceptance Corporation, pre. 
sided. 


HEARING ON WAGE DEMANDS 


The Traffic World New York Burg, 

Spokesmen for 90,000 conductors and trainmen employed q 
eastern railroads, this week, began presentation of testimony 
before the arbitration board, created under the Watson-Parke; 
act, for the adjudication of their demand for a 20 per cey 
wage increase. The proceedings constitute the first test 9; 
the machinery set up under the new law. 

The hearing was opened with a statement by L 5§ 
Sheppard, president of the Order of Railway Conductors, jy 
behalf of the men. Referring to the hardships under which 
railroad men work and to what he termed their inadequate 
rate of pay, he expressed the hope that the board would arrive 
scientifically at a determination of a revised wage scale, jy 
conformity with the men’s damand. 

Asserting that the railroads were entitled to a fair return 
on their investment, he emphasized the right of employes ty 
be compensated equally fairly for the services they render. 
He said, the defunct Railroad Labor Board settled wages on 
the basis of railroad earnings, but he was of the opinion that 
other factors should be taken into consideration. Among 
these he cited the hazards of railroad work, age limitations, 
and lack of opportunity for promotion. He also called the 
Board’s attention to the long training periods required. 

As his first witness, Mr. Sheppard called J. H. Evans, of 
Cedar Rapids, Iowa, an attorney connected with the Order of 
Railway Conductors, who presented a series of charts bearing 
on the wages of conductors and trainmen, the amount of work 
they perform, and conditions of labor. Comparing the wages 
of conductors and trainmen with those in the building, print- 
ing, and other trades, as given in the reports of the Department 
of Labor, Mr. Evans said that, whereas other industries showed 
wage increases of from 13 to 37 per cent between 1921 and 
1926, the wages of conductors and trainmen had been reduced 
314 cents an hour. 

Eugene M. Forbes, a conductor on the Baltimore & Ohio 
Railroad, and W. D. Klein, conductor on the New York, Chicago 
& St. Louis, testified that the trains conductors and brake- 
men handle on those lines are larger and heavier than they 
were in previous years. 

W. W. Apgar, a conductor on the New York, New Haven 
& Hartford, working on the New York Stamford Line, testi- 
fied to the amount of bookkeeping and clerical work a con- 
ductor has to do, much of it on his own time. 

Thomas H. Craig, conductor on the New York Central, 
operating on a train between New York and Buffalo, testified 
that his earnings amounted to about $295 a month. 

The hearings are expected to continue for three weeks. 


ALASKA RAIL EMPLOYES 


Employes of the Alaska Railroad in the Territory of Alaska 
were granted the right, in an excutive order issued Oct. 27, to 
become candidates and hold municipal offices providing the 
duties do not interfere with their employment by the govern- 
ment. The order was recommended by the Secretary of the 
Interior and the General Manager of the Alaska Railroad. It 
was prompted by the fact that occasionally an employe of the 
railroad is elected to a municipal office, such as a member of 
the town council or school board, which would not conflict with 
his duties with the railroad, and the question has arisen of 
his legal right to serve. Precedent for the exemption of Alaska 
Railroad employes is found in a previous executive order issued 
two years ago permitting employes of the executive civil 
service residing adjacent to the District of Columbia to hold 
public offices in their respective municipalities. The original 
executive orders prohibiting persons who hold any Federal civil 
Office by appointment from holding office under any state or 


territorial government or any municipal corporation were issued 
by President Grant in 1873. 


TELEPHONE COMPANY EARNINGS 


The operating income of 71 large telephone companies re- 
porting to the Commission totaled $135,942,357 in the eight 
months ended with August, an increase of 13.5 per cent over the 
amount for the same period of 1925, according to statistics 
issued by the Bureau of Statistics of the Commission. For 
August the operating income totaled $16,900,670, an increase of 
11.8 per cent over that for August last year. The number of 
company stations in service at the end of August was 13,532,914, 
an increase of 6.3 per cent as compared with August, 1925. 
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Industrial Traffic Administration 


Twenty-Third of a Series of Thirty-Six Articles on This Subject Written for The Traffic World, 
by G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


MANAGEMENT OF TRANSPORTATION EQUIPMENT 
AND PRIVATE CARS 


Plant transportation bureaus or sub-departments of in- 
dustrial traffic departments are quite generally held responsible 
for the custody and maintenance of locomotives, locomotive 
cranes, and private freight cars owned by the industrial estab- 
lishment, and the tracks of the industry within the confines of 

lant. 
™ . certain industrial organizations, large numbers of priv- 
ately owned freight cars are owned by the establishment for 





Figure Wo. Ie 


use in intra-plant freight movements. These cars are stencilled 
with the name or initials of the industry and, in many cases, 
never leave the plant or the immediate vicinity of the plant. 
Locomotives, tenders, cranes, and other equipment necessary to 
move the cars about the yards must not only be operated, but 
maintained in proper running condition. Tracks and other 
ground facilities must also be kept in good order. An organiza- 
tion of men specializing in maintenance of way equipment is 
necessary in large industrial traffic departments. 


Engine hostlers are often to be found in the larger industries 
as employes of the plant transportation department. These 
men attend to the locomotives when they are not in actual 
use, cleaning fires, oiling, and generally grooming the engines 
for service. The engineers and hostlers report such defects as 
they find in the locomotives to the plant transportation offices. 
Mechanics employed in the general mechanical departments of 
the industry usually attend to important repair work, though 
minor mechanical adjustments and emergency repairs may be 
made by employes of the plant transportation departments. 


Fuels and other supplies of the kind required for the use 
of locomotives and cranes are requisitioned from company stores 
by supply clerks of the departments or ordered to be purchased 
through the purchasing department of the companies. These 
clerks are responsible for keeping the supplies of coal, fuel, 
and lubricating oil, spare parts, waste, and similar articles in 
stock for use as needed. They not only place the requisitions, 
but follow them up to see that the goods are received in time 
and arrange to have them stored so they will be readily ac- 
cessible when they are needed. Requisitions for materials and 
supplies are made from time to time on the store rooms of the 
department or on the general stores of the companies. 


The condition of the freight cars is inspected regularly by 
car inspectors. All inbound and outbound cars of the trunk 
line carriers as well as the private freight cars of the industry 
are inspected for defects that tend to make the cars unfit or 
unsafe for use. Cars that have been ordered for loading are 
Teturned to the carriers if they are found to be unfit. Cars 
that have been unloaded and are to be used to make outbound 
shipments are inspected before they are unloaded and rejected, 
if unfit to carry goods. 


Repairs are recommended by the inspectors to be made 
to such of the industry’s cars as are found to be defective, minor 
repairs and adjustments being made by repairmen of the plant 
transportation departments. Major repairs are made in the 
carpenter or machine shops of the plants by the regular ma- 
chinists, carpenters and other workers of the company’s wood- 
working or mechanical departments. 


Intra-Plant Trackage 


The condition of rails, ties, ballast, switches, and cross- 
overs is inspected regularly by inspectors of the plant trans- 
portation departments. Rails are re-aligned or relaid, ties are 
replaced, ballast is renovated, switches and cross-overs are 
cleaned and kept in condition. This work is done by trackmen 
of the plant transportation department in many industries 
while, in other establishments, the actual work is done by men 
of the plant maintenance, works, or construction departments, 
under the supervision of the plant transportation department. 

Large industrial plant facilities are operated and main- 
tained, in many instances, like small railroads, and have operat- 
ing, maintenance of way, and equipment organizations similiar, 
except in size, to the corresponding departments of short line 
rail carriers. Smaller plant transportation facilities have no 
such elaborately subdivided organizations, but are responsible 
for the management of plant transportation equipment, though 
the actual repair and maintenance work is often performed by 
mechanics and laborers of other plant departments. 

Figure No. 1 is a typical plant transportation equipment 
maintenance organization. This organization is more complete 
than the usual organization of this class, but it is an excellent 
illustration of the many varied types of skilled workmen 
needed to keep the transportation equipment and roadbed of a 
large industrial establishment in working order. 


Management of Leased Private Cars 


The traffic managers of industries that ship their products 
in special types of freight cars that are not supplied by the 
railroads must attend to the movement to these cars so as to 


ORGANIZATION CHART OF A PRIVATE CAR BUREAU 
Oa 
INDUSTRIAL TRAFFIC DEPARTMENT 


Car 
Distribution 
Clerks 





Bigure No.2. 


obtain the maximum benefit for which the cars are rented. 
Shippers of oils, packing house products, fruits and vegetables, 
and special commodities requiring tank, refrigerator, ventilator, 
heater, stock, or other special cars are in this group of special 
car users. A number of industries own their own cars of these 
classes, but a considerable number lease their cars from private 
car lines. 

These cars are usually leased on a basis of a per diem 
rental for all days the cars are under load with the company’s 
freight. Payment is made on this basis for the use of the cars 
from the time loading begins until they are completely unloaded. 

The traffic departments of industries renting such cars are 
able to reduce car rentals through the development of systems 
that facilitate prompt loading, unloading, and rapid movement 
over the road. Shipping and receiving departments are in- 
structed to give preference to the loading and unloading of 
leased cars, expeditors arrange for prompt movements, delayed 





































































































































































































































































































































































































































































1012 






cars are traced and, when found, hurried forward to destination. 
The transportation departments of the carriers receive instruc- 
tions to move such cars promptly, into, out of, and between 
points in the plants. 

Oil companies, which are large users of privately owned or 
leased private cars, have an additional incentive for keeping 
the tank cars containing gasoline, naphtha, or other combustible 
or inflammable articles with flash points at 80° Fahrenheit or 
lower, moving promptly. Cars containing these commodities are 
subject to track storage charges at the rate of $2.00 a car a 
day in addition to demurrage charges, when held beyond the 
customary period of 48 hours free time, on siding not owned or 
leased by the companies owning the cars. These charges are 
assessed on private cars that are on the privately owned or 
leased sidings when the cars are not properly boarded or 
carded to indicate that they are leased to the owners or 
lessees of the sidings on which the cars are located. 

Tariffs of the rail carriers provide that tank car shipments 
of oils, excepting fuel oil, road oil, and other oils with flash 
points above 200° Fahrenheit, may not be made by shippers, 
and deliveries of cars containing oils, except those mentioned, 


may not be made by the carriers except to the following classes 
of consignees: 


1. Consignees having private sidings, the plants of which are 
equipped with facilities for piping the oils or other commodities to 
permanent storage tanks, or 


2. Consignees taking deliveries at railroad sidings where there 


are facilities for piping the contents of the tank cars to permanent 
storage tanks. 


Industrial traffic managers making tank car shipments of 
these commodities in leased tank cars must guard against con- 
signing the cars against consignees not provided with or with- 
out access to these facilities. The agents of the originating 
carriers are not required to have information concerning the 
piping and storage facilities of private industries or railroad 
delivery sidings at destination. This is a matter for the in- 
dustrial traffic department of the selling company to develop 
through inquiries of the customers or railroad agents at the 
destination points. 

If shipments are made to consignees unable to take de- 
liveries at private sidings or railroad siding facilities because of 
the lack of piping and storage tank accommodations, the 
shippers must pay the freight charges on the original shipments 
and return freight charges, if the shipments are ordered to be 


returned or reshipment charges if the cars are forwarded to 
other destinations. 


The traffic manager of a large oil refining company says 
in this connection: 


By having cars placed promptly upon arrival, and by prompt un- 
loading, many dollars will be saved in the course of a year, and this 


should be done, even if it may require some extra effort and 


a 
few extra hours.* 


This refining company and its subsidiaries pay railroad 
freight charges aggregating $11,500,000 a year and $150,000 a 
year in car rentals for the use of leased tank cars. This sum 


ORGANIZATION OF THE TRANSPORTATION SERVICE DESKS 
a 
° TRAVPIC DEPARTMENT OF A PACKING HOUSE 


Switching 
Desk 





Figure No.3. 


does not include the freight rates paid by consignees on ship- 
ments on which the charges are collected at destination.; 


Private Cars 


Many industrial concerns, the products of which require 
special types of railroad cars, own their own cars and use their 
own cars rather than use leased cars. Large shippers of pack- 
ing house products are often owners of refrigerator cars. One 
of the leading packing houses owns a large number of tank, 
refrigerator, and stock cars which are operated by the industrial 





* Edward H. Porter, Traffic Manager, Atlantic Refining Company. 


¢t “Traffic—A Few of the Whys and Wherefores.” The Atlan- 
tic Seal. 
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traffic department. A separate branch of the traffic departm 
the private car bureau, attends to the movement records, 


ent, 


dis. 
tribution, and accounting of the 2,300 private cars owneq by 


the industry. This bureau has 40 employes. Orders are ye 
ceived for cars from the branch houses of the company or a; 
the main plants or shipping points. 

The car distributor allocates the cars to the sections of the 
country where cars are needed as they are needed, and the car 
accountant keeps a detailed daily record of the movement og 
the cars, so that the users may be charged for the cars. The 
car equalization, loading, and movement desks keep the cars 
under load, moving, and earning to the maximum capacity. 
Figure No. 2 is a chart of the organization of this bureau. : 

Two other desk bureaus of this large traffic department are 
closely affiliated with the use and movement of private cars, the 
transportation service desks and the icing desk. The nature of 
the work of these subdivisions is apparent from their names 
and the titles of the functional divisions shown in Figures No, 3 
and No. 4. 

Private cars of all types used in the carriage of goods over 
the lines of railroads must conform in all respects to the re. 
quirements as to construction, safety appliances, loading, and 
inspection prescribed by the rules of the master car builders 
division of the American Railway Association. These cars are 
treated in all respects by the carriers as though they were 


ICING BUREAU 
OF A 
PACKING HOUSE TRAFFIC DEPARTMENT 





Figure hoe 4e 


railroad freight cars, except that they are distributed accord- 
ing to the orders of the car distributors of the owner’s industrial 
traffic departments. 

The owners of the cars are compensated for the use. of the 
cars by others on a basis of a defined amount per loaded car 
mile. These charges accrue to the accounts of the owners of 
the cars and are additions to the normal freight charges. 

The rules of the carriers, which correspond with the views 
of the Commission as expressed in its conference rulings and 
in the private car cases, define a private car as one having 
other than railroad ownership. A lease of a car is considered as 
equivalent to ownership.f 

Private cars must have the full name of the owners or 
lessees painted or stencilled on them, or must be boarded with 
the full names of the owners or lessees. The national car 
demurrage rules and charges tariff provides that, if the name 
of the lessee of a private car is painted or stencilled or boarded 
on the car, the car is exempt from demurrage for the lessee only. 
If the name of the lessee is not painted, stencilled, or boarded 
on the car, the car is exempt from demurrage only. In either 
case, the private cars, to be exempt from demurrage, must be 
on tracks, the ownership of which is the same as the car.{ 


tSee Conference Rulings of the I. C. C. No. 79, 122, 123, 128, 222 and 

270; Rule 75, Tariff Circular 18A, also Demurrage Charges on Privately 
Owned Tank Cars, 13 I. C. C. 378. _ 

. R. A. Tariff Bureau, B. T. Jones, agent, I. C. C. No. 1737, 

Item 3, Rule 1, Section B-4, Notes 1 and 2, Page 10 





COAL PRODUCTION AND SHIPMENT 

Production of soft coal the week ended October 16 totaled 
12,376,000 net tons, according to the weekly estimate of the 
Bureau of Mines of the Department of Commerce. Anthracite 
production totaled 2,093,000 net tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended October 2 were reported 
as follows: Bituminous, 2,998 cars; anthracite, 4,229 cars. 

Tidewater bituminous coal shipments. from Hampton Roads 
the week ended October 16 totaled 795,942 net tons, of which 
217,556 tons were for New England delivery.- Tidewater bitumi- 
nous coal shipments from Charleston, S. C., totaled 15,203 net 
tons. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended October 17 totaled 758,160 net tons, bringing the 
total for the season to that date to 24,270,937 net tons. Anthra- 
cite shipped from Lake Erie ports the week ended October 17 


totaled 76,607 net tons, bringing the total for the season to that 
date to 2,317,656 tons. 
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TRAFFIC MEN AND CLAIM SHARKS 


Editor The Traffic World: 

Through his letter, published on page 774, The Traffic 
World of October 2, J. L. Pease, traffic manager for Sawdey and 
Hunt, of Los Angeles, has so completely opened the way for 
attack that I am unable to resist the temptation to joint the 
two “claim sharks” who, in your issues of October 9 and 16th, 
jumped on Mr. Pease with both feet. 

To begin with, we should credit the gentleman with very 
unusual ability when it comes to crowding a large number of 
misstatements into a small space. He seems to anticipate 
difficulty in convincing the public of “the difference” between 
the traffic manager and the “claim shark’’—all wrong; just 
give Mr. Pease space for expression of more of his narrow 
minded views and the public’s education as to “the difference” 
will be complete—meaning, of course, the kind of traffic 
manager Mr. Pease shows himself to be, and not those with 
proader minds, who realize that they cannot afford to sacrifice 
the interests of the firms by whom they are employed through 
fear of being “shown up” by the “claim shark.” 

Let us briefly analyze the idea this gentleman is trying to 
get “across.” He attempts to convey the impression that the 
operations of efficient traffic men (whom he is pleased to 
designate as “claim sharks’), whose ability and experience have 
enabled them to broaden the scope of their activities beyond the 
confines of one whose operations are limited to the business of 
one firm, tend to lower the standard of the traffic profession. 
This cannot be true. A man who is capable of successfully 
operating a traffic bureau is usually one who cannot afford to 
give his time for the salary that an individual firm is justified in 
paying for such service, so, in reality, it must be men of the 
small calibre type, such as Mr. Pease, having no right to the 
title of traffic manager, that keep the real traffic man from his 
rightful position in the sun, rather than the “claim shark.” The 
really efficient traffic man, giving all of his time to one firm, 
doesn’t hesitate in seeking the co-operation of traffic bureaus 
to protect the interest of his firm. 

It would be just as reasonable to say that the business 
of the certified public accountant must be “knocked out,” and 
that all such organizations throughout the country must be 
“gotten out of the way” before the individual C. P. A. can 
receive the proper recognition, as it is to say that traffic bureaus 
must be done away with before the individual traffic man may 
properly be regarded in a professional light. 

The writer of this article is engaged in the operation of a 
traffic bureau, serving more than 100 clients (including the 
Chamber of Commerce, in connection with all transportation 
matters affecting the district as a whole), in a city of 140,000 
population. As Mr. Pease happens to be nearby, I offer him 
the opportunity of finding anyone of these clients, a list of which 
I will gladly give him on application, who will say that he is 
not continually being furnished with constructive information 
along claim prevention lines, or that he is not otherwise 
efficently served in all matters pertaining to the transportation 
of freight. 

Although Mr. Pease is only 124 miles away, I am not going 
to offer to pay his transportation, as did Mr. Glassman, of 
Kansas City, but if he will come down to a neighbor city and 
investigate, I believe he will have a. different idea of traffic 
bureaus when he goes away. 

Yours for the good of the profession, 

Edgar B. Byers, Manager, 
Chamber of Commerce Traffic Department. 
San Diego, Calif., October 23, 1926. 


THE ST. LAWRENCE SHIP CHANNEL 


Editor The Traffic World: 

The proposal to connect the commerce of the Great Lakes 
with that of the Atlantic by means of a ship channel, deepening 
the shoal rapids of the St. Lawrence River between Ogdensburg, 
N. Y., and Montreal, is one that is today engaging the attention 
of both the United States and Canada. 

The idea is not new. The practice of moving goods over 
the St. Lawrence waterway is not new. Trade via the St. Law- 
rence began with the opening up of the western wilderness and 
has continued, without interruption, ever since. For nearly a 
century the Canadian government has been building canals that 
have been used by the smaller vessels of the Great Lakes fleet. 
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These canals, rebuilt and enlarged between 1885 and 1901, today 
allow vessels with a freight-carrying capacity of 2,000 tons to 
ascend from the ocean. Of such vessels fifty-two visited the 
Great Lakes in 1925. Of these, twenty-four made the trans- 
Atlantic voyage. 

But the 14-foot canals of the St. Lawrence, floating 2,000-ton 
cargo ships, do not meet modern demands for canal depth and 
ship capacity. The 21-foot channels and harbors of the Great 
Lakes and the 30-foot minimum depth of the St. Lawrence below 


‘Montreal float ships of much larger cargo capacity, and, of 


course, of greater and more economical carrying capacity. 

In short, then, the development of shipping on the Atlantic 
and on the Great Lakes has outgrown the capacity of the St. 
Lawrence canals and the present day demand for a ship channel 
simply means that the restricted channels between Ogdensburg 
and Montreal, now in use by ships of secondary size, shall be 
enlarged so as to allow vessels of Great Lakes draft to ascend 
to the Great Lakes or descend to the ocean. 


This would open the commerce of the Great Lakes to the 
Atlantic—would, in effect, make the Great Lakes an arm of the 
Atlantic—would, in effect, extend the Atlantic inland from 500 
to more than 1,400 miles, and would give to the cities of the 
Great Lakes ocean port status and advantage. 

The argument for this extension of the seacoast of the 
United States rests on the fact of its engineering feasibility and 
on the fact of its economic value as a major transportation route. 

Bearing in mind the fact that the world is round, the St. 
Lawrence connects the interior of the North American Continent 
with Europe, the market place for seventy per cent of our agri- 
cultural supplies, by the most direct and lowest cost route. The 
Great Lakes, from Chicago and from Duluth, afford an open sea- 
way to the Niagara Isthmus. There Canada is completing a 
canal and locks greater than those at the “Soo,” to be completed 
in 1930. With the opening of the Welland Ship Canal the deep- 
water route will extend on to Ogdensburg, N. Y. 


From Montreal, at the head of ocean navigation, the high- 
way across the Atlantic is open. There remains to be adapted 
to ocean ships the river channel above Montreal. By the loca- 
tion of suitable dams, seven locks, and the building of 33 miles 
of canal section, the entire river, from Ontario to the Atlantic, 
becomes suitable for ocean-going ship navigation. 


Depth of water, width of channel, freedom from floods, sand 
bars, shifting currents, all favor such improvement. The vol- 
ume of commerce above and below speaks plainly of what would 
happen were the “bottle-neck” to be enlarged. The “long win- 
ters and ice” argument against deepening the St. Lawrence 
should, if valid, cause the Great Lakes fleet to fade and the 
port of Montreal to disappear. Nothing like that is happening. 
Montreal, as a port, is second only to New York in foreign ship- 
ping. The Great Lakes fleet gets busier decade by decade. 


The official estimates of the cost of improving the river 
above Montreal, made jointly by United States and Canadian 
engineers in 1921, at the peak of prices, were $160,000,000 for 
the channels, dams, and locks necessary to navigation, and 
$109,000,000 for the extra works and equipment necessary to 
utilize a waste flow of water power capable of developing 
1,500,000 minimum hydro-electric horsepower energy. This 
$269,000,000, to be shared between the two governments, repre- 
sents the cost of a 30-foot depth canal and of locks exceeding 
in size those of the “Soo,” and in addition electric energy de- 
livered at the bus bar. Such developments would, the engineers 
estimate, require five years of completion. It would permit the 
ordinary ocean freighter of a draft not exceeding that of the 
Great Lakes harbors to enter the Great Lakes with a load-cargo, 
thereby assuring the largest procurable economy in operation. 

The question that more intimately concerns the average 
business man is whether or not there is need for such a ship 
channel. 

Both Canada and the United States, the latter through the 
St. Lawrence Commission of the United States, Herbert Hoover, 
Secretary of Commerce, chairman, are making official surveys to 
determine the extent to which our expanding commerce demands 
and will use such a major highway. While the commission 
of which Secretary Hoover is chairman has not made public its 
detailed findings, his vigorous and repeated statements that the 
mid-west must have an outlet to the ocean would seem plainly 
to forecast what the report of that commission will be. The 
rapid expansion of our commerce both overseas and by rail points 
to an early day when more ample transportation facilities must 
connect the mid-west with the ocean. ¥ 
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The alternative is stagnation. The middle-west and Rocky 
Mountain states today bear the heaviest transportation burden 
of any important producing area in the world. By this is 
meant that the freight costs from the mid-continent to the 
world’s price-making markets exceed those of our leading com- 
petitors in world production and trade, Canada alone excepted. 

The reason is simple. The mid-continent is far removed 
from the sea. Areas of like production elsewhere throughout 
the world are close to the ocean. Land transportation costs 
exceed sea transportation costs in the average ratio of more than 
ten to one. Despite the high efficiency of the railroads, this 
disparity of rates persists and increases. If the interior of 
North America, with its seventy per cent of the agricultural 
wealth of the United States, with its room for further expansion, 
with its cities and factories reaching out after world markets, 
is to play its part in the world’s progress, cheaper rates are 
vital—cheaper connection with the outside world. 

The proposed St. Lawrence Ship Channel offers such relief. 
The sea distance from Liverpool to New Orleans is 5,312 statute 
miles; from Liverpool to Chicago. or to Duluth the distance is 
4,450 statute miles. The restricted channels in the St. Lawrence 
and at Niagara make the sailing time practically identical. If 
anything, the advantage lies with the St. Lawrence route. The 
transportation savings per ton indicated by these distances and 
by the cheapening of cost through the eastern gateway to 
Europe amounts to about $4.00 a ton. For the 30,000,000 tons 
foreign movement from and to the middle-west every year, there 
is indicated a potential saving of $120,000,000 in transportation 
cost—a cost now borne by the farmer, the manufacturer, the 
merchant, the consumer of the mid-continent. This region— 
the Great Lakes and westward—has forty million people, wealth 
commensurate to its population, resources that indicate a tre- 
bling of production, and today it is the cause of a commercial 
movement exceeding 30,000,000 tons—20,000,000 outgoing and 
10,000,000 incoming. 

Today the price paid at the country elevator for wheat, the 
price paid for live stock, the price paid by the business man 
and by the farmer for goods imported, is the world market price, 
with the cost of transportation deducted in the case of the 
farmer’s products, and with the cost of transportation added 
in the case of goods imported. 

The control price on all wheat and on other agricultural 
products as well, is set by the world price in western Europe. 
If we shorten the land haul, cut out the transfers and delays 
incident thereto, and bring the ocean and ocean rates to the heart 
of the continent, it stands to reason that the benefits will be 
absorbed by the industries and agriculture of the middle-west. 

Prophecies as to the volume of trade that will move via the 
St. Lawrence may well be left to those who delight in solving 
cross-word puzzles. That 30,000,000 tons, out-and-in-movement, 
will find water transportation. the cheapest form of movement 
from the United States and to the United States from other 
lands is the finding of the association of twenty-one states known 
as the Great Lakes-St. Lawrence Tidewater Association, after a 
careful and most exhaistive economic survey. Six million two 
hundred thousand tons of freight passed through the 14-foot St. 
Lawrence canals in 1925. A study of the traffic of the Suez or of 
the Panama Canai will aid the reader to form his own opinion 
as to whether an adequate ship channel uniting the sea-borne 
traffic of the Atlantic with that of the Great :Lakes will 
remain idle. 

Will it hurt the railroads? Not unless a broader diffusion 
of prosperity, a better distribution of population, a speeding up 
of the wheels of progress will hurt them. If space permitted, 
that phase of the subject might be argued with eminent railway 
officials bearing testimony to their belief that not for the nation 
only, but for the welfare of the railroads themselves, the St. 
Lawrence Ship Channel is a necessity. 

Unquestionably there will be readjustments. As unquestion- 
ably, such readjustments will take place gradually. It will take 
five years to open the ship channel—five years of looking forward 
to rate and routing changes. Then another decade may well pass 
before the full tide of trade by way of the St. Lawrence sets out 
and in. In the meantime, the fourth seacoast of the United 
States will invite new industries, retain and expand its old, 
and offer to the farmer of the interior not only a: cheaper road 
to the world’s markets, but an every-growing market near to 
home. And it may happen that the railroads will have their 
hands full caring for the new business that such expansion 
will throw their way. 

Hugh J. Hughes, Assistant Executive Director, 
Great Lakes-St. Lawrence Tidewater Association. 
Washington, D. C., Oct. 19, 1925. 


REVENUE FREIGHT LOADING 


“All previous records as to the number of cars loaded with 
revenue freight for any one week were shattered the week ended 
October 16,” says the car service division of the American Rail- 
way Association. 

“The total for the week was 1,210,163 cars, the greatest num- 
ber loaded in any one week ever reported. 
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“This unprecedented freight traffic is being handled witho, 
transportation difficulties and without car shortage, except in 
certain isolated cases, and then of a temporary nature. 

“The record week of October 16 was an increase of 23 j5» 
cars over the previous high record established the week ot 
September 18 this year, when the total was 1,187,011 cars, It 
also was an increase of 85,725 cars over the record week prio, 
to this year, which was that ended on August 29, 1925, whey 
1,124,488 cars were loaded. 

“From January 1 to October 16—42 weeks—cars loaded yit, 
revenue freight totaled 42,832,438, the greatest number for apy 
corresponding period on record. This was an increase of 1,614. 
166 cars, or 3.9 per cent, over the corresponding period in 199; 
and an increase of 3,861,491 cars, or 9.9 per cent, over the cop. 
responding period in 1924. For the first forty-two weeks this 
year, the average weekly loading has been 1,019,820 cars. 

“Loading of revenue freight has been in excess of one million 
cars in twenty-one weeks so far this year, which equals the 
record established in 1923. 

“The total for the week of October 16 was an increase of 
25,301 cars over the preceding week this year. It also was ap 
increase of 104,154 cars over the corresponding week last year 
and an increase of 107,863 cars over the corresponding week jp 
1924.” 


Revenue freight loading by districts the week ended October 
16 and the corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 10,177 and 9,295; live 
stock, 3,386 and 3,497; coal, 54,910 and 32,545; coke, 3,541 and 3,696: 
forest products, 5,379 and 5,280; ore, 5,805 and 4,115; merchandige, 
L. C. L., 77,182 and 73,316; miscellaneous, 114,499 and 110,098; total, 
1926, 274,879; 1925, 241,842; 1924, 245,600. 

Allegheny district: Grain and grain products, 3,211 and 
live stock, 2,903 and 3,242; coal, 57,932 and 43,283; coke, 
6,175; forest products, 3,475 and 2,887; ore, 
chandise, L. C. L., 58,450 and 58,503; miscellaneous, 94,642 and 87,023; 
total, 1926, 240,737; 1925, 214,712; 1924, 212,160. 

Pocahontas district: Grain and grain products, 303 and 209; live 
stock, 387 and 339; coal, 45,159 and 42,726; coke, 620 and 609; forest 
products, 1,848 and 1,574; ore, 85 and 142; merchandise, L. C. L, 
7,506 and 7,495; miscellaneous, 6,641 and 4,745; total, 1926, 62,549; 
1925, 57,839; 1924, 52,744. 

Southern district: Grain and grain products, 4,173 and 4,088; live 
stock, 2,129 and 2,427; coal, 29,762 and 29,259; coke, 755 and 998; forest 
products, 22,246 and 21,106; ore, 1,301 and 1,287; merchandise, L. C. L.,, 
43,878 and 43,581; miscellaneous, 66,011 and 58,852; total, 1926, 170,255; 
1925, 161,598; 1924, 155,470. 

Northwestern district: Grain and grain products, 16,808 and 14,364; 
live stock, 11,350 and 12,487; coal, 10,085 and 10,723; coke, 1,887 and 
1,303; forest products, 17,874 and 18,526; ore, 42,668 and 35,158; mer- 
chandise, L. C. L., 34,370 and 33,781; miscellaneous, 52,532 and 48,331; 
total, 1926, 187,574; 1925, 174,673; 1924, 168,957. — i 

Central Western district: rain and grain products, 14,145 and 
10,052; live stock, 16,749 and 17,955; coal, 17,554 and 21,890; coke, 466 
and 299; forest products, 12,002 and 11,658; ore, 4,224 and 3,668; mer- 
chandise, L. C. L., 36,603 and 36,169: miscellaneous, 79,589 and 73,144; 
total, 1926, 181,332; 1925, 174,835; 1924, 187,259. 

Southwestern district: Grain and grain products, 5,041 and 4,072; 
live stock, 3,888 and 3,925; coal, 7,819 and 6,020; coke, 244 and_ 263; 
forest products, 9,317 and 7,192; ore, 485 and 397; merchandise, L. C. 
L., 17,609 and 17,694; miscellaneous, 48,434 and 40,947; total, 1926, 92,- 
837; 1925, 80,510; 1924, 80,110. _ ASS 

Total, all roads: Grain and grain products, 53,858 and 45,205; live 
stock, 40,792 and 43,872; coal, 223,221 and 186,446; coke, 13,182 and 
13,343; forest products, 72,141 and 68,223; ore, 69,023 and 55,239; mer- 
chandise, L. C. L., 275,598 and 270,539; miscellaneous, 462,348 and 
423,142; total, 1926, 1,210,163; 1925, 1,106,009; 1924, 1,102,300. 


Loading of revenue freight this year compared with the two 
previous years follows: 


3,125; 
5,669 and 
14,455 and 10,472; mer- 
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56,3 4,994,270 
Five weeks in January ........... 4,456,949 »294,27 
Four weeks in February.......... 3,623,047 3,631,819 
Four weeks in March............. 3,877,1 3,702,413 3,661,922 
POUT WEES fF APE oe cciccvccccess »726,830 3,498,230 
WiVGS WEGES Ui. TIRV ccc ccc vecescees 4,853,379 4,473,729 
HOUPr WEGES I JUNC. occ cccccccccs 3,965,872 3,625,182 
Five weeks in July.....ccccccsoe. ,945,091 4,470,522 
Four weeks in August..... 4,321,427 3,898,384 
Four weeks in September 4,297,936 4,147,885 
WORK GF GOtGe? Fo ic cccciccccesces i 1,113,283 ,077,748 
Weer Gf Qeteber 9.....6cccicssscnces 1,106,036 1,088,956 
Week of Ootober 16.0... cccecveses 1,106,009 1,102,300 


—_————- 


a Se 42,832,438 41,218,272 38,970,947 





ROLLING STOCK ADDITIONS 


Locomotives installed by Class I railroads the first nine 
months this year totaled 1,664, the car service division of the 
American Railway Association has announced. This was an 
increase of 322 locomotives over the number installed in the 
corresponding period last year and seven locomotives over 
the number installed in the corresponding period in 1924. Loco- 
motives on order on October 1 this year totaled 443, compared 
with 237 on the same date last year and 285 on the same date 
in 1924. 

Freight cars installed in service the first nine months this 
year totaled 85,383, a decrease of 28,432 under the corresponding 
period in 1925, and a decrease of 35,344 under the corresponding 
period in 1924. Of the total number installed in the nine months 
period this year, 8,158 were installed in the month of September, 
including 3,646 box cars, 3,313 coal cars and 468 refrigerator 
cars. Class I railroads on October 1 had 16,846 freight cars 
on order compared with 21,055 on the same date last year and 
49,702 on the same date in 1924. These figures as to freight 
ears and locomotives include new and leased equipment. 
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INCREASES IN OCEAN RATES 


The Trafic World New York Burcau 


The last week has shown an extension of the tendency 
among the freight conferences to increase berth rates on general 
andise and special commodities, following the rapid ad- 
vances in recent weeks in the full cargo market. The Adriatic, 
Black Sea, and Levant Conference has increased its tariffs 15 
to 20 per cent for the period from January 1 to March 31. 
4nnouncement has been made in Galveston of an increase in 
cotton rates from the Gulf to Mediterranean ports from 55 to 70 
cents per 100 pounds, and an advance in flour rates is expected 
In the case of several other conferences rates have 
previously been fixed until the end of the year, but, according 


7 to the outlook, other advances will be announced in the next 


two months. The recent action of the United Kingdom Con- 
ference in raising its tariffs an average of 15 per cent has set a 
precedent that is being adopted as quickly as possible on the 
jess important trade routes. 

Strength in the charter market for full cargo vessels has 
peen maintained with no perceptible setback. New high records 
have now become almost a daily occurrence in grain and coal 
and the end of the movement is not yet in sight. Many brokers, 
however, feel that the limit has about been reached, as they do 
not believe the commodities can stand additional increases with- 
out seriously diminishing purchases abroad. Fixtures of vessels 
for the grain trade from Montreal to West Italy are reported 
at 45 cents a hundred pounds for November loading, and from 
New York to Genoa or Leghorn at 40 cents. A coal vessel has 
been fixed for West Italy at $8.75 a ton for last half of Novem- 
ber loading. Another is reported from the Atlantic Range to 
Piraeus for December loading at $9 a ton, from the Gulf to 
Italy at $10.50, Hampton Roads to Pernambuco at 40 shillings. 

From present indications, there will be sufficient vessel space 
to accommodate the requirements at about the existing rate level. 
The action of the Shipping Board in breaking out fifty vessels 
from its idle fleet has relieved the shortage somewhat. 

Several changes in individual tariffs have been announced 
by freight conferences. The United Kingdom lines have changed 
the rate on apples in cartons, in wooden boxes, double strapped. 
60 cents a box in ordinary stowage, and same in refrigerated 
stowage $1.00 a box. Effective November 1, rates to French 
Mediterranean, Algerian, and Tunisian ports have been in- 
creased 15 per cent, except on lubricating oil and agricultural 
implements. Scandinavian and Baltic lines have increased flour 
from 28 to 31 cents a hundred pounds and syrup from 27.5 to 30 
cents to ports taking the Copenhagen basis. Copper to Nor- 
wegian ports has been fixed at $8.00 a ton of 2,240 pounds. The 
West Coast of Italy lines have changed old newspapers in bales 
to $8.80 and $8.00 per 2,240 pounds on passenger ships and 
freighters, respectively. 

At the monthly meeting of the Pacific Coast Committee of 
the United States Intercoastal Conference the carload lot rate 
on magazine scrap was changed to 35 cents. New items were 
announced as follows: peppers, whole or ground, peppers Nn. 0. s., 
and pepper pods, at $1.50 in less than carload lots and $1.20 in 
carloads; vehicles, self-propelled, not boxed or crated, $5 any 


POSITIONS WANTED OR OPEN 


_ CAPABLE and able traffic manager now halding executive posi- 
tion as traffic manager desires to change account reaching maximum 
salary his company can afford to pay. Ten years’ experience, includ- 
ing practice before commissions. Past five years in clay and clay 
products rate adjustments, especially paving brick, in Mississippi 
Valley and Southeastern territories. Age 30, married, salary $6,000. 
Address “S. R. F.,’? care Traffic World, Chicago, IIl. 














POSITION WANTED—tTraffic manager or assistant. Industrial 
or commercial. Member of American Commerce Association. Fourteen 
years’ experience in transportation field. Able to organize depart- 
ment. Have technical knowledge essential to properly control trans- 
portation costs. Any territory. Salary secondary. Age 32. Address 
A. I. N. 965, care Traffic World, Chicago, II. 





TRAFFIC MANAGERS and men familiar with transportation 
rates wanted, to lease our loose leaf freight rate ide. Traffic 
managers now employed can make good money on their spare time. 
Liberal cash commissions and continuous renewals paid. All corre- 
spondence strictly confidential. Getzler’s Guide, Inc. (Established 
1912). Rochester, N. Y 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 





THE TRAFFIC WORLD 


1015 


quantity. Buttermilk was added to the item of casein, taking 
the usual rate of 70 cents and 45 cents. 

Announcement is made by the United Fruit Company that, 
effective immediately, the company will resume the handling of 
cargo for Buenaventura, Colombia, which was discontinued some 
time ago because of congestion of freight at the river transfer 
points. 

Considerable interest in the intercoastal trade has been 
aroused by the announcement of the Garland Line of its retire- 
ment from the service. This is said to be the result of dimin- 
ished earnings due to rate concessions made in the effort to 
meet the competition of larger lines. Westbound sailings are 
to be discontinued immediately, but five vessels are still to 
arrive from the Pacific Coast with full cargoes of lumber. For 
the present, the Garland Line will place its ships in the United 
Kingdom and Continental trades. 

Adoption of recommendations for relief of congestion on 
steamship piers and in the appraiser’s stores, which were made 
by the New York Merchants’ Association through it committee 
on customs service and administration, of which B. A. Levett 











ALBANY, Wi. Y. | 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 








JACKSONVILLE, FLA.| 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


ONLY ONE MAN IN TEN 


possesses the imagination and vision to realize the 
importance of this message. 


If you are that tenth man we have a new, practi- 
cal plan by which you can 


Turn Your Idle Hour Into Money 
Producing Power 


With a little spare time study you can 
qualify as a TRAFFIC EXPERT or TRAF- 
FIC COUNSELLOR, and command the BIG 
positions in the traffic field. 

Our scientific, progressive practical prob- 
lem method, based solely on LEGALLY 
FILED tariffs, I. C. C. and court decisions 
and publications, is a revelation of effec- 
tiveness. You learn by DOING. 

Thousands who have already enrolled claim 
it is the greatest thing of its kind ever 
offered traffic men. So RADICALLY DIF- 
FERENT—so STARTLING—so UNUSUAL 
—so EFFECTIVE that it is changing the 
entire trend of traffic education. They are 
realizing the great secret it contains. 


Two separate courses—both available through resident classes and 
by mail: 





(1) Traffic Specialization. 
(2) Traffic Law and Practice. 
Send the coupon for full particulars. Do it NOW. 
the entire plan of your life. 


It may change 


COLLEGE OF ADVANCED TRAFFIC, DEPT. B., 
608-618 South Dearborn Street, Chicago 

I am interested in the following course. I am curious to know 
more about the UNUSUALLY EFFECTIVE AND PRACTICAL METH- 
ODS you employ. Please send me a FREE COPY of your catalogue, 
at once, by return mail. 


0 Traffic Specialization Resident 


Resident 


OO Traffic Law and Practice 
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is chairman, has produced good results, the association says. 
The recommendations were made after an inquiry by the com- 
mittee into the causes of serious delay in release of imported 
goods. 

Some importers had complained that it took as much as 
two weeks to obtain release of goods from either piers or stores. 
This was found to be due to the assignment of inspectors to 
examine and pass on baggage of incoming passengers leaving 
an inadequate force to deal with imports. In some cases, it 
was stated that truckmen were either kept waiting for unduly 
long periods or were compelled to make two or more calls for 
packages from the public stores. Merchants complained that 
heavy losses were being inflicted through fluctuations in values 
of goods during the periods of delay in addition to the loss in 
time of truckmen and other employes. 

It is stated that the Merchants’ Association proposes to con- 
tinue its campaign for an increase in the appropriation for the 
customs service in the Port of New York in order to relieve 
the hardships to which business is now being subjected. 


The North Atlantic U. K. Freight Conference and the North 
Atlantic Continental Freight Conference propose to charge more 
for shipments in fibre board or veneer wood packages after 
January 1 than they now charge for wooden packages. They 
also propose a new rule providing that packages insufficient in 
strength or insufficiently protected shall be accepted only at 
the shipper’s risk of loss or damage not occasioned by the 
negligence of the carrier. 

To reimburse the ship for the extra and slower handling 
and increase cost of handling fibre and venesta packages, the 
steamship lines propose to make an additional charge on such 
packages of 5 cents a cubic foot, or 10 cents a hundred pounds, 
to be applied in accordance with the base rate of the commodity 
which the package contains. These additional rates are to 
apply on all types of containers in which fibre board, or veneer 
wood, or both, are used for construction. Where the commodity 
rate specifies that the package shall be double or cross strapped, 
the additional charge will be in addition to the unstrapped 
package base rate. 

Before putting those regulations into effect, a hearing will 
be held at the conference offices, November 5, at 3 p.m. The 
Merchants’ Association will be represented by W. H. Chandler, 
manager of its traffic bureau. 

Such packages as are covered in the proposals on which 
the hearing is to be given are not penalized in domestic courts 
when they meet certain tests provided in the freight classifi- 
cation. Coastwise and intercoastal steamship lines do not dis- 
criminate against such packages. 

Another freight vessel has been added to the November 
schedule of the Southern Pacific Company. Three ships will 
sail from New York to New Orleans the first week in November 
instead of the usual two. 

The Finkbine-Guild Transportation Company of Gulfport, 
Miss., plans to use five steamers, each of 7,700 deadweight tons 
capable of carrying 4,000,000 feet of lumber, in carrying lumber 
from the Pacific Coast to its Mississippi mills. The movement is 
to be started early next year. By arrangement with the Munson- 


McCormick Line the steamers will carry general cargo west- 
bound. 


MERCHANT MARINE VIEWS 


At the hearing before representatives of the U. S. Shipping 
Board in Detroit, October 28, one of a series of hearings being 
held by the board over the country to obtain sentiment on the 
development and maintenance of an American merchant marine, 


W. I. Nokely, transportation commissioner of the Toledo Cham- 
ber of Commerce, said: 


We do favor an American merchant marine, and we do favor 
the continuation of such, through private capital and under private 
ownership, if and when such capital can be induced to operate 
American vessels under the American flag in fair competition with 
foreign vessels. However, up to the time that such can be accom- 
plished, we believe that construction, operation, and ownership by 
the government should be continued, that present trade routes should 
be kept open, and additional trade routes be opened. 


It was further advocated that such changes be made in the 
navigation laws, the seaman’s act being specifically referred to, 
as would enable American-owned ships to compete successfully 
with foreign owned ships. He stated it as the opinion of the 
organization he represented that there should be no undue haste 
in disposing of Shipping Board boats and that, when sale was 
made, the terms of sale should assure that the vessels remain 
strictly American. 

He said the United States was constantly growing more 
dependent on foreign trade for the disposition of domestic prod- 
ucts and emphasized the necessity of this country being able 
to supply its own transportation needs. 

In conclusion he presented a resolution on the subject 
adopted by the Toledo Chamber of Commerce, as follows: 


_ Resolved: That we endorse and approve the efforts of the Na- 
tional Merchant Marine Association towards the up-building of our 
American Merchant Marine—the permanent establishment, main- 
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tenance and extension of foreign trade routes, and the development 
of all United States coast ports. 


. That these endeavors, as well as the sale of shipping board Vessels 
should be conducted in conformity with the spirit of the merchant 
marine act 1920, and be consistent with the provisions of that act 
for the establishment of new trade routes. 


That we heartily endorse the principles enunciated by President 
Harding. that “commercially desirable government-owned boats be 
sold only to American owners and operators,-who would serve Amer. 
ican commerce and fly the American flag.’’ 

That we endorse and approve a vigorous and consistent adminis. 
tration of the Jones Merchant Marine Act, to the end that every 


American exporter and importer may enjoy the benefits of that act 
as soon as possible. 


SHIPPING BOARD APPROPRIATION 


The Shipping Board has asked the Bureau of the Budget to 
recommend an appropriation of approximately $19,000,000 for the 
fiscal year ending June 30, 1928. For the present fiscal year, 
which ends June 30, 1927, Congress appropriated approximately 
$14,300,000 for the Shipping Board, of which $13,900,000 was for 
operating the government merchant fleet. In the debate on this 
item it was stated that if the board ran behind, a deficiency 
appropriation would be made. The board is running behind, on 
an annual basis, but it is not a certainty yet that it will have to 
ask for a deficiency appropriation, officials say. One of the rea. 
sons the board is running behind is that it has been putting a 
number of idle ships into condition for service at a cost of from 
$10,000 to $30,000 a vessel, depending on the amount of repairs 
necessary. At prevailing ocean rates, officials say, the board 
may be able to break even on the operation of the additional 
vessels. 

For the present fiscal year, the board asked for an appro- 
-priation of $22,000,000. For the preceding fiscal year the appro- 
priation was $24,000,000. The Bureau of the Budget, for the 
present fiscal year, recommended an appropriation of approxi- 
mately $14,300,000, of which $13,900,000 was for ship operations. 
The House increased the appropriation to about $18,000,000, but 
the Senate reduced it to the Budget figure and that amount was 
approved by Congress. 


MORE SHIPS ORDERED IN SERVICE 


President Dalton, of the Fleet Corporation, has ordered i0 
additional idle ships to be conditioned for service. This will 
bring the number of additional ships ordered into service since 
midsummer to 43. It was said that there was a demand now 


for space for the shipment of cottonseed oil and cake to Danish 
ports. 


NAVY DAY ADDRESSES 


A. C. Dalton, president of the Fleet Corporation, and Sec- 
retary of the Navy Wilbur, in addresses on Navy Day, October 
27, urged the development of an adequate American merchant 
marine to carry the commerce of the country and to provide a 
necessary auxiliary to the navy. 


HILL ON MERCHANT MARINE 


Commissioner Hill, of the Shipping Board, in an address, 
October 23, at New Orleans, before the Association of Com- 
merce of New Orleans, referring to the fact that the port of 
New Orleans “ranks second with all our other ports in the 
amount of foreign commerce,” said that no people could pos- 
sibly be more interested in the development and maintenance 
of a merchant marine than “you people here in this commer- 
cially strategic position.” He said the Gulf ports were the 
logical ports for-the outlet of the products of the great middle 
west. The commissioner commented on the fact that, whenever 
there was a shortage of ships, and a threatened congestion of 
exports, “government ships are put into the trade to relieve 
that shortage as fast as possible.” 


Referring to the action of the Shipping Board in providing 
additional ships for the movement of grain, flour, cotton and 
other exports from Gulf ports, the commissioner said the demand 


for this tonnage was a seasonal demand. Continuing, he said, 
in part: 


And for the Gulf ports the demand will be seasonal for a large 
part of the ocean carrying trade because the sources of this commerce 
are mainly agricultural. And a seasonable demand always calls for 
a flexibility in the sources of supply. Many times, this extra demand 
can be met by foreign ships, but there is no certainty or regularity in 
this supply. Whenever the nationals of foreign shipping need their 
services, our demands will receive no attention and our products 
will lie waiting on our own docks. 

The.only certain, regular, efficient ocean transportation service 
for American products is an adequate, well-equipped, loyally supported 
American merchant marine. This should be a privately owned mer- 
chant marine if possible, but until conditions make this possible, the 
government must see to it that the American flag has a worthy place 
upon the high seas. 

yalty of American shippers and American travelers can do 
much to make certain the dominance of our merchant marine. We 
must become shipminded to the extent that we think of our own 
merchant marine whenever we want ocean transportation service. 
We people of the United States fail to realize the loyalty which 
Europeans give to their respective national enterprises. If an 
Englishman visits America, he books on a British liner. In case of 
the French or the Germans, this same thing. is true. If a ship of 
their own country’s shipping lines is not sailing the day they have 
decided to go, they wait until one does sail, A large number of 
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Our safe and quick method of handling Canned Goods. 


Splitting Shipments 


“This is just the thing I’ve been looking 
for—it certainly works to perfection !”— 
said one of our customers. 


He ships to us in quantity, gets a storage 
rate so low that it makes him smile, and 
then he is relieved of all the details of 
shipping small quantities in every direc- 
tion. What could be nicer? 


Our organization acts as his shipping 
department, relieving him of the cost and 
worry. 


It’s a cinch he is saving money, as we 
know how to cut corners. Why don’t 
you try the WILMINGTON 
MARINE TERMINAL and see what 


we can do for you. 


Charles H. Gant, Manager 
Wilmington Marine Terminal 
Wilmington, Delaware 


WILMINGTON 


on the Delaware 
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SPEED and ECONOMY 


when you ship 
ia 


The Port of Duan, Texas 


RAR 






IFTY miles closer by WATER 
c to the vast markets of the 
SES) Southwest— 


~ 


Served by SEVENTEEN RAIL- 
ROADS reaching every COMMON 
POINT in Texas and extending the 
HOUSTON RATE ADVANTAGE into 


Louisiana 
Oklahoma 
Arkansas 
New Mexico 
Arizona 
Colorado 


The whole story is told most graphi- 
cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 


In Picture, Text and Tariff. 


THIS BOOK IS FREE 


mz RR 


Address 


The Director of the Port 
5th Floor Courthouse 


HOUSTON TEXAS 
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Americans visit Europe every year. Many of these Americans give 
little heed to whether it is an American or a foreign ship on which 
they book passage. If these American travelers were loyal to Amer- 
ican shipping, it would be one great boost for the merchant marine. 
And this loyalty would not cost these travelers any discomfort or 
inconvenience. The United States lines operate to European ports 
passenger ships unsurpassed by any other liners in any particular. 

American exporters and importers have it very much within their 
power to boost and to help establish an American merchant marine, 
or they can retard its progress, or even defeat its success. If our 
eargo ships are to be established in permanent lines of traffic, we 
American business men must give them our support. The shipping 
interests of our competitors receive this kind of support from their 
nationals. Whenever it is possible to do so, foreigners, in buying from 
us, insist that this be done F. O. B. our ports. When they are 
selling to us, they insist that this be done on a C. I. F. basis. Thus 
they name the ships that carry the products both ways. American 
exporters and importers should see to it that our merchant marine 
has at least an even break in the routing of our trade both ways. 

The development of these Gulf ports, and the foreign trade served 
by them is in its very infancy yet. Under the policy of the Shipping 
Board, a good beginning has been made and these ports are on the 
map of the commercial world as they have not been for many years. 


BARGE CANAL ADVOCATED 

The committee on inland waterways and water storage, of 
the New York Merchants’ Association, R. A. C. Smith, chairman, 
has reported, after several years’ study of the subject, that the 
construction of a ship canal at least 25 feet in depth, connecting 
Lake Ontario with the Atlantic Ocean, is an inevitable develop- 
ment. 

The committee suggests that Congress be asked to provide 
an appropriation adequate for a thorough survey of the route 
for an All-American waterway and asserts that the government 
would be justified in spending a greater sum for the building of 
a canal wholly within this country than for a waterway lying 
wholly or in part in foreign territory. The committee also 
claims that this proposed channel would serve the middle west 
and northwest as well as the St. Lawrence route, with the 
added advantage of not diverting American commerce to foreign 
ports. 

It is reported further by the committee that such a water- 
way, of the proper character and location, would bring “a very 
direct and considerable economic benefit to the grain producing 
states of the northwest, inasmuch as it would assure them of 
access to foreign markets with the least possible transportation 
costs.” The manufacturing sections of the west would have 
the same advantage, the committee says. 


COASTWISE TRAFFIC OF GREECE 


The Greek Government has decided that steps must be taken 
to protect the coastwise shipping of Greece, according to a 
report from Consul E. A. Plitt, Athens, made public by the 
Department of Commerce. The Ministry has, therefore, ordered 
the consultant committees to come to an understanding with 
the shippers on the main questions involved. 

It is considered that the interests in question will be best 
protected by the formation of a huge coalition of all the coast- 
line companies, this coalition to be placed under the immediate 
supervision and direction of the government. Two or three 
of the largest coast-line companies are understood to have sub- 
mitted proposals to the government expressing the same ideas, 


and it is expected that no objection will be met on the part 
of the smaller companies. 


JAPANESE TO DEVELOP NEW AIR - ROUTES 


The Japanese Ministry of Communications will request 
11,200,000 yen in the forthcoming budget for the development 
of new air routes and the subsidizing of air transportation com- 
panies, according to preliminary reports, states Commercial 
Attache C. E. Herring, Tokyo, in a report to the Department of 
Commerce. Japanese interest in commercial aviation is as keen 
as that in European countries and it has recently been stimulated 
by actual and proposed flights from Central Europe to Japan. 

The proposed new air lines are from Tokyo to Dairen; from 
Osaka to Shanghai and from Tokyo to Sapporo. The first two 
routes are to be established by April, 1932, and of the appropria- 
tion asked for this year, it is estimated that 7,000,000 yen will 
be expended for physical sites; 2,000,000 yen for hangars; 
1,500,000 yen for the establishment of wireless and telegraphic 


stations. Flying equipment on the first two routes is estimated 
at an additional yen 8,500,000. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


Section 66 on page 315 of the annual Postal Guide for 1926 should 
be modified to read as follows: 

“This department is not responsible for the loss, damage, or 
rifling of any parcel except as stated in section 65 next preceding 
and in Section V on page 239 of this Guide.’’ 

The postal administration of New Zealand has advised that the 
embargo which was placed on seeds, plants, blubs, etc., on account 
of the foot-and-mouth disease has now been removed. 


Said prod- 
= ig therefore again permitted importation into New Zealand 
y mail. 

The item ‘“‘New Zealand,’’ appearing on pages 218, 301 and 302 


of the annual Postal Guide for 1926, should be modified accordingly. 


W. Irving Glover, second assistant Postmaster General, has 
advised postmasters that the consul general of the Republic of 
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Honduras has informed the Post Office Department that send, 
of parcel-post packages containing merchandise (regardless of 
value) to the Republic of Honduras are required to submit toa 
consul of the country mentioned for certification five copies ¢ 
the commercial invoice. Consuls of the Republic of Honduras 
are located at-the following cities: Mobile, Ala.; Los Angeles, 
Calif.; San Francisco, Calif.; Washington, D. C.; Jacksonyjj 
Fla.; Tampa, Fla.; Chicago, Ill.; New Orleans, La.; Boston, 
Mass.; Detroit, Mich.; Kansas City, Mo.; St. Louis, Mo.; Ney 
York, N. Y.; San Juan, P. R.; Galveston, Tex.; San Antonio, Tey 
A new parcel-post convention has been entered into wit 
the Netherlands, effective November 1, providing for the ¢. 
change of ordinary and insured parcels, for the mailing fro 
this country to the Netherlands (but not in the opposite direg. 
tion) of registered parcels, and for an increased weight limit of 
22 pounds per package. 


W. Irving Glover, second assistap; GEOC 

Postmaster General, has announced. LOCAT! 
o> DRG aaeee DI 

COMMERCIAL AVIATION DISTINC 

The Traffic World Washington Bureay AND 


Seven conferences held by the aeronautical branch of the 
Department of Commerce with officials of the flying work 
have been well attended and mutual co-operation between the 
department of the commercial operators, manufacturers and 
insurers is assured, according to William P. MacCracken, Jr, 
Assistant Secretary of Commerce, in charge of aeronautics. 

The purpose of the conferences was to discuss the proposed 
air rules and regulations of the department. There will be a 
nuniber of changes made before the regulations are promulgated 
as a result of the conferences. 


The work of the air registration and inspections, as dis. 


cussed in the conferences, will be divided into four classes, 
which are as follows: 


Registration and inspection of commercial or industrial aircraft; 
licensing of_pilots and mechanics; rating of air navigation facilities 
and air traffic rules. The registration of aircraft will be divided into 
three classes; privately owned aircraft that will engage in no com- 
mercial work; industrial aircraft and transport aircraft. These 
planes will be subject to inspection from time to time, regardless of 
the annual inspections contemplated. The license of a pilot will be 
good until revoked for cause, subject to semi-annual physical exam- 
inations and minimum flying requirements, while the license for air- 
craft will remain in force for a period of one year. No pilot will be 
permitted to operate a plane in interstate commerce or fly a regis- 
tered plane without first being licensed by the department. He will 
be given a physical and professional examination before the license 
is issued, 

Among those who attended the conferences 
following: 





Ute bs bate? 


were the 


S. S. Bradley, manager of the Aeronautical Chamber of Com- 
merce; Professor Alexander Klemin, Daniel Guggenheimer School of 
Aeronautics of the New York University; William B. Stout of the 
Ford Motor Company; Thomas Huff of the Huff Daland Airplane 
Company; T. N. Joyce, Curtiss Aeroplane and Motors Company; 
Thomas M. Simpson of the Continental Motor Corporation; Charles 
Lawrence of the Wright Aeronautical Corporation; Charles S. Jones 
of the Curtiss Flying Service; L. C. Milburn of the Glenn L. Martin 
Company; A. J. Elias of the G. Elias and Brothers; C. J. Brukner 
of the Advance Aircraft Company. 

F. H. Russell of the Curtiss Aeroplane Company; Harold L. Har- 
ris of the Huff Daland Dusters, Inc.; Reed M. Chambers of the 
Florida Airways Corporation; L. . Seymour of the National Air 
Transport; Major-General John F. O’Ryan of the Colonial Air Trans- 
port; Charles H. Colvin of the Pioneer Instrument Company; Floyd 
J. Logan, prominent air supplies dealer of Cleveland; Lieutenant- 
Commander R. D. Kirkpatrick, U. S. N.; . J. Sweeney of the 
Sweeney Aviation School; C. B. D. Collyer, Skywriting Corporation 
of America; William D. Tipton, Aviation Editor of the Baltimore 
Sun; C. J. Peterson, Wright Aeronautical Corporation; William B. 
Robertson of the Robertson Aircraft Corporation; J. G. Baukat of 
the Traveler Insurance Company; H. Barber of the Independence 
Fire and Indemnity Insurance Company; R. Sanford Saltus, Jr.; 
R. P. Hewitt and Thomas Carroll of the N. A. C. A.; Cy Caldwell, 


Aero Digest; Paul E. Garber, Assistant Curitor, Smithsonian; Athel 
Derham, Automotive Industries. 


Se 

Approximately twelve hundred miles of airways have been &.. 
surveyed by the flying extension superintendents of the aero- ST 
nautics branch of the Department of Commerce. 8 


At intervals of ten miles along these routes, leases have 
been signed for the use by the Department of Commerce of sites 
for lights. Every 30-mile interval, intermediate landing fields 
have been leased by the government. These surveyed twelve 
hundred miles represent portions of the contracted air mail 
routes which are required by present schedules to be flown in 
the dark hours of late evenings and early mornings. Eventually, 
the unlighted areas of the airways will be equipped and night 
flying will be possible over the entire distance. 

Following are the routes on which lighting is being installed, 
together with the approximate number of miles lighted: 

New York to Boston, 185 miles; St. Louis to Chicago, 277 miles; 
Dallas to Chicago, 345 miles; Los Angeles to Salt Lake City, 140 
miles; Pasco to Elko, 100 miles; Twin City to Chicago, 80 miles, and 
Cheyenne to Pueblo 160 miles. 

Assistant Secretary MacCracken stated that deliveries were 
about to begin on the contracts let for the lights, towers, wind 
indicators, generating set's and other material, and that contracts 


Ch 
have been let for the concrete construction of the marker 
arrows, the erection of the towers and power houses, and the 
complete installation of intermediate landing field lights and 
equipment in general. 

It is expected that the current will be turned on a substan- " 


tial mileage of the airways by Christmas of this year. 
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CANADIAN GRAIN RATES 


The Traffic World Ottawa Bureau 


At the sitting of the Board of Railway Commissioners at 
Ottawa, October 22, L. A. Cannon, appearing on behalf of the 
Quebec Harbor Commission, urged the importance of an early 
decision with reference to an application, long pending, to ex- 
tend the operation of the Crow’s Nest eastbound grain freight 
rates east from Armstrong or Port Arthur to Quebec. The ap- 
plication was first made in August, 1925, when all parties inter- 
ested were heard. After the hearing, the board decided that the 
matter was of great importance, but that the question of grain 
freight rates could not be divorced from the general freight 
rates schedule and, therefore, adjourned further consideration 
until it had made its western trip and heard interested parties 
through to the coast. This hearing ended in Winnipeg in June 
and the board then announced that a date for concluding the 
grain rate hearing would be fixed as early as possible. 

Mr. Cannon pointed out that it was now October, the crop 
of 1925 had had to be moved under the old schedule of rates, 
and it was hardly possible to hope that the present 1926 crop 
could be handled under any improved conditions, while even the 
1927 crop would be in danger of similar disability unless specific 
action were taken promptly. He said that, while he appeared 
on behalf of the Quebec Harbor Commission, the question was 
of vital importance to the Maritime Provinces as well, as the 
lower schedule, if in operation, would divert grain from the west 
to Canadian Atlantic ports in winter, as it would to Quebec in 
summer, instead of sending a large proportion to United States 
ports, as at present. 

Chief Commissioner McKeown said the board fully realized 
the importance of the matter, but was in no way responsible 
for the delay. During the hearings in the west a number of 
schedules, returns, and other documents were called for, but 
those concerned had failed to comply with the order for their 
production, claiming they could not be found. The board had 
given them until October 25 to produce the missing files and, in 
default, would go ahead and complete the case with the least 
possible delay. 

The other members of the Commission, with the exception 
of Commissioner Oliver, concurred in the remarks of the chair- 
man. Commissioner Oliver claimed that he had always refused 
to accept the view that the question of eastbound grain freight 
rates was linked with the matter of general rates. The special 
grain rate act of Parliament, passed two years ago, had, he con- 
tended, taken it out of the general question, and had given the 
board power to deal with grain rating on its own merits and 
without reference to the general freight rate controversy. Had 
the board accepted his view as expressed at the initial hearing, 
the matter would have been settled long ago and the disability 
under which eastern Canadian ports were suffering would have 
been removed before the 1926 crop came on the market. 

The question was to come up again this week, when it was 


thought some decision might be given as to further action of 
the board. 


CANADIAN BOARD ORDERS 

The Board of Railway Commissioners has passed the follow- 
ing orders: 

Refusing application of the Parish of Lancaster, in the mu- 
nicipality of St. John, N. B., to compel the Canadian National 
and Canadian Pacific Express Companies to extend their free 
delivery service into the said parish; 

Refusing application of government of British Columbia for 
leave to prosecute officials of Canadian Pacific for failure to 
obey order of the board No. 38769, directing said company and 
Canadian National Railway Company to file tariffs reducing 
rates on grain and flour to Pacific ports in Canada for export 
to the same rates, proportioned to distance, as such grain and 
flour would carry if moving eastward for export. 


GRAIN EMBARGO AT VANCOUVER 


On October 24 the Canadian Pacific and Canadian National 
placed an embargo on grain shipments through the port of Van- 
couver. There was then in store at that port 2,250,000 bushels 
of grain, or about one-third the visible elevator capacity of the 
port. In addition, there were 375 cars waiting to be unloaded; 
in transit, 1,390 cars; and 2,800 being loaded billed to Van- 
couver. As soon as the present congestion is overcome, ship- 
ping under the permit system will resume. Had the railways 
not taken the action they did, grain would have had to stay in 
the cars, and the railways refused to have their cars used for 
storage purposes in this busy season. 


CANADIAN CAR LOADING 


Car loadings for the week ended October 16 were the heaviest 
yet recorded, 85,207 cars, an increase of 7,103 cars over the 
previous week. The big increase was in grain—4,130 cars in 
the western division and 763 cars in the eastern division. Live 
stock increased 474 cars, lumber 230 cars, and miscellaneous 
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freight 1,781 cars. Merchandise showed a small decrease due ty 
lighter loading in the west. 

Compared with the corresponding week in 1925 the total 
loadings were heavier by 11,533 cars, or 15.6 per cent. The bad 
weather in the west last year reduced grain loading, but the 
eastern division showed an increase of 6,029 cars, including jp. 
creases of 1,289 cars of miscellaneous freight, 1,243 cars of 
merchandise, 2,233 cars of coal and 518 cars of pulpwood. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAy 
RAILWAYS 


EASTERN CANADA 
For the Week Ended 








we 
Oct. 16, Oct. 9, Oct. 1 

Commodities 1926 1926 1995’ 
Grain and Grain Products...............- 4,396 3,633 4,325 
DE 6:0-0:060c000ee0s~ cvegeueenseee Laue 1,307 11369 
Corer eer ereceeresreseseeeees eee 5,882 6,055 3,649 
Coke oo .ccccccccce ee ecccccccccscccs eocccces 394 257 29] 
LUMDE .ccecccccccccccccccccccces eoccceces 2,889 2,551 2,613 
SUIPWOOE .occccees Cee ccceccccccccccccccces 1,744 1,720 1,295 
Pulp and Paper........ aieiawie viceeweeeeere ooo Soka 2,239 1,869 
Other Forest Products..........scccceee e- 1,377 1,426 1,494 
ME nsaisknvesine coca eaveeesa9'o<4.0s-0 sesesie suis 1,147 1,239 1,19) 
Merchandise, L. C. L...........-eeecee ee 13,396 13,233 12,153 
Miscellame0us.......cccccccscccccscccccces 14,174 12,595 12,885 

TOG Came TG ooo c vcicccccvvcccccce 49,016 46,255 42,987 





Total Cars Received from Connections 33,966 
WESTERN CANADA 


35,640 30,916 

















Grain and Grain Products................ 18,540 14,410 12,154 
Live Stock........ 2 ie, eR Re a wees 42 1,136 2,059 
Coal .....0.. 3,446 3,360 3,745 
IE owes 67 74 40 
EAUNOP .ccece CebOebesNeeeensveeweeedeeses 963 1,071 894 
Pulpwood 176 68 128 
EE MIE cccsaccncceecacesios Genewns 192 202 129 
Other Forest Products......cccccccccece o £686 1,574 1,37 
SN dain Nd ee de Cencaeacdsncesececeesscusaiee 798 872 656 
IY a, Ge, Ds ve viecwescwovwewesines 4,569 4,953 4,429 
Miscellaneous........ pear aiigt aaah oe aienaiatareseaarere os Seen 4,129 4,480 
po eee or 36,191 31,849 30,687 
Total Cars Received from Connections 3,395 2,650 3,573 
TOTAL FOR CANADA 
Grain and Grain Products............. ooo 22S 18,043 17,080 
ME CEcia bdgibcieweedesedscelgecwioteveen eco §6=«.: 2, 9117 »443 427 
_ eee ilatnne le aa eamie aera aanmaa te oe oe na 7,394 
Coke nebiennnve Ciacuesenaease “name tees ° 
ee Msn aurea ealacsiorne a aeaaiees 3,852 3,622 3,507 
EE cccinncibigubemninemorautwebeiemnewie 1,920 1,788 1,354 
EE IN dn deeb e peticeacesesing oe §©6—6. LSD 2,441 1,991 
Other Forest Products... 3,063 3,000 2,867 
wecccccccccceccsecccccs ean seine ies 
Merchandise, L. C. L............. aocewanes 17, , 088 
Miscellaneous........ pe aes Se Meniwew aaa. 18,505 16,724 17,3 
Pete Case EGGS. occ ccccdccccccccves 85,207 78,104 73,674 








Total Cars Received from Connections 37,361 
CUMULATIVE TOTALS TO DATE 





1926 1925 
ay ame Grain Products............ ee eo rer] 
- pnaes genta BE AARNE EC Ba 235,553 157,281 

Coke 5 OREO RIA Re eS 14,911 11,5 
ia aad la casaeaiaed 149,956 147,626 
Pulpwood ...... Rel aeeals eraidign. Gre waleew.deiaaaeiee 111,349 107,205 
Pulp and Paper ‘ eeaadees 98,036 83,520 
Other Forest Pro@ucts.....ccccccsccsece es 127,140 es 

TO ccccccccccsccccccsece COe eee eer eeereesere , ’ 

handise, L. C. L....... od cratiniateo Gast 670,448 627,500 
net satel eesioa si giaicecs entaciactc otal oadacaleeaiehs 584,628 522,929 
Total Cars Loaded........... nT re eT 2,475,812 2,237,505 
Total Cars Received from Connections 1,526,621 1,362,072 


ROUTING ORDERS IGNORED 
The Traffic World Ottawa Burcau 


The Board of Railway Commissioners has passed an order 
disallowing provisions of Supplement 38 to Canadian National 
Railways Tariff, Canadian Government Railways, C. R. C. No. 
1352, and of Supplement 48 to C. N. Railways Tariff, C. G. Rail- 
ways, C. R. C. No. 1364, in so far as they propose to eliminate 
routings via St. John and Ste. Rosalie Junction, and the Cana- 
dian National and Canadian Pacific railways are directed to ob- 
serve and perform directions given on bills of lading by shiP- 
pers as to routing of traffic when such routing is open under the 
published rates of the tariffs in force. 

The judgment of the board was delivered by Chief Commis- 
sioner McKeown on the complaint of the boards of trade of Hali- 
fax and St. John, the Canadian Lumbermen’s Association, and 
others, against the proposal of the Canadian National Railways 
to eliminate alternative routing via St. John and Ste. Rosalie on 
westbound traffic destined to stations on the Canadian Pacific 
Railway. The judgment contains somewhat severe criticism 45 
to the orders of the board having been ignored. ; 
For many years the tariff of the Canadian government rail- 
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ways provided for such alternative routing, but a supplement 
issued Oct. 1, 1925, had the effect of eliminating such routings to 
destinations common to the Canadian National and Canadian 
Pacific. Following strong protests, the board, on Nov. 2, 1925, 
suspended the above supplement, pending a hearing, as it did 
also in the case of another supplement applicable to lumber and 
other forest products, as it seemed to the board that the prac- 
tice of routing freight from the eastern Maritime Provinces, as 
the same had been developed ever since the railways have been 
open for traffic, should not be summarily changed until the 
parties concerned had opportunity to be heard. 

The objection to the changes proposed were that the elimi- 
nation of alternative routings would seriously affect westbound 
traffic originating in the Maritime Provinces; that shippers on 
the Canadian National in those provinces would have to pay 
switching charges of $3 a car when delivering to consignees on 
the Canadian Pacific; that it would prevent an alternative route 
when traffic was congested; and that it would eliminate the ad- 
vantages of the short constructive mileage as a rate factor of 
the Canadian Pacific. 

The Canadian National, in reply, pointed out that it should 


be allowed to control freight originating in its own district, 
saying: 


It is only reasonable and fair to the Canadian National Railways 
that, where we continue to give good and efficient service, we should 
enjoy 100 per cent of the haul and revenue. ... It may be that on 
a few isolated cars requiring C. P. R. delivery the consignees will 
have to pay one-half cent per 100 pounds on traffic originating at 
local points in the east, but this condition is general throughout 
Canada and is in accordance with general interswitching regulations, 
and this extra charge is infinitesimal when placed against the loss 
to the Canadian National Railways of revenue to which we are 
legitimately entitled, but which would be handed over to our com- 
petitors if the St. John or Ste. Rosalie gateways were kept open. 


Commissioner McKeown in his judgment said: 


Having regard to the disparity of mileage and to all the other 
factors entering into the problem, there is no doubt that alternative 
routing via Saint John and Ste. Rosalie Junction operates to deprive 
the Canadion National Railways of a certain amount of its traffic, 
or at least endangers the same. From that standpoint this applica- 
tion seems to associate itself with the general question of interchange 
of traffic over the two systems which, roughly speaking, may per- 
haps correct itself by dealing with the situation as a while. But the 
most important question immediately before us here is, whether the 
board shall continue to allow its orders to be disregarded, for it is 
more than clear that, notwithstanding the formal suspension of the 
supplements to tariffs eliminating such alternative routing, effective 
by specific orders of the board, the Canadian National Railway Com- 
pany has closed the door to such alternative routing, and ignored the 
directions specified by the shippers, and refused to turn over at Ste. 
Rosalie Junction many cars plainly routed via C. P. R. from the last 
named point. 

No other conclusion can be drawn than that, in the instances so 
completely detailed, the Canadian National Railways have ignored 
the suspension orders of the board by not delivering the cars above 
indicated to the Canadian Pacific Railway Company at the point of 
interchange directed by consignors. As might be expected, this pro- 
cedure on the part of the Canadian National Railways has resulted in 
reprisals on the part of the Canadian Pacific Railway Company, 
which in a communication to the board from its counsel informed 
the board under date of September 29, 1926, as follows: 

“TI may say that in so far as this company is concerned any dis- 
regard of shipper’s routing instructions during the past summer was 
due to the effort of this company to protect itself against the Can- 
adian National, which has been diverting traffic from this company 
to a large extent for a long time past. Our officials notified the Can- 
adian National in writing many times that unless they discontinued 
the practice this company would be obliged to take similar action in 
order *to protect itself.” 

The correspondence in part above quoted, and the course of con- 
duct indicated on the part of both railways, clearly show that specific 
orders of the board have been and are now being ignored. It also 
demonstrates that the whole question of interchange and exchange 
of traffic must be upon a basis which admits of no ambiguous con- 
struction, and above all, it must be made clear that the board will 
not permit violation of its orders. 

As regards the particular question here at issue, I find myself 
in complete acquiescence with the board’s judgment of June 30, 1922, 
in the matter of freight tolls, reported in Vol. 12 of the board’s judg- 
ments, orders, etc., wherein it is stated at p. 70, as follows: 

“The Saint John gateway provides via Canadian Pacific Railway 
the short mileage to Montreal; from Halifax and other points this 
route and gateway should be maintained to shippers (with the option 
of Ste. Rosalie) so that the advantage of the short constructive mile- 


age of the Canadian Pacific Railway will continue to function as a 
rate factor.” 





CANADIAN RAIL EARNINGS 


Gross earnings of the Canadian National for the week ended 
October 14 were $6,064,521, as compared with $6,218,089 for 
the corresponding week in 1925, a decrease of $153,568. Earn- 
ings of the Canadian Pacific for the same period were $4,644,000, 
an increase of $249,000. 





THORNTON ON FREIGHT RATES 


Sir Henry Thornton addressed the Canadian Board of Trade, 
which has just been formed, at a meeting in St. John, N. B., 
October 20, delegates from all parts of Canada being present. 
Sir Henry, in speaking of freight rates, said that, in doing so, 
he practically took his life in his hands. There were two great 
systems at present in Canada and anything that would tend to 
jeopardize the credit of either of those systems would injure 
Canada. Speaking for the Canadian National, he said, the sooner 
it was able to finance itself, the better for Canada, but this 
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could not be accomplished if freight rates were continually beiy 
reduced. It could reduce rates and the country could pay defici; 
or reasonable rates could be put in force and the railways gq, 
a fair chance. But the people could not do both. He belieyg 
a sane and reasonable scale should be put into force that wou, 
not only allow the system to maintain solvency, but at the san, 
time permit it to assist in the development of the country, 


COKE FROM ALABAMA 
The Traffic World Washington Bureg, 


Rates on coke from the Birmingham district to northern 
destinations, particularly to Michigan points, have been filed py 
the Louisville & Nashville, effective November 22. They ar 
carried in Louisville & Nashville I. C. C. A-15643, supplemen 
No. 16. They apply on and east of points on the Grand Rapids 
& Indianapolis line of the Pennsylvania from the Michigan state 
line through Kalamazoo to Howard City and thence south along 
the Pere Marquette through Alma to Saginaw and Bay City. 
The routes shown are Louisville & Nashville to Cincinnati, Big 
Four to Toledo or the Cincinnati Northern to Jackson and the 
Michigan lines beyond; and, except to Michigan Central main 
line stations, via Louisville and the Big Four. They apply from 
ovens on the L. & N. in the Birmingham district and from ovens 
on the Birmingham Southern. Representative rates, it is be 
lieved, are: To Detroit and vicinity, $4.65; Jackson, Battle 
Creek and Grand Rapids, $4.91; Lansing, Flint, Saginaw and 
Bay City, $5.16. 


The basis is 75 cents and $1 per ton over Chattanooga via 
Cincinnati and Louisville, the same as the emergency rates which 
expired April 30 last. The proposed rates are limited to expire 
December 31, 1927. They are intended to be the same as those 
which expired at the end of last April. Variation from the old 
basis, if any, is not intentional. They are higher than the rates 
which were suggested in the conference on the subject held 
under the chairmanship of Director Hardie of the Commission's 
Bureau of Traffic September 28 (See Traffic World, October 2, 
p. 766). 

Protests against the rates proposed by the L. & N. are ex. 
pected. The conference held in September was wholly futile. 
There was little thought among those interested, at the time 
the conference was called, that a compromise could be reached. 
Rates on the basis of 50 and 75 cents per ton over Chattanooga 
were suggested in the conference by southern lines and south- 
ern shippers as just and reasonable, but it was thought at the 
time that if there were any chance of a compromise, the rates 
that were in force to the end of last April might be accepted by 
the lines and shippers north of the Ohio. There had been some 
negotiations in which there was a flicker of hope that the north- 
ern lines would accept the old “emergency” rates, that is, the 
rates which were put in, for a limited period, on the assumption 
that southern coke was needed in Michigan on account of condi- 
tions created by the anthracite strike. 


The difference of view on the subject is fundamental. 
Southern lines and shippers believe they are entitled to get into 
the northern markets. Northern producers believe the produc. 
tion of coke in their territory is sufficient to meet the needs of 
that territory and that there never has been a real emergency, 
not even in the strike period. They protested against the 
“emergency” rates of last winter and spring but the Commission 
allowed them to be made operative. However, the northern 
producers, at the conference, admitted the southern producers 
were entitled,to get into the northern markets, if they could, 
upon “just and reasonable rates.” The southern lines and 
southern shippers stood on their proposition that 50 and 75 cents 
over Chattanooga would make just and reasonable rates, the 
foundation assumption being that the rates from Chattanooga 
were just and reasonable because they had been in effect for a 
relatively long time. The southern lines, in the various argu- 
ments, have pointed out that differentials over Chattanooga 
greater than 50 and 75 cents could not be justified by any of the 
usual arguments made in behalf of an adjustment, because of 
the relatively short distance of Birmingham over Chattanooga. 
The higher differentials, therefore, may be regarded as their 
idea of a compromise. 


Chattanooga, in the conference, supported Birmingham, with 
some reservations on account of its claim that, in adjusting 
rates after the Commission’s decision in Ex Parte 74, the 1920 
increased rate case, the full effect of the varying percentages, 
33% per cent inter-territorial and 40 per cent in Official Classifi- 
cation territory, the railroads had not given Chattanooga all to 
which she was entitled. However, on the main issue, there was 
4 division between the two coke producing points south of the 

io. 

Publication of the old rates by the Louisville & Nashville 
will bring the controversy formally before the Commission, and, 
if the rates are suspended, force it to go into the subject with a 
view to making a disposition of it on some ground other than the 


existence of an emergency, which caused the publication in the 
first instance. 
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MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 





From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 





Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 
eninge eT York 


Se. Loci Piseburgh, ' 
ae eg te ga = 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 





ARIBBE AN 
Ga 
SAILING EVERY SECOND SATURDAY 


From 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
E STEELE STEAMSHIP LINE, INC. 
15 Moore oe New York, N. Y. 


SWAYNE & HOYT, INC., Pacific one Agents 

430 Sansome a San Francisco, Calif. 
- KENNEDY, General Western Agent 

106 Merchants ye te Building St. Louis, Mo. 


W. J. SMITH, General Agent 
140 Seuth Dearborn Street 




























Chicago, Illinois 
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SHIP 
ORIENTAL 
FREIGHT 


by THE SHORT ROUTE and our fast vessels 
if you wish quick service to the Orient. 
Modern equipment for loading and unloading. 
Clean, dry, well-ventilated storage facilities 
on board. Sailings from Seattle every twelve 
days for Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL 
ORIENTAL 
LINE 


Other Offices at New York, Boston, Philadelphia, Detroit, Chicage, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victeria, B. C. 


SEATTLE, WASH. 


TRANSMARINE LINES 


Intereoastal Service 


TO LOS ANGELES HARBOR, (WILMINGTON), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


GULF-INTERCOASTAL SERVICE 
From From 
Mobile New Orleans 
Nov. 17th 
Dec. Ist 
Dec. 15th 


SUSHERICO 
SUSPEARCO 
SUDAWSONCO 


COASTWISE GULF SERVICE 
From Port Newark, N. J., to Beaumont, Texas 
Serving Texas and the Southwest 


TRANSMARINE LINES 


Port Newark Terminal 5 Nassau Stay New York City 
Telephone Mulberry 4300 elephone Rec 
Bea ° B . . ? 
Agnien © : —_ uffalo o, Chieu Lg Amgen Mobil 
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NON. & W. CONTROL OF VIRGINIAN 


The Commission’s unanimous decision denying the applica- 
tion of the Norfolk & Western for authority to lease for 999 
years the property of the Virginian (see Traffic World, October 
23) was expected because of the substantial opposition by the 
communities affected, as well as by several railroads, based on 
the contention that control of the Virginian by the N. & W. 
would not be in the public interest. The decision was made 
in finance docket No. 4943, proposed acquisition of control of 


Virginian Railway by Norfolk & Western Railway Company 
(mimeographed). 

The N. & W. application was filed July 2, 1925. Intervening 
petitions in opposition thereto were filed by the Commonwealth 
of Virginia, the State Corporation Commission of Virginia, the 
Chesapeake & Ohio, the Baltimore & Ohio, Norfolk, Va., Prince- 
ton, W. Va., Salem, Va., the Norfolk-Portsmouth Freight Traffic 
Commission and various other associations of business men and 
individual shippers. The Chamber of Commerce of Williamson, 
W. Va., was the sole intervener in favor of the application. 

The report of the Commission consisted largely of a review 
of the contentions of the parties for and against the application. 
The part of thé report dealing with the allocation of the Vir- 
ginian in the tentative consolidation plan, the physical relation 
of the N. & W. and the Virginian, the interest of the Pennsyl- 
vania in the application by reason of the “influence” exercised 
by it over the N. & W., and the Commission’s conclusions follow: 


In our tentative plan for the consolidation of railroads, 63 I. C. 
C. 455, the Virginian is grouped with the C. & O. in system No. 8. 
Shortly after the tentative re was made public the N. & W. opened 
negotiations for the lease of the Virginian, but terms were not agreed 
upon. In August, 1924, a joint lease of the Virginian by the N. 
& W. and the C. & O. was proposed by the Van Sweringen in- 
terests, but the proposal was rejected by the N. & W. In Febru- 
ary, 1925, new negotiations were instituted, which resulted in the 
draft of the proposed lease now under consideration. The record 
shows that in the consummation of the proposed lease no bankers’ 
commissions were involved, all arrangements having been made 
directly by the interested companies. The C. & O, intervened and 
opposed the granting of the application. It claims that as we had 
tentatively allotted the Virginian to it, it did not consider it neces- 
sary to take further steps toward securing control of the Virginian 
pending the issue of our final plan for the consolidation of railroads. 

The N. & W.'’s main line extends from Norfolk westerly through 
Viriginia, thence northwesterly through Kenova, W. Va., to Columbus, 
Ohio, on the north, and Cincinnati, Ohio, on the west.’ The C. & O. 
extends from Newport News, Va., in a westerly direction to Hinton, 
thence northwesterly through Charleston, Huntington, and Kenova, 
W. Va., to. Columbus, Cincinnati, and Louisville, Ky. It also main- 
tains freight and passenger facilities in Norfolk, which are reached 
by barge and boat service from Newport News. The Virginian ex- 
tends westerly from Norfolk to Kelleysville, and then runs _ north- 
westerly to Deepwater, W. Va., where it connects with the C. & O. 
It has a main-line mileage of 450.96 miles. The Virginian and the 
N. & W. are substantially parallel from Norfolk to Kelleysville. Be- 
tween Norfolk and Roanoke the lines are at no point more than ap- 
proximately 30 miles apart. From Roanoke west to Kelleysville 
they are not more than 5 miles apart at any point and are in sight 
of each other for a large part of the distance. The two lines come 
in contact at Norfolk, Abilene, Valbrook, Roanoke, Salem, Merrimac, 
Norcross, and Matoaka, and it is planned to connect them at Kelleys- 
ville. * * * 

Relation of Pennsylvania to N. & W. 


At the date of the hearing the Pennsylvania Railroad Company 
and its affiliated companies owned 115,580 shares of preferred and 
465,550 shares of the common stock of the N. & W. This is 50.2 
per cent of the preferred and 29.6 per cent of the common outstand- 
ing. * ® 

It is admitted that if the N. & W. desired to finance additions 
and betterments by the issue of bonds the Pennsylvania, through 
its ownership of a majority of the preferred stock, could veto the 
propasition, or any proposition for increasing the preferred stock. 
Four of the 11 directors of the N. & W. are either officers or di- 
rectors of the Pennsylvania, or both. While the Pennsylvania does 
not own or control a majority of both classes of the N. & W.’s capital 
stock, it appears that its concentrated holdings give it a large in- 
fluence in that company’s affairs, with an absolute control over the 
issue of any obligations to be secured by a mortgage. 

The N. & W. controls the Pocahontas Coal & Coke Company, 
which owns 298,840 acres of the low volatile coal lands of southern 
West Virginia. These coal fields are in competition with those 
served by the Pennsylvania Railroad in Pennsylvania. The testimony 
is that the Pennsylvania is the greatest coal-carrying road in the 
country, and that it has always ‘opposed any great development of 
the New River and Kanawha, W. Va., fields. Certain of the pro- 
testants allege that the execution of the proposed lease would give 
to the Pennsylvania the means and power of stifling the develop- 
ment of the low volatile fields of southern West Virginia as com- 
~~, of the Pennsylvania fields; that the Pennsylvania’s interest 
n the N. & W. is a constant menace to the southern West Virginia 
coal operator; and that the adding of the Virginian to the N. & W., 
as contemplated by the proposed lease, would be destructive to the 


public interest. 
Cc. & O. and Virginian. 


The Cc. & O. introduced much 
refute the claims of the N. & W. with respect to the operating 
economies it would be able to effect. This testimony went into 
elaborate details, including grades, engine ratings, engine terminals, 
electrified zones, methods of operation, repair shops, use of facilities, 
ete. Considering the testimony as a whole it fails to establish that 
the N. & W. could effect the operating savings which it anticipates. 
Witnesses on behalf of the N. & W. admitted on cross-examination 
that they were unable to state how the Virginian would be operated, 
and that they could not know until after they had actually operated 
both properties. In the absence of a definite plan for operation, it 
would appear that the evidence relating to prospective operating 
economies is largely speculative. Operating economies should fol- 
low from the unification of the two properties and the elimination 
of the Virginian’s operating organization. Reduction in the cost of 
transportation is a matter of public interest. It is not, however, of 
controlling importance, but is to be considered and weighed in con- 
nection with all other matters affecting the public interest. 


testimony in an endeavor to 
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_ The president of the C. & O. testified that if the pending 
plication should be denied and the Virginian should be allocated” 
the C. & O., that company, or the Nickel Plate system as the wm! 
may be, would make every reasonable effort to bring about tt 
acquisition and control of the Virginian on terms and condition 
that would meet our approval. Testimony was offered by the ¢ et 
to the effect that its lines and the Virginian are so located Beograph, 
ically as_ to be complementary and supplementary; that gTeate 
use would be made of the Virginian by it than by the N. & w” 
by the Virginian itself; that unified operation of its lines and ti.” 
of the Virginian would provide an efficient and economica] reas 
for Virginian coal to the west; would enable it to avoid large og itd 
expenditures; and would result in operating economies in han ling 
east and west bound coal, in greater utilization of Virginian equip 
ment and shop facilities, and_in the elimination of _cross-haujs - 
both loaded and empty cars. The testimony for the C. & O. is that 
its use of the Virginian as a main line into Norfolk would enabje ; 
to avoid an almost immediate expenditure of $16,000,000 for doubj. 
tracking its James River division; that by using the Virginian’s Coal 
piers and terminals at Sewall’s Point, in connection with the 1,j. 
way, it could save $5,000,000 for the construction of an additional cy 
Pier and tracks now needed at Newport News; and that by usin, 
Virginian coal cars more efficiently it could avoid the purchase 4 
5,690 coal cars at an estimated cost of $11,380,000. The testimony 
for the N. & W. is that it would not have immediate need for ty 
Virginian terminals at Sewall’s Point to handle the combined tonnag 
of the two roads. The N. & W. offered considerable testimony jin q 
effort to overcome the claimed operating economies to be effecte 
by the C. & O. As in the case of the N. & W. the testimony 
the C. & O. goes largely into technical details. While the testimony 
is claimed to be based upon operating performance, much of it jg 
of necessity, theoretical. | 


Commssion’s Conclusions 


The conclusion that the proposed lease would result in eliminating 
existing routes and channels of trade appears warranted by the re. 
ord. The chief traffic official of the N. & W. testified that unde 
unified operation of the Virginian and N. & W. the use of the Deep. 
water route would be discouraged, but that it would be kept open jf 
found to be an efficient route. No reason appears why the N. & y. 
would be interested in maintaining a competitive through rout 
via Deepwater, which would short-haul its own traffic. As heretofor 
pointed out, a substantial volume of traffic moves through the Deep. 
water gateway, and this traffic would be increased largely if the Vir. 
ginian should join the C. & O. in rates on west bound coal. 

Under the proposed lease all competition between the lines of the 
two companies would be eliminated. Important shipping points 
would be deprived of competitive service. The president of the Vir. 
ginian testified that the elimination of competition in rates and sery- 
ice would injure any town through which the two roads pass, and this 
conclusion is corroborated by the testimony of the protestants. 

Nothing herein should be construed as indicating our views re- 
garding the final disposition of the Virginian. 

Applications for authority to acquire control of railroads under 
the interstate commerce act must be supported by a clear and strong 
showing of public gain. If serious doubt exists regarding the wisdom 
of the proposed grouping, that doubt must be resolved against the 
applications. Real and substantial advantages of railroad grouping 
are capable of reasonable proof. So are the disadvantages. There must 
be of record a substantial preponderance of evidence in favor of an 
oe before we are warranted in giving it favorable consid- 
eration. 

Upon the facts presented we are unable to find that the acquisi- 
tion by the N. & W. of control of the Virginian Railway, under the 
terms of the lease described in the application, will be in the public 
interest. An order will be entered denying the application. 


D. & H. CONTROL OF B. R. & P. 


The Baltimore & Ohio, which intervened in opposition to 
the application of the Delaware & Hudson for authority to ac. 
quire control of the Buffalo, Rochester & Pittsburgh, said in its 
brief that the examiner should find and report that the proposed 
lease was not in the public interest and should not be approved: 


1. Because of the widely separated location of the two roads, 
they being 150 miles apart; their lack of any background of real 
railroad relationship; the demonstration from their past history that 
their interests lie in entirely opposite directions and because the 


combination does not present such prospect of public interest as 
justifies the lease. + 


2. Because the 30 years of past association between the Buffalo, 
Rochester and Pittsburgh and the Baltimore and Ohio discloses bene- 
fits and advantages to the two railroads and the public generally which 
should not be disturbed, but, on the contrary, should be allowed to 
grow; that proven advantages outweigh uncertain possibilities. 

3. Because the request for the approval of the lease is to ask the 


Commission to become a party to an attempted avoidance of con- 
tract provisions. 


4. Because the lease would interfere with the consummation of 
arrangements for the Baltimore and Ohio’s proposed new short 
through line from New York to Chicago, which relieves congestion 
and prevents capital expenditures. 

5. Because of the utter impossibility of weighing the effect, of 
the lease upon the consolidation of. railroads into a limited number 
of systems because of the lack of any information as to the plan in 
which the lease is said to be the first step. 


B. & O. CONTROL OF D. & U. 


Acquisition by the Baltimore & Ohio of control of the rail- 
road of the Dayton & Union Railroad Company under an operat: 
ing contract has been approved and authorized by the Commis 
sion in a report by division 4 in Finance Docket No. 5710. The 
line of the D. & U. extends from Union City, Ind., to Dodson, 
O., approximately 32 miles. Entrance into Dayton, O., is ob 
tained by trackage rights over a line of the Pennsylvania sys 
tem. The B. & O., either directly or indirectly through its sub 
sidiary, the Toledo & Cincinnati, now owns about 95.60 per cent 
of the total outstanding stock of the D. & U. The B. & O. has 
operated the line of the D. & U. since 1917 for the account of 
the D. & U. Under the contract approved by the Commissio2 
the D. & U. will be operated by the B. & O. as a part of the 
B. & O. system. The D. & U.’s corporate organization will be 
maintained but there will be no separate accounting. The B. & 
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A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of-getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with:the Com- . 
mission in the current week. 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? : 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 
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PLYWOOD Shipping Cases 
Effect Shipping Economy 


Reducing Freight Charges in Both Export and Domestic 
hipments. -Also Combining Protection 
Against Dust and Moisture 


PHOTO OF PLYWOOD SHOOKS SHOWING STEEL RIMS PACKED 
FOR EXPORT. When the loading is complete, every available space 
is filled with bolts, lugs and miscellaneous items, making great weight. 
This is the solution of another problem for safe and economical pack- 
aging. What is your problem? Our experience at your disposal. 


TIFFT BROS.., 2 Broadway, New York City, N. Y. 


Guides for Shippers 


ESTABLISHED 1872 


TRAFFIC DEPARTMENTS 


of thousands of shippers have been Satisfied Customers 
for upwards of 50 years or more. 


You also may avoid incomplete and inaccurate ship- 
ping information if you use our service. 


“The Shippers’ Guide shows all towns in the U. S., 
thousands in Canada; gives the freight, express, postal 
and telegraph offices for them. 


Shows parcel post zones; indicates prepaid freight 
stations and money-order postoffices. Revised monthly. 


We furnish also Express Rates; Air Mail Schedules 
and Routes; Foreign Mail Bulletin. 


Our many years of experience assure you of Com- 
plete Satisfaction, Promptness and Reliability with an 
actual SAVING to you of TIME AND MONEY. 


THE SHIPPERS’ GUIDE CO., Inc. 


626 Federal St., CHICAGO 


Philadelphia St. Louis 
308 Chestnut Street 508 Olive Street 


Mail this advertisement for free details of our service 
Check here: Shippers by Frt. ( ), Exp. ( ), Parcel Post ( ). 


New York 
15 Park Row 
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O. estimated that the contract would enable it to effect an an- 
nual saving of at least $6,000 in its accounting department. No 
change will be made in the present method of operation, the 
Commission said. The authority applied for was made retro- 
active to and effective as of January 1, 1926. 


NEW HAVEN MERGER PROPOSED 


The New York, New Haven & Hartford has applied to the 
Commission for authority to acquire and operate the Central 
New England and its leased line, the Hartford and Connecticut 
Western, and to acquire the Harlem River and Port Chester Rail- 
road, and to assume obligation and/or liability in respect of se- 
curities of the Central New England and its leased line. The 
properties have been under common management for years. 

The New Haven set forth that, under the laws of New York 
and Connecticut, the three properties had been merged and that 
applications for approval of the merger were pending before the 
state Commissions of New York and Connecticut and that the 
expectation was that those applications would be approved. It 
said the approval of the states of Massachusetts and Rhode 
Island was not required under the laws of those states. 


FLORIDA TRAFFIC SURVEY 


The Trafic World Washington Bureau 


The Department of Commerce issued for publication, October 
26, a report by A. Lane Cricher, of the transportation division 
of the department, on the Florida transportation field survey 
made at the request of the Florida division of the Southeast 
Advisory Board. Mr. Cricher, in the preparation of the report, 
was assisted by the Florida Advisory Board, the car service 
division of the American Railway Association, all railroads serv- 
ing Florida and state, city and county chambers of commerce 
and civic organizations. The part of the report containing an 
explanation of the reasons for the inquiry and the summary 


follow, detailed statistics as to specify commodities and statis- 
tical tables being omitted: 


On May 15, 1926, the Florida division, southeastern advisory 
board, requested the department of commerce to undertake a trans- 
portation field survey of the state of Florida. At an executive com- 
mittee meeting of this board, June 18, with representatives of the 
bureau of foreign and domestic commerce, the scope of the survey 
desired was determined. There were five main objectives: 1, stock on 
hand; 2, production and production capacity; 3, turnover; 4, methods 
of shipping and receiving goods; and 5, estimate of car requirements 
for the immediate future. 

There were sixteen principal commodities included. Nine in- 
bound commodities were studied, for which a detailed questionnaire 
was used: 1, cement; 2, lime, plaster, stucco; 3, tile, including sewer 
pipe; 4, brick, all kinds; 5, slag, stone, sand, gravel, clay; 6, iron 
steel, all kinds, including machinery; 7, autos, trucks, tractors and 
ees 8, furniture except household goods; and 9, all products 
of forest. 

Seven outbound commodities were studied in cooperation with the 
shippers’ commodity committees of the Florida advisory board: 1, 
citrus fruit; 2, fresh vegetables, melons, etc.; 3, fertilizer; 4, phosphate 
rock; 5, naval stores; 6, petroleum and products, and 7, lime rock. 

There follows a summary of the Florida transportation field sur- 
vey. The data represent totals of the figures from each of the ten 
terminal districts of the state. In addition to this summary and 
tables upon which it is based, the official bulletin of this survey, 
which will be published short: » will include also individual com- 
modity tables, ten district summaries of the railroad and the com- 
modity questionnaire data, and other information furnished in con- 
nection with the survey work. This mimeographed summary is pre- 
sented at this time because of the urgent requests for these data by 
the Florida advisory board members and Florida State Chamber of 
Commerce. 

A greater rail movement in Florida during the last Spaces of 
this year as compared to the same period last year is indicated by 
the estimated car loading and unloadings of principal commodities, 
as determined by the terminal district and shippers’ commodity com- 
mittees cooperating with the department of commerce in a survey 
of Florida transportation requirements. Car unloadings for nine com- 
modities for all districts except Miami, during the last quarter of 1926 
are estimated at 88,546 cars, thus indicating both a normal stock 
replenishment and a larger consumption in the state. Loadings for 
seven commodities for all districts are estimated at 83,938 cars for 
the last quarter of 1926, there being a considerable increase over 
last year due to anticipated large agricultural production and freedom 
of movement of lime rock shipments. These loading estimates do 
not reflect the changes which the recent storm may make in the 
fruit and vegetable movement. 

Car loadings for the first six months of 1926 were approximately 
the same as for the same period of 1925, totaling over 280,000 car- 
loads. Car unloadings for these periods were 302,517 cars and 253,605 
cars respectively, for 1926 and 1925, indicating that the amount of 
business for the first half of 1926 was actually greater than during 
the same period of 1925. These data were supplied by the railroads 
in Florida. The totals for each commodity were determined from 
the carloadings and unloadings at all stations loading or unloading 
one hundred or more cars per month in the period covered, and 
represent from eighty-five to ninety per cent of the total aggregate 
tonnage of the state. 

_The total number of cars unloaded in all Florida in October, 
1925, in the nine commodities included in the questionnaire used in 
this survey were 28,399; the estimates of car requirements for nine 
districts the last quarter of this year are 27,463 cars in October, 
31,032 cars in November and 29,851 cars in December. These esti- 
mates do not include the Miami district, due to the West Indies 
hurricane, which has caused a change in the estimates for that dis- 
trict. The Pensacola estimate, however, has been revised and is in- 
cluded. Had the Miami figures of car requirements been included these 
estimates would be ns, higher. 

During October, 1925, 12,282 carloads of vegetables, citrus fruit, 
fertilizer, limerock, Pag one rock, petroleum and naval stores were 
loaded in Florida. he estimates of loadings for the last quarter of 
1926 are, October 23,987 carloads, November 28,269 carloads, and De- 
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cember 31,682 carloads. These estimates of loadings are inclusive 
the Miami district, comprehending the entire state of Florida, ‘ 
proximately 7,000 carloads per month of this increase ar 
for by the limerock shipments, precluded in 1925 to a 
by congestion. 

In 1925, a 


e 2ccountey 
large extent 


total of 9,962,200 tons valued at $438,439,000 wer, 
shipped to and from Florida ports. In 1924, this traffic aggregate 
7,414,000 tons worth $372,830,000. 


Florida business will benefit by a regular collection of quarterly 
data on car requirements and stocks on hand. The direct value ¢f 
the data is such that shippers, receivers and others involved in gy¢, 
work would benefit greatly from the information and wo 


uld q. 
operate fully in its termination. It is suggested that the Florig 


Advisory Board of the American Railway Association secure Pe 


quarter the facts concerning stocks on hand and estimated ¢ 
requirements, 


CONVENTIONAL ONLY IN FORM 


The Trafic World Washington Burex, 


Alexander H. Elder and John W. Zisgen, counsel for the 
Central of New Jersey, its leased and controlled lines, haye 
presented a brief on valuation docket Nos. 401, 390, 391, 392 ang 
417, which they say is “conventional, only in form.” It is totally 
different from any other brief in that it relates only to the 
valuation of the properties mentioned and was prepared with 
view to avoiding, so far as possible, a review of the “many long. 
standing controversies as to principles and methods to be en. 
ployed in railroad valuation, and to deal only with the substan. 
tial issues of fact peculiar to the valuation of this carrier’s 
property under section 19a.” 

They said it was not intended to present an exhaustive 
treatment of the law, of the economic principles or even of all 
the facts involved in such a valuation. Instead, they said, it 
was their purpose to bring to the Commission’s attention, as 
concisely as possible, the chief items of property in controversy 
and the merits of the claims of the protesting carrier, the chief 
items of property in dispute and the merit of the carrier’s claim 
that those items should be included in arriving at a final value, 
Certain conclusions in the tentative valuation which were 
deemed to disclose errors of law or principle, they said, would 
not even be referred to because if they were ultimately held to 
be erroneous they could be corrected when occasion arose. The 
vital consideration, at this stage of the valuation task, they said, 
was deemed to be a correct determination of the basic facts 
which, after being once accurately defined and measured, could 


be either included or excluded as the law and occasion might 
require. 


The attorneys, so as to make their course clear, said they 
would proceed upon the assumption that the Commission would 
deem that it had to base its decision on all issues of fact ex- 
clusively upon the testimony and exhibits duly submitted and 
received in evidence by the examiner at the hearing on its pro- 
test against the tentative valuation. They set forth that assump- 
tion after saying that the record in the case consisted of the 
tentative valuation, the protest of the company, the underlying 
reports on land, engineering and accounting which were served 
on the carrier prior to service of the tentative report, and the 
evidence submitted at the hearing before Examiner Kelley, con- 
sisting of 3,110 pages of testimony and 432 exhibits. They 
pointed out that the tentative report and the protest were the 
pleadings, defining the issues and were not evidence of the facts 
they recited. D. & H. Co. vs. United States, 266 U. S. 438, in 
which the court said the tentative valuation was no more than 
an ex parte appraisement without probative effect. They sug- 
gested that inasmuch as the engineering, land and accounting 
reports, not having been verified, had not been judicially detet- 
mined, that therefore, they, too, were without probative effect. 


The brief points out that the Bureau’s recommended final 
value is $162,659,531, while the protestant’s claim is $234,996,653; 
that the items in the bureau’s final value were based upon the 
testimony of witnesses who had never inspected the property 
and had no knowledge other than general experience, while the 
catrier’s witnesses were men who knew the property and had 
long' experience with it. 


Of the difference of $72,337,122 between the Commission 
bureau’s estimate and the claim of the carrier, they observed 
that $14,000,000 was for cost of reproduction of road items, ex- 
clusive of land, and almost $13,000,000 was for land. They said 
that those claims rested largely upon issues of fact rather than 
on issues of principle. In conclusion, the attorneys said: 


On these issues of fact protestant has endeavored to offer com- 
petent and convincing proof which to a large extent is uncontro- 
verted. It follows that even if all questions of principle and law 
were. waived, and of course they are not, yet the omissions and 
understatements in this tentative valuation are so numerous and 
substantial that an upward revision of the bureau’s recommenation 
is inescapable, and that such revision should be reflected in the 
Commission’s “final value.’’ In addition the ‘‘final value’ should re- 
flect such increase as may be required by a revised pricing of the 
additions and betterments, at least, between 1914 and 1918 and by 


a — upward of allowance for “other values and elements of 
value. 


It may be said without qualification that there is no sum stated 
in the tentative valuation of either the Central Railroad Co. of New 
Jersey or any of the other protestants which indicates in even a re- 
mote way e “value” of protestants’ properties 


“as of June 30, 
1918." (The tentative valuation date.) 
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Ship by Water 


“DIFFERENTIAL RATES” 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 

i Md. Pa. P; 2 
MaSeuth St Drew Bile.‘ Ollwer Bldgs Law Building 
And at our Branch Offices at ports of call, etc. 








Transfers of Traffic at 
Peoria are handled in a 
few hours, instead of the 
days required in the 
larger and heavily con- 
gested terminals. 

This rapid transfer between the 
sixteen railroad lines entering 
Peoria has caused Peoria to be 
looked upon as the most efficient 


link in the shipping of fruit and 
other perishables. 


This same factor of efficiency has 
also affected the routing of ship- 
ments of building materials and 
other commodities that require 
speed in transfer. 


INQUIRIES SOLICITED 
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New York—California 


Fastest Service by Sea 
1 5 days Passenger and Freight 

Itinerary: New York—Havana—Panama Canal— 
Balboa—San Diego (Westbound)—Los Angeles—San 
Francisco. 

Through Bills of Lading to or from other Pacific 
Coast ports; also European, West Indian, Canadian, 
Hawaiian, Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as bag- 
gage at moderate charge. All steamers equipped for 
refrigerator cargo. 


Proposed Sailing Dates 


Westbound from New York Eastbound fron San FranciscoLos Angeles 
S.S. Manchuria Nov. 25 S.S. Mongolia Nov. 13 Nov. 15 
S.S. Mongolia Dec. 8 S.S. Finland Nov. 27 Nov. 29 

inland Dec. 23 S.S. Manchuria Dec. 18 Dec. 20 





—o- =. 


Pier 61 North River, N. Y. C. 
(W. 28rd St.) Tel. Chelsea 6760 
Chicago, 827 Balle St. 
Philadelphia, Public Ledger Bldg. 
Francisco, 60 California St. 


San 


- 
oe wre) 





PAcIFic 


INTERNATIONAL MERCANTILE MARINE COMPANY 


1 Broadway, N. Y. C. 

Tel. Bowling Green 83800 

Boston, 84 State Street 

Baltimore, Chamber of Commerce Bldg. 
Los Angeles, Central Bldg. 


Bo. La 


Efficient switching 
service between the 
following railroads: 


Peoria & Pekin Union Railway Company 
Atchison, Topeka & Santa Fe Railway Co. 
Chicago & Alton Railroad Company 
Chicago & Northwestern Railway Co. 
Chicago, Burlington & Quincy Railroad Co. 
Chicago & Illinois Midland Railway Co. 


Chicago, Rock Island & Pacific Railway 
Company 


Cleveland, Cincinnati, Chicago & St. Louis 
Railway Company 


Illinois Central Railroad Company 

Illinois Traction System 

Minneapolis & St. Louis Railroad Company 

New York, Chicago & St. L. R. R. Co. 
(L. E. & W. Dist.) 

Pennsylvania Railroad 

Peoria Railway Terminal 

Toledo, Peoria & Western Railroad 


Freight Rates on through traffic 
via other gateways between East- 
ern and Western Railroads equalize 
via Peoria, Illinois, gateway. 


UNION STATION, PEORIA, ILL. 
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Questions and Answers 


In this department will be answered questions of both legal and 


practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s:mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer questions ep: Ags practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. ; ; 

The right is reserved to refuse to answer in th's department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, i 

Traffic Service Corporation, Mills Building, Washington, D. C. 


Tariff Interpretation—Alternative Application of Rates 

Minnesota.—Question: Will you kindly advise me your 
understanding of the alternative rate clause shown in Item 
3300, E. B. Boyds’ Tariff No. 6-O, I. C. C. A-1647, which reads 
as follows: ‘When the use of Western Classification and class 
rates named below, result in lower through charges on com- 
modities named in Section No. 1, as qualified by Section No. 2, 
such lower charges will apply.” Does the phrase “As qualified 
by Section No. 2,” restrict the application of. the alternative 
class rates named in Section No. 3 to commodities named in 
Section No. 1 and modified in Section No. 2. For example, does 
the 5th class rate of 27144 cents on canned milk from Bloomer, 
Wis., to Davenport, Ia., named in Section No. 3 apply, rather 
than the commodity rate of 3314 cents as shown in Section No. 2. 

Answer: Inasmuch as in the application of Section 2 of the 
tariff in question, as per page 41, it is stated that if the rates 
in sections Nos. 1 or 3 of the tariff make a lower charge on 
any shipment than the rates in Section No. 2 of this tariff, the 
rates in Sections Nos. 1 or 3 will be applied, the 27%-cent 
fifth class rate as carried in Section No. 3 is applicable between 
the points referred to by you, this rate being lower than the 
commodity rate of 3314 cents published in Section No. 2. 

The phrase “as qualified by Section No. 2,” used in Item 
No. 3300, Section No. 3, has no effect, in our opinion, other 
than to give effect to the statement in the application of Sec- 
tion No. 1 that if:the rates in Section No. 2 of the tariff made 
a lower charge on any shipment than the rates in Section No. 1 
of the tariff, the rates in Section No. 2 will be applied. 

Tariff Interpretation 

Texas.—Question: Please give me your opinion on the 
applicable rate to assess on the following shipment: 

A shipment of fibre furniture originates at Menominee, 
Michigan, and moves to point A in Texas. There are no through 
commodity rates applying from Menominee to Texas point A, 
as Menominee is not listed as a defined territory point. There is, 
however, a rate of $1.421%4 applying on the commodity from 
Chicago territory to destination point, and a commodity rate 
of $0.26%4 cents applying from Menominee to Chicago. (Item 
9412, Sup. 20, Tar. 1-O, not to be considered.) 

The question involved in this case seems to be the inter- 
pretation of Item 90 of the Territorial Directory, which shows 
arbitraries which are to be added to the Milwaukee territory 
rates to make rates to Texas from Menominee. Can these 
arbitraries be used to make through commodity rates, or only 
through class rates? 

Please advise what you consider the through applicable rate 
from Menominee to point A in Texas. 

Answer:—As we read the tariff referred to by you there 
are no through commodity rates published from Menominee, 
Michigan, to destinations named in this tariff other than the 
commodity rates provided for in Item 90 and certain miscel- 
laneous through commodity rates published in various Items 
such as Item No. 7250, 7995, 10528, etc. In the absence of a 
through commodity rate the through class rate is applicable. 

You will observe that in Item 9412 the rate of $1.69 applic- 
able on fibre furniture from Menominee, Michigan, is shown as 
being based upon the Chicago combination, this rate being 
designated as a reduction in rates. 

Freight Charges—Liability of Shipper For When Bill of Lading 
Reads “Freight Charges Payable—Ship Lost or Not Lost.” 

New Jersey.—Question: Will you kindly inform us as to 
whether or not there has ever been an admiralty court decision 
concerning article in Ocean Bills of Lading Contract which 
reads, “Freight charges payable, ship lost or not lost’ 

For example, if a cargo from one intercoastal port to an- 
other is shipped on basis of freight charges “Collect,” and the 
ship never reached its destination, could the freight charges 
be collected? 

Answer: With respect to this question see Allanwilde 
Transport Corp. vs. Vacuum Oil Co., 248 U. S. 377; The Gracie 
D. Chambers, 248 U. S. 387-398; The Bris, 248 U. S. 392; The 
Willdomino, 300 Fed 5, certiorari granted, the Willdomino vs. 
Citrus Chemical Co. of America, 45 Sup. Ct. 98. 

In the decision of the Supreme Court of the United States 
above referred to, which cover instances where the freight 
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charges were prepaid and the bill of lading contained 
lation such as you refer to, the court held that the Prepaj 
freight charges were not recoverable by the shipper. Howere 
it is to be observed that these bills of lading also CONtaing, 
a restraint of prince or government clause which may have hai 
some effect upon the holding of the court therein. ' 

However, it seems probable that in the case last Teferra 
to above, namely, The Willdomino, 300 Fed. 5, in which cag 
a writ of certiorari has been granted by the Supreme Court 9 
the United States, this question will be definitely determing 
as in this case, in addition to the suit of the shipper for i, 
value of the goods shipped, there is involved a cross bill file 
by the steamship company for the recovery of its freight Charge 
based upon the fact that the bill of lading contains the clay 
in question. 

With respect to the recovery of freight charges p 
carrier, the court said: 


2 Stip, 


Y the 


We think the claimant is not entitled to recover from Pfizer g 
Company the amount of the freight money on the 335 casks 


citrate of lime belonging to that company had an original th 


about $179,000. It was so badly damaged that after being unloads 


and abandoned to the ship by the consignee it was sold to the highest 
bidder for only $3,000. We think the record establishes conclusively 
that it was no longer in specie. That freight money is not recoverab} 
under such circumstances is well established. Asfar & Co. vs. Blundd 
(1896) 10 B. Div. 123; Duthie vs. Hitton, L. R. 4 C. P, 138. Scrutto: 
on Charter Parties and Bills of Lading (11th Ed.) pp. 365, 379. Th 
clause in the bill_of lading, ‘‘Freight on the goods and charges 4 
per Margin New York Ship lost or not lost, does not, in our view 
require the payment of freight for goods so damaged by the carrier 
negligence that they cannot be delivered in specie. : 

See, also in this connection, Pehr Uhland, 271 Fred. 34): 
The Cataluna, 262 Fed. 212; The Konigan Luise, 173 Fed. 811: 
Burn Line vs. U. S. & A. S. S. Co., 162 Fed. 298, certiorari denied 
212 U. S. 580; Chas. E. McInnes & Co. vs. Equitable Trust (Co, 
of New York, 189 N. Y. S. 518; Dorff vs. Taya, 185 N. Y. S. 174: 
Greenhill vs. Denano, 184 N. Y. S. 174. 

Demurrage—Average Agreement—Cars Held to Partly Unload 

Minnesota.—Question: Kindly give us your views or Con. 
mission’s ruling on the following: 

On a car that is billed to stop-off and partly unload, short 
at final destination, and at the stop-off point more than twenty. 
four hours are consumed in the unloading, can this car be 
applied to the average agreement which the firm at the stop-off 
point is operating under, or must they pay the regular demur 
rage ‘charges on the time consumed over the free period? 

Answer: In Section E of Rule 9 of the National Car Demur- 
rage Rules and Charges, published in Agent Jones’ I. C. ¢. 
No. 1737, it is provided that a party who enters into this aver. 
age agreement shall not be entitled to include therein cars 
subject to Rule 2, Section B, or Rule 6, Sections B and C, nor 
shall he be entitled to cancellation or refund of demurrage 
charges under Section A, Paragraph 1, nor under Section B of 
Rule 8, except where bunching has been caused by strike of 
carrier’s employes, or where shipments of coal, withheld by the 
carrier to protect its fuel supply, are subsequently delivered 
to consignee in accumulated numbers. 

Subdivision 4 of Section B of Rule 2, following the state 
ment that 24 hours (1 day) free time will be allowed, reads 
“Except as otherwise provided in Rule 2, Section A, when 
cars are held to complete loading or to partly unload.” 

Apparently Subdivision 4, of Section B, of Rule 2, has ref- 
erence to cars which are stopped in transit for partly unloading, 
and if so, under the exception in Rule 9, such cars may not 
be included in the average agreement. 


Damages—Measure of—Conversion of Coal 


Washington.—Question: Will you kindly give us the benefit 
of your valued opinion in regard to the following traffic problem. 

A carload of coal moving wholly within the state of Mon- 
tana was copv¢rted at destination by the railroad company for 
their own use. Consignee presented claim based on their retail 
selling price at destination at the time car should have been 
delivered to them. 

The railroad company refuses to make settlement on this 
basis, offering another car of like quality coal in settlement 
or invoice value of the car confiscated, plus freight charges 
which were paid by the consignee. 

Although we appreciate that this is intrastate traffic, we 
contend that the rule laid down by the Supreme Court of the 
United States is the McCaull-Dinsmore Case should govern in 
the settlement of this claim. 

We have also argued that the finding of the United States 
Circuit Court of Appeals, Eighth District, May, 1926, Term, in 
G. I. Crail doing business as P. McCoy Fuel Co. vs. Illinois Cen- 
tral Company, Case No. 7146, is applicable and states a rule of 
law that should be recognized by the carrier in the adjustment 
of our claim. 

What is your opinion? Should the claim be settled on 
invoice value, or destination selling price value? 

Answer: Insofar as interstate traffic is concerned, it is gel- 
erally held in determining the amount of damage where coal is 
converted, the destination value is to be used. See, in addition 
to the case cited by you, the following cases: 

Southern Railway Co. vs. Consumers Fuel Co., 262 S. W. 581; 
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Thru Package Cars 
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Leste “On, PS ALEXANDRIA 
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Route of Package Cars from Chicago to points on Missouri Pacific Lines 


From Chicago 




















Deliver Arrive at 

To to destination 
Alexandria................... La. Wabash 4th morning 
2 rer Tex. Wabash 4th morning 
Bee Weetle ......2.c0rceceees Tex. Wabash 4th morning n ie CS 
NID ciicicinicsatiaenat Tex. Wabash 4th morning 
J) Tex. C.&E.1. 5th morning 
Jefferson City............ Mo. Wabash 2nd morning 
Kansas City................ Mo. C.&E.I. 2nd morning 
Kansas City................ Mo. Ill.Cent. 2nd morning 
MOOD socossseseinvicsectsats Tex. Wabash 5th morning 
Little Rock ............... Ark. C. G&A. 3rd morning s114 
Little Rock. ............... Ark. Wabash 3rd morning Over 22 million tons of 
Memphis ................ Tenn. C.&E.I. 2nd day : : 
MEOMIOG ..........-.-cesesecasers La. Wabash 3rd morning Cargo carried by 6417 ships 
PAlGStING ..............:<000- Tex. Wabash 3rd morning ® 
| ee Ark. Wabash 3rd morning passed in and out of the 
Poplar Bluff.............. Mo. Wabash 2nd morning ° 
Salt Lake City........ Utah Wabash 6th day Port of Los Angeles during 
San Antonio....... ...... Tex. Wabash 5th morning ‘ 
EE eee Mo. Wabash 2nd morning the Fiscal Ye ar ] 0) 2 " - 1 9 2 6 
Shreveport.................... La. C.&E.1I. 4th morning 
Texarkana.................. Ark, Wabash 3rd morning 





58 Municipal Wharves 
22 Large Modern Transit Sheds 


3 Transcontinental Railroads 
1 5-Story Modern Warehouse 
2 Cotton Compresses 


All Facilities Modern and Fully 
Equipped 

Write Secretary for 1926 Annual Report 

Also Rates, Rules and Regulations 





For complete information communicate with any 
freight representative or 





O. G. Parsley 
Assistant Freight and Traffic Manager 
MISSOURI PACIFIC RAILROAD CO. 
Railway Exchange Building 
St. Louis, Mo 


Board of Harbor Commissioners 
1017 So. Figueroa Street 
LOS ANGELES, CALIFORNIA 


MISSOURI PACIFIC LINES 
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Zimmern vs. Southern Ry., 92 Sou. 437; Waters vs. Becker, 186 
N. W. 167; Eastern Coal & Export Corporation vs. Norfolk & 
Western, 113 S. E. 857; Central of Georgia Ry. Co. vs. American 
Coal Company, 110 S. E. 310; Norfolk & Western Railway Co. 
vs. Ft. Dearborn Coal & Export Co., 292 Fed. 78; Geo. B. New- 
ton Coal Co. vs. Davis, 126 Atl. 192; Norfolk & Western Rail- 
way Co. vs. Nottingham-Wrenn, Inc., 124 S. E. 398. 

The above rule of damages is ordinarily applied by the courts 
as to intrastate shipments. See Wilson vs. St. L. & S. F, 
108 S. W. 612 (Mo.); Hovencamp vs. Union Stockyards Co., 
180 S. W. 225; Brown vs. N. W. R. Co., 54S. E. 829 (S. C.). 

Tariff Interpretation 

Georgia.—Question: In Traffic Bulletin No. 14, October 2, 
1926, Southwestern Lines Bulletin 373, October 2, Subject 9873, 
in connection with the proposed establishment of rates on cotton 
linters from points in Texas to points in Indiana, Michigan, and 
Ohio, it is stated—“Under recent ruling of the Interstate Com- 
merce Commission, traffic does not necessarily have to move 
through the point that makes the lowest combination, in order 
to be entitled to such combination, and the publication of 
rates as contemplated is to provide rates to the points to which 
there is an actual movement of this traffic and to provide them 
in the form of published through rates.” 

Will you please give me reference to the decision in which 
this ruling is made? 

Answer: We presume that the ruling to which reference is 
made in the Bulletin to which you refer is one involving the 
publication of through rates in a tariff by showing certain 
points, as for instance, the Mississippi River Crossings and rates 
beyond such crossings, the sum of the rates to and from any 
crossing to be applied under the provisions of the tariff via 
any crossing through which the shipment may move. For 
example, such tariff may show the rates to New Orleans and 
the rates beyond New Orleans, and the rates to St. Louis and 
the rates beyond St. Louis, and if the lowest combination makes 
on New Orleans this combination may be applied on a shipment 
moving through St. Louis. 

We can locate no specific ruling of the Commission author- 
izing such a plan of tariff publication unless it is authorized 
by the provision of Rule 5-B of Tariff Circular 18-A. There are 
several tariffs on file with the Commission, as for instance, the 
Oil Tariff from Oklahoma points, which are so constructed. 
Mixed Carloads—Rule 2, Section 2, Consolidated Classification 

Not Applicable to Commodity Rates 

Maryland.—Question: In reading the October 9 issue of 
The Traffic World I have noticed the question of “Arkansas,” 
appearing on page 840, with reference to the application of Rule 
10, Section 2, of Consolidated Classification and particularly 
your answer: 

In expressing your opinion, have you not overlooked South- 
ern Classification Committee Circular No. 53, dated October 6, 
1923, which reads as follows: 


Tariffs contain specific commodity rates and descriptions for 
articles in straight carloads, in less than carloads, in any quantity, 
and, for certain mixtures in carloads. 

Inquiry having been submitted whether shipments of articles sub- 
ject to commodity rates may be taken in mixed carloads at_ the classi- 
fied rates on basis of the highest rate and highest carload minimum 
weight attaching to any article in the carload, this committee has ex- 
pressed the oe —— 

s 


**“(1) If no provision is made in the Commodity Tariff for the 
identical mixture offered for shipment at commodity rates, shipments 
of articles, whether subject to Commodity rates in straight carloads, 
or in‘less than carload or in any quantity, or which are included in 
mixed carload commodity descriptions differing from the identical 
mixture offered for shipment, may be taken in mixed carloads at 
the highest class carload rate applicable, with the carload minimum 


weight the highest en by the classification for any of the 
articles in the carload. 


“(2) Provided all such articles in said mixture are provided with 
carload and less carload ratings in the Southern Classification. 

(3) Rule 38, Southern Classification No. 46, runs against com- 
modity tariffs only to the extent of their descriptive application and 
does not remove from the class application a mixture of articles in 
carload that is not specifically provided in said Commodity Tariffs.” 


When this circular appeared the writer had considerable 
correspondence with Chairman Dulaney as I was unable to 
reconcile the circular in question with Rule 38 of the Classifi- 
cation. However, Mr. Dulaney’s circular stands and is being 
generally applied. 

Answer: You will observe that the question refers to ship- 
ments moving between points in Southwestern territory. It 
is probable, though, that a similar ruling has been promulgated 
as to Southwestern territory. 


Damages—Measure of 


District of Columbia.—Question: Sometime ago, we made a 
prepaid shipment consisting of a bolt of linoleum to one of our 
customers. This bolt was lost in transit and the carrier in- 
vited claim. We entered claim based on our sales price and 
have been in receipt of several communications from the carrier 
offering to settle this claim on the basis of our first cost, not 
our sales price. 

It has always been our impression that the carrier was liable 
for.loss or damage based on value at time and place of shipment. 

Kindly advise us whether he is right in this contention, that 
settlement should be placed on invoice value to us. 
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Answer: The general rule is that when goods delivery 
to a carrier for shipment are lost in transit, the carrier - 
be liable for the market value of the goods at the place 
destination at the time when delivery of the goods should ha 
been made, less the freight charges to the point of destinatig, 
if they have not already been paid. 

In this connection, see our answer to “South Carolina,” 
page 214 of the July 24, 1926, Traffic World, under the Caption 
“Damages, Measure of.” 

Loading and Packing of Shipments 

Ohio.—Question: A box car is loaded with oil in good Sub 
stantial wood barrels, four across the car, leaving about 2 fee 
space at the door between the two end units. The Acme Ste 
band unit method of bracing was used. We assume that you ay 
familiar with this sort of bracing. 

The car got no farther than the yards of the initial Carrier 
when a leakage was discovered, whereupon the carrier returne 
the car to shippers’ plant with lading damaged. The steel band 
were in place, not broken and the load was intact when returnej 

Is the railroad liable for damages? 

They claim not and say car was improperly loaded in thy 
barrels were not loaded and arranged in staggered rows. They 
are no specific rules, so far as we know, governing the methoj 
of arranging barrels in a car, that is, in staggered form wha 


using this method of bracing. We contend that carrier is liab, 
for damages sustained. 


Answer: With respect to the loading of shipment, the fg. 
lowing is a statement of the law on this question: 


In general the loading and unloading of goods are under the 
carrier’s control, and he is responsible for any loss or injury 
incident thereto. Nevertheless, when the shipper assumes the 
responsibility of loading the car and fails to see that it js 
properly prepared for the transportation of the particular article 
which he is loading, he assumes responsibility for all defects jp 
loading which are necessarily invisible to the agent of the 
carrier who accepts the freight, or which he cannot discen 
by ordinary observation or such inspection as he can readily 
make, and if any loss or injury results from defective loading 
the carrier is not liable; and it is not liable for injuries result 
ing from the shipper’s misrepresentation of the manner in which 
he loaded the goods on the carrier’s cars. So the rule is broadly 
laid down in many decisions that, when the shipper loads freight 
on a car for shipment, the carrier who receives the car as loaded 
is not liable for damages which arise from the defects in the 
loading (Gulf etc., R. Co. vs. Wittnebert, 108 S. W. 150 (Tex.); 
Texas, etc., R. Co. vs. Klepper (Tex. Civ. Ap.), 24 S. W. 567; 
Texas, etc., R. Co. vs. Ebins (Tex. Civ. Ap.), 83 S. W. 253; Ross 
vs. Troy, etc., R. Co., 24 Am. R. 144 (Vt.); Miltimore vs. Chicago, 
etc., R. Co., 37 Wis. 190); that, when the shipper assumes the 
duty of loading cars for shipment, the carrier is not called on 
to see that the shipper has properly performed his duty in this 
regard; and the fact that the carrier’s employes knew before 
starting that the goods were improperly loaded is immaterial. 
(Ross vs. Troy, etc., R. Co., 24 Am. R. 144.) However, this view 
has not met with universal acceptance; and in a decision of the 
United States Supreme Court it was said: “The liability of the 
common carrier attaches when the property passes, with his 
assent, into his possession, and is not affected by the car in 
which it is transported, or the manner in which the car is 
loaded. The common carrier is regarded as an insurer of the 
property carried, and upon him the duty rests to see that the 
pacxing and conveyance are such as to secure its safety. The 
consequences of his neglect in these particulars cannot be trans- 
ferred to the owner of the property.” (Hannibal, etc., R. Co. 
vs. Swift, 79 U. S. 262 [Approv. Elgin, etc., R. Co. vs. Bates 
Machine Co., 98 Ill. A-511; Aff. in 200 Ill. 636, 66 N. E. 326]) 
And in another decision it was held that, although goods are 
improperly packed in cars by a consignor, a carrier is liable to 
the consignee for injury to such goods when shipped over its 
line, if the improper loading was apparent to the ordinary ob- 
servation of the carrier’s servants. (McCarthy vs. Louisville, 
etc., R. Co., 14 Sou. 370, 48 Am. S. R. 29.) The defense that the 
car was improperly loaded by the shipper is available whether 
the shipper or the consignee brings the action (McCarthy vs. 
Louisville, etc., R. Co., 14 Sou. 370), and the negligence of the 


former is imputable to the latter and will bar a recovery by 
either. 


See, also, in this connection, the decision of A. C. L. vs. Rice, 
52 Sou. 918, in which case the court, in the course of its 
decision, said: 


Subject to the exception, among others not now necessary to 
enumerate, that it may properly refuse to accept for transportation 
goods “tendered in an unfit condition’ therefor, a common carrier 
is duty bound to transport all goods that are properly offered for 
that purpose. 4 Elliott on Railroad, Section 1466; 1 Hutchinson on 
Carriers, Sections 143, 145. While the carrier gg A refuse to accept 
goods improperly packed, yet if it accepts them in that condition— 
a condition open to ordinary observation—“‘the duty attaches of _eX- 
ercising due care for its safe carriage.’’ Union Express Co. vs. Gra- 
ham, 26 Ohio St. 595; E. J. E. Ry. Co. vs. Bates Machine Co., 98 
Tl, App. 311, 315; Hannibal R. R. vs. Swift, 12 Wall. 262, 272; 4 
Elliott on Railroads, section 1466, page 154; Munster vs. S. E. Ry. 
Co., 4 C. B. U. S. 676. Mr. Elliott, at the citation last made from 
his work, says: “If goods which may be properly rejected are actually, 
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not merely constructively, accepted for carriage, the common carrier’s 


liability attaches.”’ 


The court then discusses the Swift case: “We think it may 
be safely ruled, in accord with Hannibal R. R. vs. Swift, and the 
other texts and decisions cited, that, first, the carrier has the 
right to inspect proffered shipments and to refuse their accept- 
ance when not in fit condition for the transportation; second, 
that, if unfit for shipment, and ordinary observation would dis- 
cover that fact, it is the duty of the carrier to refuse the ship- 
ment, in order that the shipper may, if he can, conform the 
shipment to a fit condition for transportation; and, third, that 
the acceptance of a shipment for transportation, without qualifi- 
cation or dissent in respect to the fitness of its condition for 
that purpose, subjects the carrier to all the liabilities ordinarily 
attaching to an accepted shipment of the character to which that 
shipment belongs.” 

Section 145 of Hutchinson on Carriers, to which reference 
is made in the above quoted from case, reads as follows: 


So he may show other reasons for his refusal which will legally 
excuse him. He may, for instance, lawfully refuse to receive them 
if they are improperly packed, or if they are otherwise in an unfit 
condition for carriage. Or he may show that the goods offered were 
of a dangerous character, which might subject him or his vehicle, 
or strangers or his passengers, or his other freight, to the risk of 
injury. And he may even refuse packages offered to him without 
being made acquainted with their contents, when there is good ground 
for believing that they are of a dangerous character. But he would 
have no right, unless from the appearance of the package or from 
other circumstances, his suspicions are reasonably aroused as to its 
contents, to require the owner who offered it for carriage to disclose 
their nature. But when such is the case, it would not only be his 
right but his duty to ascertain the truth, and if they proved to be 
of such dangerous character, to refuse them. 


It seems apparent from the above that a carrier may make 
rules for loading, although a shipper need not comply literally 
therewith if he loads in a safe manner. Whether or not he has 
loaded in a safe manner is a question of fact to be determined 
by a jury in case of dispute. 


That a carrier could, by tariff provisions, require loading of 
shipments in a certain manner seems to be certain, subject, 
however, to the qualification that the rules and regulations pre- 
scribed by the carrier be such as are reasonable, the Commis- 
sion having jurisdiction to determine the reasonableness of any 
rules which the carriers may fix. In the absence, however, of 
tariff provisions setting forth such rules, it seems apparent that 
the only rule which governs the shipper loading is that a car 
must be loaded in a safe manner. 


Freight Charges—Liability of Shipper Signing Stipulation Re- 
quiring Collection of at Time of Delivery Where Consignee 


Refuses Goods or Where Undercharge Is Uncollectible from 
Consignee 


Colorado.—Question: Referring to The Traffic World of 
September 11, page 586, under the above capition, in the third 
paragraph, under “Answer,” you state, “The carrier is therefore 
limited in its recourse upon the consignee in the event that it 
is determined by the carrier that an undercharge exists.” 


It has been the contention of this company that the signing 
of Section 7 relieves it of the payment of charges on shipments 
so marked, providing that consignee accepts delivery. Is there 
a possible error in the word “consignee” being used in the sen- 
tence quoted, whereas it should be “consignor’’? 


Ahswer: In the third paragraph of the answer to which 
you refer, we speak of the effect of the incorporation of Sec- 
tion 7 in the Uniform Bill of Lading Contract Terms and Condi- 
tions, stating that the effect thereof is to relieve the consignor 
of liability for the freight charges in the event of the delivery 
of the shipment to the consignee. We further state that the 
carrier is therefore limited in its recourse upon the consignee in 
the event that it is determined by the carrier that an under- 
charge exists. We intended, in this statement, to convey the 
idea that if the shipper signs the stipulation referred to in 
Section 7 of the bill of lading, the carrier has recourse to the 
consignee only in the event the goods are accepted by the con- 
signee for the payment of its charges or any part thereof. The 


last clause of the third paragraph should properly read as 
follows: 


The carrier is therefore, in this event, limited to its recourse 


to the consignee in case it is determined by the carrier that an 
underchange exists. 


Overloaded Cars—Sale by Carrier of Overload 

Texas.—Question: It will be greatly appreciated if you will 
advise if the carriers are required by law to obtain the full mar- 
ket price for grain which they remove from overloaded cars and 
sell in small quantities, no notice having been given the shipper 
of the fact that car was overloaded or of their intention to 
remove the overload and sell the grain. 

We have recently received notice from the carriers inform- 
ing us that they had removed and sold the overload from several 
cars of our wheat and offering to pay us the*net amount derived 
from such sale. In each instance the price they received for 
the grain was less than the market price on date overload was 
sold and considerably less than the value at destination of car, 
allowing, of course, the freight to destination. 
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Ordinarily, a shipper will accept the amount received fron 
the sale of overloads without question, even if it is SOMeWhy 
less than the market price or value, but in the present cage the 
amount received was so much less than the market price ' 
we do not feel like accepting it if there is any way to fore 
the carriers to pay us a reasonable price. 

Answer: We are not aware of any principle of law whi 
authorizes a carrier to sell the overload where cars are loa 
beyond their marked capacity. 

As a rule, there are tariff provisions which provide for the 
transfer of the overload to another car at the expense of ty 
shipper and the forwarding of the full amount to destination x 
the basis of charges authorized in the tariff provision. See, jy 
this connection, the Commission’s report in Memphis Freigy 
Bureau vs. St. Louis Southwestern, 115 I. C. C. 409. 

Unless there be authority for the sale of the overload, th 
carrier, in our opinion, is liable for the full market value y 
that part of the shipment sold by it because of the overloading 
of the car. 

Tariff Interpretation—Intermediate Rule 


Alabama.—Question: The following intermediate clause j 
published in a tariff: 


From any point of origin from which specific rates are not named, 
which point is located directly between two points of origin from which 
different rates are named, the rate will be the same as from that 


one of the two points between which it is directly located from which 
higher rates are named. 


If the point of origin is located directly between two points fron 


which the same rates apply such rates will also apply from th 
intermediate point. °- 


the point of: origin is not located between two points from 
which specific rates are named, the rate from the next more distant 


point beyond, located on the same railroad as the intermediate point, 
will apply. 


For example, we have a rate from A to C, the point of des. 
tination, C, not being located on the same railroad as A. We 
have a shipment originating at B, on the same railroad as A, 
there being no specific rates published from B. According to 
the last paragraph of the intermediate clause quoted above, will 
the rate published from A be applicable from B? 

Will you please give me the benefit of your interpretation 
of this clause? 

Answer: Under a tariff provision such as that quoted in 
your letter, it is our opinion that the rate published from A is 
applicable from B. 

Tariff Interpretation—Combination Rates 

Kansas.—Question: C. F. A. tariff 222 names rates from 
North Manchester, Indiana, to Effner, Indiana, and W. T. L. tariff 
18-K names rates from Effner, Illinois, to destinations in Kansas. 
This leaves a break in the rate structures from Effner, Indiana, to 
Effner, Illinois, which, the carriers contend, cannot be covered 
and that it is impossible to make an Effner combination. Traffic 
is interchanged at Effner by the Pennsylvania and the T. P. & 
W. railways and, if there was a switching charge, which there 
isn’t, it would be absorbed. On this particular traffic the Shel- 
don, Peoria, or Mississippi River combinations all result in a 
higher through rate. Is there any way a combination can be 
made over Effner? 

Answer: We can locate no opinion of the Commission in 
which this question has been considered. It is our opinion, 
however, that the carriers are correct in their contention that 
the Effner combination is not applicable. In this connection, see 
the opinions of the Commission in Warsaw Southern Lumber 
Co. vs. C. & N. W., 50 I. C. C. 153, and St. Louis Blast Furnace 
vs. Virginia Railway Co., 24 I. C. C. 361-367, which cases show 
that to the same point, or rather portions of the same city, there 
can be different rates. Therefore, a rate published to Effner, 


Indiana, is not necessarily applicable to Effner, Illinois, and 
vice versa. 


SHIPPING BOARD APPROPRIATION 


President Coolidge, it was stated at the White House this 
week, wishes the Shipping Board and Fleet Corporation to have 
an adequate appropriation, but he also wishes the excess of 
outgo over income in the operation of the government shipping 
lines to be reduced and the lines put on a paying basis. Men- 
tion was made of the fact that approximately $100,000,000 had 
been expended from the public treasury for the operation of 
ships in the last few years. Such expenditures were being re 
duced, it was said, and improvement was being shown by a nun- 
ber of the individual lines. The President, it was said, desired 
that the board and Fleet Corporation should apply all principles 
of business administration to the operation of the government 
shipping lines. 

T. V. O’Connor, chairman of the Shipping Board, made pub- 
lic a letter to the editor of the Washington (D. C.) Post criti- 
cizing an editorial in that newspaper with reference to the 
board’s request for an increase of $4,500,000 in its appropriation. 


CHICAGO SHIPPERS’ CONFERENCE 


The Chicago Shippers’ Conference Association will hold its 
annual meeting and luncheon November 2 at the Hotel La Salle. 


Max Mason, president of the University of Chicago, will be the 
speaker. 
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will be welcomed especially by business men 
who must leave Chicago as late as possible, 
but yet have a full business day in St. Paul 
or Minneapolis. (Dining car for breakfast 
of course.) 


Lv. Chicago 8:45 PM 
Ar. St. Paul 8:15 A M 
Ar. Minneapolis 8:55 A M 


ye 






And these three other de luxe trains over 
the comfortable water-level route along the 
Mississippi River. 


Lv. Chicago 6: 
Ar. St. Paul 7:0 
Ar. Minneapolis 7:35 


ORIENTAL LI MITE, 


Lv. Chicago 11:00 P M 
Ar. St. Paut 10:55AM 
Ar. Minneapolis 11:55 A M 


Burlington 


Route 


Lo. Chicago 10:35 A M 
Ar. St. Paul 10:30PM 
Ar. Minneapolis 11:25 P M 
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Digest of New Complaints 


No. 16226, Sub. No. 3. Beatrice Chamber of Commerce, Beatrice, Neb., 
vs. Aberdeen & Rockfish et al. 

Alleges that rates for the transportation of property between 
Beatrice, Neb., and points east of the Illinois-Indiana state line 
and north and south of the Ohio and Potomac Rivers, are rela- 
tively higher, distance and transportation conditions considered, 
than the rates ge aaa Nr in effect for the transportation 
of like property between points in Illinois, Wisconsin, Minnesota, 
Iowa, and Missouri, and Missouri River cities, Sioux City, to 
Kansas City, Mo., both inclusive, on the one hand, and territory 
east of the Illinois-Indiana state line and north and south of the 
Ohio and Potomac Rivers, on the other, in violation of sections 1, 
and 3 of the act; that rates to Beatrice from Indiana points are 
in violation of sections 1 and 3 of the act. Asks rates for the 
future, and reparation. 

No. led Sub. No. 3. John Fena, Chisholm, Minn., vs. C. B. & Q. 
et al. 

Unreasonable rates on carload shipments of grapes from various 
points in California to Chisholm, Minn. Asks for reparation. 
No. 18754, Sub. No. 1. Simmons Co., New York City and Chicago, 

vs. Chicago and North Western et al. 

Freight charges in violation of sections 1, 2, 3 and 4 of the act, 
on shipments of furniture from Kenosha, Wis., to Spartanburg, 
S. C., and Nashville and Knoxville, Tenn. Asks for reparation. 

No. 18779. The Ulster and Delaware R. R. Co., Kingston, N. Y., vs. 
New York Central et al. 

Alleges that present divisions of complainant, except divisions 
on anthracite coal, are unjust, unreasonable, discriminatory and 
prejudicial, as applied to complainant, and preferential of de- 
fendants. Asks for increase in divisions to complainant of all 
through and joint rates on traffic delivered to and received from 
connections, excepting anthracite coal. 

No, 18801. The Arkansas Cotton Trade Association, for S. Y. West 
& Co. et al., Little Rock, Ark., vs. St. Louis-San Francisco et al. 

Alleges that Frisco, Mo. Pac. and St. Louis Southwestern un- 
lawfully advanced cotton concentration refunding penalties in 
territory served by them. Asks that penalties be eliminated and 
rates restored to the same basis as in effect on September 14, 
1924, and reparation. 

No. 18802. The Central Pennsylvania Coal Producers’ Assn. et al., 
Altoona, Pa., vs. B. & O. et al. 

Rates on bituminous coal in violation of the first three sections 
of the act, from mines in the Central Pennsylvania region to 
Buffalo-Rochester territory. Asks rates for the future. 

No. 18802, Sub. No. 1. Pittsburgh Northern Coal Rate Committee et 
al., Pittsburgh, Pa., vs. B. & O. et al. 

Rates on bituminous coal from the Pittsburgh district to points 
in western New York and northern Pennsylvania, in violation of 
sections 1 and 3 Of the act; that rates from the Pittsburgh district 
are, considering the service performed, on a much higher basis 
than the rates from the producing districts of northern West 
Virginia. Asks rates for the future. 

18803. Smith, Richardson & Conroy, Inc., Jacksonville, Fla., vs. 
Boston & Albany et al. 

Charges in violation of the first three sections of the act, on 
ginger ale, carload, in glass in cases, from Hudson Upper, N. Y 
to Jacksonville, Fla. Asks rates for the future and reparation. 
No. rx by seemed Chemical Co., South Charleston, W. Va., vs. 

. . et al. 

Rates and charges in violation of the first three sections of 
the act, on carbon di-sulphide from South Charleston, W. Va., 
to various destinations in C. F. A. territory. Asks rates for the 
future, and reparation. 

No. 18805. The Permutit Co., New York City, vs. Central of New 
Jersey et al. 

Rates in violation of the first three sections of the act, on 
sand from New York City, Brooklyn and Birmingham, N. J., to 
points in official and western classification territory. Asks rates 
for the future, and reparation. 


No. — Armour and Company, Chicago, Ill, vs. Great Northern 
g 


No. 


”? 


t al. 
Inapplicable switching rates published by St. Paul Bridge & 


Terminal Railway Company on complainant’s shipments from 

its plant at South St. Paul. Minn. Asks reparation. 

No. 2 fy Menasha Wooden Ware Co., Menasha, Wis., vs. Ann Arbor 
et al. 

Rates in violation of section 1 of the act, on iron and steel 
articles from points in Pennsylvania and Ohio to Menasha, Wis. 
Asks rates for the future, and reparation. 

No. 18808. H. N. Trimble, Pittsburgh, Pa., vs. Pennsylvania et al. 

Excessive, unjust and unreasonable rates on 64 car loads of 

steel plate scrap ends from Cleveland, O., Portsmouth, O., and 


Wheeling, W. Va., to Pittsburgh, Pa. Asks for rates and rep- 
aration. 


No. hy Cities Service Oil Co. et al., St. Paul, Minn., vs. Santa Fe 
et al. 

Attacks rates as unjust and unreasonable per se on refined 
petroleum products from points in Oklahoma and Texas to des- 
tinations in North and South Dakota and Minnesota. Asks for 
rates and reparation. 

No. 18810. Peninsula Products Exchange, Pocomoke City, Md., vs. 
Pennsylvania. 

Excessive, unjust, unreasonable and prejudicial rates and charges 
on shipments of burlap barrel covers and new burlap bags (not 
lined) from New York and Brooklyn, N. Y., Jersey City, N. J., 
and Philadelphia, Pa., to various points between Salisbury, Md., 
and Cape Charles, Va., and also to various points between Har- 
rington, Del., and Franklin City, Va. Asks for just and reasonable 
rates, and reparation. 

No. set. ‘ e Pacific Coal and Oil Co., Thurber, Tex., vs. Santa 

e et al. 

Excessive, unjust and unreasonable rates on crude clay, not 
ground or treated, in carload lots, from Los Angeles and Palm 
City, Calif., to Fort Worth and Hodge Junction, Tex. Asks for 
just and reasonable rates, and reparation. 

No. 18812. Shearman Concrete Pipe Co., Little Rock, Ark., vs. Mis- 
souri Pacific et al. 

Unjust and unreasonable, unjustly discriminatory, unduly pref- 
erential and prejudicial rates on numerous carloads of concrete 
sewer pipe from North Little Rock, Ark., to various points in 
Louisiana and to Vicksburg, Miss. Asks for rates and reparation. 

No. — The Wm. S. Merrell Co., Cincinnati, O., vs. C. B. & 
et al. 

Alleges that assessment of third class rate in lieu of fifth class 
rate on carload units of rubbing alcohol from Cincinnati to 
Omaha and Kansas City is in violation of sections 1 and 6 of the 
act. Asks cease and desist order and reparation. 
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No. 18814. The Wm. S. Merrell Co., Cincinnati, O., vs. B. & O, et al 

Attacks third class rate on rubbing alcohol as in Violation 
sections 1 and 6 of the act, from Cincinnati to Brooklyn Phi 
delphia, Toledo and Buffalé. Asks cease and desist order ani 
reparation. y 

No. 18815. Ira Casterline, Inc., South Ogdensburg, N. J., vs. Erie et al 

Rates on anthracite coal in violation of section 1 of the x 
from points in Pennsylvania to South Ogdensburg, N. J, ‘Aske 
rates for the future and reparation. 

No. 18816. Osseo Canning Co., Osseo, Wis., C. St. P. M. & O. 

Unreasonable rate and charges on corrugated pulpboard boxes 
k. d. flat from Minnesota Transfer, Minn., to Osseo, Wis. Ask 
reparation. . 

No. a OE See, Jacksonville, Fla., vs. South. 
ern et al. 

Charges in violation of the first four sections of the act on 
canned goods from Catherine, Ala., to Jacksonville, Fla, Asks 
reparation. 

No. ape ag ae Vickers Petroleum Co., Denver, Colo., vs. Union Pa. 
cific et al. 

Rates and charges in violation of section 1 of the act on 
gasoline from Parco, Wyo., to Florence, Canon City and Salid: 
Colo. Asks rates for the future, and reparation. : 

No. 18819. Athletic Mining and Smelting Co. et al., Ft. Smith, an 
vs. Santa Fe et al. ‘ 

Unjust and unreasonable, unduly discriminatory and _ prejudicig, 
rates on zinc spelter from South Ft. Smith, St. Smith and Vay 
Buren, Ark., to Beatrice, Neb., and Eau Claire, Wis., and othe 
points named in Boyd’s I. C. C. No. A-1678. Asks for rates anj 
reparation. 

No. 18820. Chase & Co., Orlando, Fla., vs. A. C. L. et ‘al. 

Unjust and unreasonable, unjustly discriminatory and unduly 
preferential charges on oranges, grapefruit and tangerines in buk, 
in mixed or straight carloads, moving from various points j, 
Florida to various points in the United States. Attacks weights 
and methods of computation, not rates. Asks reasonable and just 
charges and bases on citrus fruit in bulk between points jp 
Florida and destinations in the United States and Canada, anj 
reparation. 


No. 18821. The Salina Chamber of Commerce et al., Salina, Kans., ys, 
Santa Fe et al. 

Unjust and unreasonable, unjustly discriminatory and unduly 
prejudicial rates and charges for the transportation of eggs, car- 
load, from Salina, Kans., to Memphis, Tenn., on shipments des- 
tined to Memphis and also on shipments destined beyond Memphis 
in Alabama, Florida, Georgia, Mississippi, North Carolina, South 
Carolina, Tennessee and Virginia. Asks for rates not in excess 
of 120 per cent of the rates charged from Kansas City to Memphis 
on shipments to above named destinations, and reparation. 

No. 18822. Nichols Wire, Sheet and Hardware Co., Kansas City, Mo. 
vs. Texas and Pacific Ry. Co. et al. 

Alleges Fifth class rate of $1.07 charged on prepared roofing 
paper from New Orleans, La., to Kansas City, Mo., was unrea- 

sonable. Asks reparation. 
No. 18823. Swift & Co. et al., Chicago, Ill., vs. Santa Fe et al. 

Unreasonable rates on inedible tallow, grease, and stearine in 
straight or mixed carloads, from Chicago and East St. Louis, 
Tll., St. Louis, Mo., Kansas City, Kans., South St. Joseph, Mo. 
South Omaha, Neb., Sioux City, Ia., and South St. Paul, Minn. 
to New York City, Boston, Mass., Philadelphia, Pa., Baltimore, 
Md., and to other points taking the same rate. Asks for rates, 
and reparation. 

No. 18824. Lovett Fruit and Produce Co. et al., Charleston, W. Va., vs. 
Alabama Great Southern et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on bananas, from New Orleans, La., to Middlesboro, Ky., to 
the extent that they exceed rates to Danville, Ky. Asks rates 
for the future and reparation. 

No. 18825. Alexander Smith & Sons Carpet Co., Yonkers, N. Y., vs. 
Director General of Railroads, as agent. ; 

Unreasonble and illegal rate and charges on shipment of 
textile machinery, k. d., from Philadelphia, Pa., to Nepperhan, 
N. Y. Asks reparation. 

No. 18826. Federal Compress & Warehouse Co. et al., Memphis, Tenn., 
vs. Alabama Great Southern et al. 

Rates and charges in violation of sections 1, 4 and 6 of the act, 
on castings, parts of compresses, from points in Alabama, Louisi- 
ana, Arkansas, Texas, to points in Texas, Oklahoma, New Mexico, 
Arizona and Missouri. Asks reparation. : 

No. 18827. Harding Glass Co., Fort Smith, Ark., vs. Missouri Pacific 
et al. 

Charges in violation of sections 1, 3, 4 and 6 of the act, on 
sand from Pacific, Mo., to Fort Smith, Ark. Ask rates for the 
future and reparation. 

No. 18828. Liberty Cooperage and Lumber Co., Ft. Wayne, Ind., Vs. 
Wabash et al. 

Unreasonable charges on elm hoops from Montpelier, O., to 
Pittsburgh, Pa. Asks rates for the future and reparation. 

No. 18829. Lovett Fruit and Produce Co., Inc., Charleston, W. Va., VS. 
Louisville & Nashville. 

Rates and charges in violation of section 1 and 4 of the act, 
on sweet potatoes from Gibson, Tenn., to Middlesboro, Ky. Asks 
rates for the future and reparation. . 

No. 18829 Sub. No. 1. Lovett Fruit and Produce Co., Charleston, W. 
Va., vs. Louisville & Nashville. 
Unreasonable rates and charges on sweet potatoes from Cullman, 


Ala., to Middlesboro, Ky. Asks rates for the future and repara- 
tion. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) 48 
of October 1 was 60.7, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
The percentages by classes of equipment were as follows: Box, 
50.1; refrigerator, 62.9; coal and coke, 67.3; stock, 82.2; flat, 
75.4; tanks and others, 93.8. By districts the percentages for all 
classes of equipment were as follows: Eastern, 48.1; Allegheny, 
60.1; Pocahontas, 60.1; Southern, 57.6; Western, 67.2. 


The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of October 1, showed the 
following: Eastern district, 96.2 as against 94.8 a year ago; 
Allegheny, 99.6 as against 101.2 a year ago; Pocahontas, 82.1 
as against 73.2 a year ago; Southern, 96.8 as against 104.1 4 
year ago; Western, 100.5 as against 101.6 a year ago; all dis- 
tricts, 97.9 as against 98.8 a year ago; Canadian roads, 97.2 a8 
against 93 a year ago. 
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| JUST THE SEASON 


FOR A PILGRIMAGE 


To COLONIAL VIRGINIA 


CHESAPEAKE & OHIO 


THE SCENIC AND HISTORIC LINE 
Visit Virginia, the Richest Field of History in America 





Over the Railway 








MERELY A SUGGESTION 


After having enjoyed the historical 
and Colonial atmosphere of such 
places as Charlottesville (Monticello), 
Richmond, Williamsburg, Jamestown 
and Yorktown (stopovers arranged 
for on all tickets at these places), 
continue your pilgrimage on to the 


SESQUICENTENNIAL INTER- 
NATIONAL EXPOSITION at 


. . MONTICELLO 
Philadelphia. The Home of Thomas Jefferson at Charlottesville 





Superior Service Between 


THE WEST—-THE EAST 


Through Pullmans 


Chicago, Cincinnati, Louisville, St. Louis, Indianapolis 
New York, Philadelphia, Baltimore, 
Washington, Richmond 


C. & O. DINING CAR SERVICE—That Satisfies 


T. H. GURNEY, General Passenger Agent 
Richmond, Virginia 





THE CHESAPEAKE AND OHIO RAILWAY COMPANY 





THE TRAFFIC WORLD 


Vol. XXXVIII, No, 4 





Note. items in the Docket marked with an asterisk (*) are new, 
raving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


November 1—Washington, D. C.—Examiner Rogers: 

In the matter of rules and instructions for the inspection and testing 
of locomotives propelled by other than steam power in accord- 
ance with the act of February 17, 1911, as amended March 4, 1915, 
June 26, 1918, and June 7, 1924. 

November 1—Washington, D. C.—Examiner Berry: 

Il. & S. 2776—Cement from Fordwick, Va., to stations on Tallulah 
Falls Ry. 

November 1—New York, N. Y.—Examiner Trezise: 

18660—Royal Distributing Co., Inc., bn B. & O. R. R. et al. 

18439—Davies & Thomas Co. vs. C. R. R. of N. J. et al. 


November 1—Little Rock, Ark. fae Aachen Disque: 
9702—Memphis-Southwestern Investigation. 
6390—Memphis Freight Bureau vs, St. L. Iron Mt. & Sou Ry. et al. 
7250—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al. 
7304—City of Memphis et al. vs. C. R. I. & P. Ry. et al. 
—a of Commerce, Monroe, La., vs. Ark. & La. Mid. Ry. 


9027-"Railroad Commission of Ark. et al. vs. Ark. Cent. R. R. et al. 
10084—Natchez Chamber of Commerce vs. Natchez & Southern Ry. 


et al. 
10418—Arkansas Jobbers’ 
General et al. 
10419—Arkansas Jobbers’ 
General et al. 


November 1—Washington, D. C.—Examiner Corbitt: 
Valuation No. 861—In re tentative valuation of the property of the 
Saint Paul Union Depot Co. 


November 1—Washington, D. C.—Examiner Folsom: 


Valuation No. 168—In re tentative valuation of the property of 
Chicago, Indianapolis & Louisville Ry. et al. (further hearing). 


November 1—Washington, D. C.—Examiner Johnston: 
Valuation No. 567—In re tentative valuation of the property of the 
Texas State R. R. 


November 2—Washington, D. C.—Examiner Peterson: 
* 18291—Layton & Layton, Inc., vs. Pa. R. R. et al. 


November 2—Norfolk, Va.—Examiner Konigsberg: 
1. & S. 2757—Vegetables from Virginia to C. F. A. territory. Por- 
Gets Fourth Section Application 1074, filed by Norfolk Southern 


& Manufacturers’ Assn. vs. Director- 


& Manufacturers’ Assn. vs. Director- 


November 2—Knoxville, Tenn.—Examiner Brennan: 
18419—Knoxville Glove Co. et al. vs. Sou. Ry. Portions Fourth Sec- 

tion Application 1548, filed by Southern Ry. 

November 2—Saginaw, Mich.—Examiner Jewell: 
18371—The Michigan Bean Co. vs. Detroit, Grand Haven & Milwau- 

kee Ry. et al. 

November 2—New York, N. Y.—Examiner Trezise: 
18532—Fred M. Williams vs. L. V. R. R. et al. 
18464—Austin Powder Co. vs. W. & L. E. Ry. et al. 

November 2—Washington, D. C.—Examiner Macomber: 

Valuation No. 860—In re tentative valuation of the property of the 
Kentucky & Tennessee Ry. 

November 3—Seattle, Wash.—Examiner Barron: 
aa Coast Lumbermen’s Association vs. C. M. & St. P. Ry. 

et al. 

November 3—Philadelphia, Pa.—Examiner Williams: 

1. and S. No. 2781—Explosives between Colorado common points 
and defined territories. 

November 3—Washington, D. C.—Examiner Peterson: 
18260—Old Dominion Glass Corp. vs. B. & O. R. R. et al. 
18566—T. C. Wheaton & Co. et al. vs. B. & O. R. R. et al. 

November 3—Little Rock, Ark.—Examiner Disque: 
18496—John F. Evans, "doing business as the City Fuel Co. vs. Ill. 

Cent. R. R. et al. 

November 3—New York, N. Y.—Examiner Trezise: 

18535—The Whitaker Paper Co. vs. C. C. C. & St. L. Ry. et al. 


November 3—Washington, D. C.—Examiner Walsh: 
Valuation No. 868—In re tentative valuation of the property of the 
Mount Hope Mineral R. R. 


November 3—Argument at Washington, D. C.: 
I. & S. No. 2649—Crushed stone, sand and gravel within the Chicago 
Switching District. 
bag = pe Sub. No. 2)—Chicago Gravel Co. et al. vs. A. T. & S. F. 
y. et al. 
November 3—Washin D. C.—Examiner Roberts: 
Valuation No. —s n the Matter of the Tentative Valuation of the 
Kane & Elk R. R. Co. 


November straits Soe on, D. C.—Examiner Conway: 

Valuation No. 801—In re tentative valuation of the property of the 
Port Huron and Detroit R. R. 

Valuation No. 870—In re tentative valuation of the property of the 
Port Huron Southern R. R. 

ReveRer <—Tineoury, Pa.—Public Service Commission of Penn- 
sylvania: 

* Finance No. 5841—Application of Tionesta Valley Ry. for authority 
nd acquire control, by lease, of the railroad of the Clarion River 

y. 

November 4—Argument at Ne a mz. Gs 

‘* 17688—Bell Brothers vs. A. C. L. R. R. et al. 

November 4—Washington, D. Fe hatin Molster: 

* Finance No. 5838—Application of Seaboard Air Line Ry. for author- 
ity to acquire control, by lease, of the railroad of the Naples 
Seaboard & Gulf Ry. 

November 4—St. Louis, Mo.—Examiner McChord: 

18172—A merican Tripoli Co. vs. A. T. & S. F. Ry. et al. 
18620—Walsh Fire Clay Products Co. vs. C. & A. R. R. 


ae ey 4—Norfolk, Va.—Examiner Konigsberg: 


- & S. No. 2768—A bsorption of Belt Line Switching Charges at Ports- 
mouth, Va. 





November 4—New York, N. en ee | Trezise: 
18584—Swan-Finch Oii Corp. et al. vs. B. & O. R. R. et al, 


November 4—Nashville, Tenn.—Examiner Brennan: 
18021—Federal Can Co. vs. A. T. & S. F. Ry. et al. 
November 4—Philadelphia, Pa.—Examiner Williams: 
18207—The Cliquot Club Co. et al. vs. A. C. L. R. R. et al. 
November 4—Minneapolis, Minn.—Examiner ye: 
18616—Minneapolis Traffic Association vs. C. M. & St. P. Ry, 
1. & 8, 2735—Transit provisions on grain and related articles des. 
tined to Duluth, Minn., and related points. 


November 4—Argument at ‘Washington, D. C.3 
17190—Racine Crushed Stone Co. vs. C. Ps & St. P. Ry. et al. 
17337—Racine Crushed Stone Co. vs. C. & St. P. Ry. et al. 
11636—St. Louis-San Francisco Ry. vs. } Fh Alabama Ry. et a) 
15548—The Cudahy Packing Co. vs. Director General as agent, 
November 4—Little Rock, Ark.—Examiner Disque: 
18529 (and Sub. No. 1)—Railroad Commission of Arkansas et 4, 
ve. A. A. H.R. of al. 
November 5—Kalamazoo, Mich.—Examiner Jewell: 
18732—Andrew Bros. et al. vs. Penna. R. R. et al. 


November 5—New Orleans, La.—Examiner Money: 
* 1. & S. No. 2782—Estimated weights on carrots, from Louisiana ty 
Northern, Eastern and Western points. 
November 5—New York, N. Y.—Examiner ere: 
18557—United Zinc Smelting Corp. vs. B. & O 


November 5—St. Louis, Mo.—Examiner thrall 
18340—Milne Lumber Co. vs. Mich. Cent. R. R. 
18433—Milne Lumber Co. vs. D. G. H. & M. Ry. et al. 


November 5—Washington, D. C.—Examiner Peterson: 
18536—Louis Burk, Inc., et al. vs. B. & O. R. R. et al. 


November 5—Washington, D. C.—Examiner Hendon: 
Valuation No. 871—In re tentative valuation of the property of th 
Port St. Joe Dock and Terminal Ry. Co. 
November 5—Argument at Washington, D. C.: 
16124—Acme Brick Co. vs. A. & V. - et al. 
16976—Indian Refining Co., Inc., vs. L. & N. R. R. et al. 
17078—Canton Box Co. vs. Penna. R. R. 
17104—Armour & Co. et al. vs. C. & N. W. Ry. et al. 
November 6—New York, N. Y.—Examiner Trezise: 
1 rowley, Milner & Co. vs. D. L. & W. R. R. et al. 


a 6—Minneapolis, Minn.—Examiner Cheseldine: 
$S. 2773—Granite, marble and stone from Eastern points to St. 
* Saul Duluth and Western points. 
November 6—Elkhart, Ind.—Examiner Jewell. 
18618—John ~~ Sellers, doing business under the name of Citizens 
Coal Co. vs. C. C. C. & St. L. Ry. et al. 
November 6—St. yee Mo.—Examiner McChord: 
—e & Jennings Lumber Co. et al. vs. B. & L. E. R.R. 
2 3 


November 6—Birmingham, Ala.—Examiner Brennan: 
—— & Cypress Mfg. Co. vs. Washington & Lincolnton R. R. 
et al. 

November 6—Philadelphia, Pa.—Examiner Williams: 
18330—Memorial Craftsmen of America vs. A. C. R. R. et a 


November 8—Indianapolis, Ind.—Examiner Jewell: 
18690—American Zinc Products Co. vs. St. L.-S. F. Ry. et al. 


November 8&—New York, N. Y.—Examiner Trezise: 
18560—National Paper Products Co. vs. N. Y. C. R. R. et al. 


November 8—Philadelphia, Pa.—Examiner Williams: 
18538—Charles E. Hires Co. vs. A. C. & Y. Ry. et al. 


ag ae 4 yey City, Mo.—Examiner McChord: 
18488—J. C. Lysle Milling Co. vs. A. T. & S. F. Ry. et al. 
'8726—Loose-Wiles Biscuit Co. vs. St. L.-S. F. Ry. et al. 
November 8—Birmingham, Ala.—Examiner ee: 
18626—Birmingham Traffic Bureau vs. Ill. Cent. 


November 8—Portland, Ore.—Examiner Barron: 
18470—Italian Fruit & Produce Co. et al. vs. Sou. Pac. Co. 


November 8—Grand Forks, N. D.—Examiner Cheseldine: 
—— Dakota Mill and Elevator Assn. et al. vs. Nor. Pac. 
e . 
November 8—New Orleans, La.—Examiner Money 
1. & S. No. 2758—Fruits and vegetables from i. Mo., and Okla., 
to Memphis, Tenn., New Orleans, La., etc. 
November oq ey D. C.—Examiner Hays 
Valuation No Ri tentative valuation of ‘the property of the 
Nevada Central R. 
November The -on while . C.—Examiner Walton: 
Valuation No. 859—In re — valuation of the property of the 
Waycross & Southern R, R. 


November 8—Little Rock, Ark.—Examiner Fy yt 
17457—Humphreys- -Godwin Co., Inc., vs. A. & S. Ry. et al. 
18405—Interstate Cotton Oil Refg. Co. vs. C. B. & Q. R. R. et al. 
bes PR. gh ay F Nos. 1 to 3, incl.)}—Armstrong Packing Co. VS. 

y. e 
bo: + oon Cottonseed Crushers’ Assn, et al. vs. A. & R. R. RB 
e 
1. & S. No, 2759—Cottonseed and related vegetable products from 
— territory to Central, Eastern and Southern terti- 


18026—Arkansas Cottonseed Crushers Association vs. A. C. & Y. RY: 
et al. Fourth Section Application Nos. 4309, 600, 601, 542 et al. 


a ee ag ge Ill.—Examiner Faul: 
I. it :. ~——s ron and steel between points in Chicago Switching 
tric 
* |, & S. No. 2658 (and ist Supplement)—Iron and steel between points 
in Illinois Freight Committee Territory. 
* 1. & S. No. 2713—Iron and steel articles from Brazil and Terre Haute, 
Ind., to Chicago. (further hearing). 
. & S. 2780 (1st supplemental order)—Iron and steel between points 
“in the Chicago switching district. 
November 9—Washington, D. C.—Examiner Molster: 
* Finance No. 5840—Application of Texas & Pacific Ry. for authority 
to acquire control of the Cisco & Northeastern Ry. by purchase 
of capital stock. 


~ a. Ct al. 


. R. et al. 
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That is why Trans-Conti- 
nental Freight is so often 
called in in advance and 
retained continuously as 
advisor for so many years. 


Avoiding shipping errors 
Saves money and time. 
Correcting them, even 
when possible, is expensive. 


Our nearest branch is always 











at your service 








Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Los Angeles, Cal. 
Buffalo, N. Y. Minneapelis, Minn. 
Cincinnati, Ohio Philadelphia, Pa. 
Cleveland, Ohie Portland, Ore. 
Denver, Colo. St. Paul, Minn. 
Detroit, Mich. Salt Lake City, Utah 
Kansas City, Mo. San Francisco, Cal. 
Seattle, Wash. 


Consolidators of machinery, merchan- 
dise, household goods, automobiles, 
etc., for more than 28 years. 
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NEW IRAIN 


2ST PAUL we 
_MINNEAPOLIS 





COMMERCIAL LIM; Tp 


An addition to Burlington service which 
will be welcomed especially by business men 
who must leave Chicago as late as possible, 
but yet have a full business day in St. Paul 
or Minneapolis. (Dining car for breakfast 
of course.) 

Lv. Chicago 8:45 PM 

Ar. St. Paul 8:15AM 

Ar. Minneapolis 8:55 A M 








And these three other de luxe trains over 
the comfortable water-level route along the 
Mississippi River. 


Lv. Chicago 6:30 PM 





Ar. St. Paul 7:00AM 
Ar. Minneapolis 7:35 A M 






Lv. Chicago 11:00 P M 
Ar. St. Paut 10:55 AM 
Ar. Minneapolis 11:55 A M 


Burlington 


Houte goRTHCOASTLIN 7, 


Lv. Chicago 10:35 AM 
Ar. St. Paul 10:30PM 
Ar. Minneapolis 11:25 P M 















THE TRAFFIC WORLD 


— ALWAYS 





The money which railroads have left after 
paying operating expenses and taxes is classi- 
fied under the accounting regulations of the 
Interstate Commerce Commission as net op- 
erating income and is commonly known as net 
earnings. Not all of net earnings, however, 
is available for dividends to railway owners. 
For example, it will take all the net earnings 
realized in the first half of 1926 by the rail- 
roads of the country as a whole to pay the full 
year’s interest charges on their borrowed 
money. 


The ratio of net earnings to property invest- 
ment is commonly accepted as the yardstick 
measuring the financial results of railway op- 
eration. Such measurement shows that there 
has been a fairly steady improvement in the 
financial results of railway operation in recent 
years. The net earnings realized by the rail- 
roads of the country as a whole for each $100 
of investment in railway property were $2.92 
in 1921, $3.61 in 1922, $4.48 in 1923, $4.33 in 
1924 and $4.83 in 1925. For the first eight 
months of 1926 net earnings were realized at 
the annual rate of $5.13 for each $100 of in- 
vestment in railway property. 


This improvement in the financial results of 
railway operation is well deserved, because it 
is the result of greater economy and efficiency 
in handling increased traffic. However, the 
ratio of net earnings to property investment 
is even yet less than it should be, especially 
when we consider that railway traffic has been 
breaking all records this year. Few other 


What Net Earnings Mean 


businesses could manage to get along at so 
low a rate, and the railroads themselves have 
earned more in the past. In 1916, for example, 
their net earnings were $5.94 for every $100 
of property investment at that time, and, when 
the difference in the purchasing power of 
money is considered, a good many other years 
yielded earnings that meant more to the rail- 
roads than those being received today. 


The present railway efficiency, which is so 
productive of good in every line of business, is 
largely the result of the substantial invest- 
ments in improvements which the railroads 
have made in recent years in the hope of im- 
proved earnings. The continued efficiency of 
the railroads depends to the same large extent 
upon their ability to obtain funds for further 
expansion to keep pace with the increased de- 
mands for their services which the future is 
certain to bring. Railway credit, therefore, 
must be safeguarded. We believe that rail- 
way patrons, realizing this situation, will look 
with favor upon further improvement.in the 
rate of railway net earnings. 


The value of good railway service is beyond 
estimation. Good service is the kind the rail- 
roads want to continue to provide. All they 
ask is that the public encourage them to do so. 


Constructive criticism and suggestions are 


invited. 
L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, November 1, 1926. 
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ARE YOU FROM MISSOURI? 


We like to have shippers assume the “show. 
me” attitude toward our claims regarding the 
superiority of ACME “UNIT-LOAD” over 
other methods of bracing carload freight. 


It gives us an opportunity to prove that ACME 
“UNIT-LOAD” 


reduces damage to a minimum 
lowers bracing material costs 
decreases loading time. 


In our files are pictures, cost charts and com- 
plete data covering hundreds of installations, 
together with letters from consignees reporting 
on condition of loads at destination. 


If you ship anything that must be braced in a 
box car, it will pay you to get full particulars 
about ACME “UNIT-LOAD.” 


Use the “show-me” coupon below. 


ACME STEEL COMPANY 


CHICAGO 
2840 Archer Avenue 


Brooklyn Atlanta New Orleans San Francisco Seattle 


Manufacturers Since 1880 


‘““SHOW-ME”’ COUPON 


ACME STEEL COMPANY 
2840 Archer Avenue 
Chicago, Illinois. 
Gentlemen: 
We are from Missouri. Show us how Acme “Unit-Load” 


will reduce our bracing costs and eliminate damage, as you 
claim it will. 


eee eee ere eee ee eee ee eee eeeeeeeeeeseeeeseeeesese nes 
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Industrial alcohol in steel drums 


¢ 
' 
t 
a 
‘ 
a 
4 
‘ 
‘ 
‘ 
' 
' 
7 
o 
' 
‘ 
t 
‘ 
‘ 
‘ 
‘ 
‘ 
i 
' 
4 
‘ 
' 
‘ 
‘ 
‘ 
4 
' 
‘ 
‘ 
' 
' 
‘ 
' 
‘ 
' 
‘ 
‘ 
' 
‘ 
‘ 
‘ 
‘ 
‘ 
‘4 
J 
‘ 
' 
' 
' 
‘ 
4 
‘ 
‘ 
a 
‘ 
‘ 
' 
‘ 
4 
‘ 
7 
’ 
4 
' 
5 
4 
Ps 


Novembe! 





A 









’ No, y 


ovember 6, 1926 THE TRAFFIC WORLD 1041 


Great Northern Railway 


Offers 














W- 
the 
ver 








An Unsurpassed Transportation Service 
Between 


: St. Paul, Minneapolis, Duluth, Superior, 
Sioux City, Billings and North 
Pacific Coast Points 


With Rail and Steamer Connections to and 
from Points Beyond 


.| The New Oriental Limited 


The Finest Train to and from the Pacific Northwest 
o Extra Fare 


A. J. Dickinson 
Passenger Traffic Manager 
St. Paul, Minn. 


M. J. Costello 
Western Traffic Manager 
Seattle, Wash. 


G. H. Smitton 
Freight Traffic Manager 
St. Paul, Minn. 


Assistant General Freight Agent 
New York City 


Great Northern Railway 
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SOUTHERN PACIFIC LINES 
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